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THE POT AND THE KETTLE 

Those who are interested in the passage by Con- 
gress of the rivers and harbors bill providing for various 
projects, the cost of which is estimated at between $59,- 
000,000 and $60,000,000, are much wrought up over what 
they call the unfair tactics of certain members who 
threaten to wreck the entire program unless the one 
item affecting the Illinois River is deleted. And, of 
course, they are right. But how much more are their own 
tactics to be approved when, as in a recent bulletin is- 
sued by the National Rivers and Harbors Congress, they 
suggest that all those opposed to federal regulation of 
water transportation join in the fight against regulation 
of motor vehicles for the reason that, if motor vehicle 
regulation came to pass, regulation of water transporta- 
tion might be expected to follow. Of course, the author 
of the circular loses sight of the fact that the principle 
of motor vehicle regulation has already been established 
and accepted so far as intrastate traffic is concerned and 
it is only interstate regulation that is now in question. 
But we pass that. We are concerned now only with the 
“scratch my back and I'll scratch yours” policy that 
animates these high-minded patriots who talk so scatch- 
ingly of the machinations of those who oppose them or 
question the wisdom of what they propose and the sel- 
fishness of the railroads who, for their own protection, 
ask that some of the same restrictions that are applied 
to them be applied to their competitors. When shall we 
arrive at a situation like this of regulation where public 
policies shall be considered on their merits and not out 
of selfishness and narrow-mindedness? Unquestionably 
the railroads are selfish. It is human that they should 
be. Unquestionably, also, one who has something to 
gain in motor vehicle or waterway transportation free 
from regulation is selfish. It is human for him also. But 
that is not the part of statesmanship nor should it be of 


the kind of men who are supposed to constitute the Riv- 
ers and Harbors Congress. Many of them, of course, 
are enthusiasts, but there is no reason why even an en- 
thusiast should not lift himself high enough above the 
petty considerations that influence the frankly selfish to 
see the real issues and sound economic wisdom. If mo- 
tor vehicle regulation is right it should become a part 
of our system; if it is not, it should not; what may or 
may not be true of water transportation regulation has 
nothing to do with the case, and those who seek the 
support of others or promise their own support to others 
out of a pure policy of trading are guilty of the same 
thing that makes so much of our legislation so worth- 
less and futile—the desire to accomplish something for 
themselves instead of for their country, no matter what 
the means employed. 


Not only are these people, as represented by the bul- 
letin referred to (Bulletin No. 1, Washington, D. C., No- 
vember, 1926) referring to their convention in Washing- 
ton this week, guilty of this questionable practice, but 
they resort to untrue statements. Speaking of The 
Traffic World as a persistent advocate of regulation of 
motor vehicles, intercoastal ships, and inland waterway 
carriers, it quotes us as advocating that users of private 
motor boats, private motor trucks, and private horse- 
drawn vehicles to haul their products to market and 
bring back their supplies should be subject to the same 
kind of regulation that is applied to the railroads, be- 
cause they compete with the railroads. We have never 
uttered such a silly doctrine and never held it. We have 
not even advocated regulation of what are known as 
contract motor vehicle carriers. We have said that these 
constitute a problem with which the railroads have to 
deal, but we have advocated regulation only so far as 
common carriers are concerned. Anybody who reads 
our publication with any degree of carefulness knows our 
position. It may be wrong but it is clear, and there is 
no room for misinterpretation, to call it by the mildest 
term that can be applied to it. 


“Practically the only demand for regulation of mo- 
tor trucks comes from the railways,” says the bulletin. 
We showed recently in this column whence it came orig- 
inally. It came from bodies of men made up of motor 
vehicle operators and manufacturers as well as shippers, 
and railroad representatives (not from the National Au- 
tomobile Chamber of Commerce, as has been stated, but 
from the U. S. Chamber of Commerce and the Midwest 
Motor Transport Conference, held under the auspices of 
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the National Automobile Chamber of Commerce, as stated 
in our editorial of Nov. 27). The railroads, indeed, have 
been peculiarly backward in making their views known, 
their reason, of course, being that they did not wish to 
bring into disrepute with the railroads baiters a cause 
that means much to them and for which they would have 
a perfect right to fight. They are selfish, no doubt, but 
one has a right to demand what is fair. We doubt if 
their reticence has done them good rather than harm. 
They are getting the.credit anyhow for conducting a 
campaign for motor vehicle regulation and all the other 
things that the rivers and harbors people condemn in a 
common cause, and they might as well have unlimbered 
their big guns and done some real shooting. 


Referring again to The Traffic World, the bulletin 
asks what would be the result if our program of giving 
the Commission control over the motor vehicles, the 
barges on the rivers, the vessels on the lakes, and the 
ships that sail between our coasts were put into effect. 
And it answers its own question—“Unimaginable con- 
fusion.” Of course, the bulletin has enlarged our pro- 
gram a little by not qualifying the agencies of transpor- 
tation it mentions by the words, “common carrier,” and 
we haven’t said anything that we recall about the boats 
on the lakes, but, even so, why confusion? The pro- 
gram may be unwise for other reasons, but certainly 
not because it would cause confusion. That is precisely 
what we have now and what the plan spoken of would 
cure. The Commission might have to be enlarged or 
other regulatory machinery set up in order to do the 
work, but, nevertheless, that is what should be done and 
what will be done some day, if we may venture a phophecy. 
We find a good deal of fault from time to time with the 
way things are done or left undone but, for all that, we 
have an abiding faith in the institutions of our country 
—too great a faith not to believe that some day, when 
the clouds of selfishness and picayunishness have been 
cleared away, we shall have much the sort of regulatory 
system we have advocated. And—not to utter prophecy 
now, but to state a fact—until we do have some such 
system we shall have the confusion that now exists. 

Meanwhile, to be selfish ourselves for a moment, it 
makes no difference to us what happens. We sell as 
many papers while confusion reigns as we would sell 
if all were sanely conducted on a permanent and sound 
basis—perhaps more. Sometimes the patriots who get 
so exaltedly excited fighting for their own interests and 
impugning the motives of those who do not agree with 
them, make us indignant, but mostly they make us 
laugh. There is a lot to laugh about in this world if one 
can only avoid letting it get on one’s nerves. We know 
of nothing funnier than the rivers and harbors people 
calling the railroads selfish—that is, nothing that has 
happened since the pot called the kettle black. 

We should like to ask a question of those who so 
violently oppose regulation of motor vehicles and water- 
ways and have so much to say of railroad advocacy of 
the idea. Suppose, in the course of time and develop- 
ment, the railroads became large users of the highways 
and waterways and transported a large percentage of 
their short haul passenger and freight business by motor 
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vehicle and a large part of their long haul freight busi- 
ness by waterway. Would or would not the present op- 
ponents of waterway and motor vehicle regulation then 
think that the railroads, as such users, should be reg- 
ulated in such use and be made to pay for the use of 
highways, constructed and maintained by the public, and 
waterways, provided by nature and maintained and devel- 
oped by the public, as a place of doing business? Some of 
them may answer in the negative, but we can hear the yowls 
that would go up in Congress and elsewhere if any such 
condition came to pass. And the yowls would be from 
the same persons who now say that use of highways and 
waterways should be free and unrestricted, even to com- 
mon carriers for hire. 


LIQUOR AND THE RAILROADS 

In the November 6 Traffic Werld was an editorial 
on “Liquor and the Railroads.” It was directed clearly 
and plainly at the use of liquor by railroads as a lubri- 
cant for the machinery of getting business. It has, how- 
ever, as is usual, there being so many careless readers, 
been misinterpreted in some quarters. By many rail- 
road executives it was welcomed and some even went to 
the length of having it mimeographed and sent to their 
soliciting forces with a word to the effect that the sit- 
uation described was undesirable and should be cured. 
Many others have expressed their commendation in vari- 
ous ways. But there have been criticisms (not from rail- 
road executives), ranging from expressions to the effect 
that it was improper for a journal of this sort to get into 
such a question to hints that maybe the writer of the 
editorial himself took a drink when he wanted it. Others 
seemed to think we were campaigning in favor of the 
enforcement of the Volstead act. 


We do not desire to continue to discuss an unpleas- 
ant subject, but we ask our critics to read the editorial 
again. We were not advocating prohibition or even 
temperance, and what we had to say had nothing what- 
ever to do with the enforcement or non-enforcement of 
the Volstead act. We were, as we have said, merely 
suggesting that the railroads be included among those 
to whom the suggestion is made that they should not 
permit the use of liquor as an aid in the business of buy- 
ing and selling, and we pointed out some of the un- 
pleasant consequences when such use is made. It is a 
subject that is receiving the attention of executives in 
many lines of business and, though one is entitled to his 
opinion as to the propriety of our discussing the subject, 
we know of no reason why the business to which our 
publication is related—transportation—should be an ex- 
ception, or why we and our readers should not be inter- 
ested. We might add, in passing, that even among our 
severest critics, no one has denied the truth of anything 
we said. 


CONGRESS AT WORK AGAIN 
We have with us again, beginning this week, the 
Congress of the United States, meeting for a short ses- 
sion to end next March. No transportation legislation 
of importance is to be expected at this session and, 
though there are things that should be done, this fact 
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will not be greatly regretted, on the whole, for, in trans- 
portation, Congress is more likely to enact harmful than 
helpful legislation and its prospective inaction is not as 
unwelcome as it otherwise might be. 

President Coolidge, in his annual message to Con- 
gress, dealt with transportation somewhat incidentally, 
there being nothing of much consequence in what he 
said. That part of his message relating to this subject 
is printed elsewhere. That he feels that the condition 
of agriculture may be improved as the result of the Com- 
mission’s rate structure investigation under the Hoch- 
Smith resolution, as the result of consolidation of rail- 
roads, if and when effected, and by improvement of in- 
land waterways, is indicated by what he says. He did 
not depart from views expressed in previous messages to 
Congress on the subject of railroad consolidations. He 
reiterated a plea for enactment of consolidation legisla- 
tion, without, however, being specific as to whether he 
favored the Cummins bill or the Parker bill. In previous 
messages, however, he has expressed views that were 
taken to mean that he favored legislation along the lines 
of the Parker bill rather than the Cummins bill. He is 
regarded as having put his foot down on suggestions 
that the government embark on a shipbuilding program 
to replace ships in the government merchant marine. 
He said he did not feel that the country was warranted 
in entering at this time on new construction, adding that 
the great need of the merchant marine “is not for more 
ships but for more freight.” He renewed his recommen- 
dation that the operation of the government ships should 
be placed under a single responsible head. 


SECRETARY MELLON’S REPORT 


“The most notable improvement has been the restoration of 
the railroads to their proper place in the community,” Secretary 
Mellon, of the Treasury, said in that part of his annual report, 
submitted to Congress December 9, dealing with financial and 
business conditions of the country. “They are beginning to 
make up for losses following government control. Their credit 
is good and their efficiency is of the highest order. The railroads 
are one of the principal factors in the strength of this country. 
Their ability to handle traffic promptly and efficaciously is evi- 
denced by the increase in carloadings and by the practice of 
hand-to-mouth buying and curtailed inventories of manufac- 
turers and dealers, which would not be possible with less effec- 
tive transportation.” 

As to the government’s financial relations with the railroads, 
as the result of federal control, the report stated that, as of 
June 30, 1926, the total principal amount of railroad obligations 
owned by the government, which were acquired under the federal 
control and transportation acts, was $299,112,850.64, as against 
$316,300,324.29 on June 30, 1925, a reduction of $17,187,473.65. 
With reference to overpayments under the guaranty section— 
209—of the transportation act, the report said: 


The following is a list of carriers indebted to the United States as 
of October 31, 1926, by reason of overpayments under the provisions 
of paragraph (g) and (h) of this section: 


Alabama, Tennessee & Northern Railroad Corp............ $ 32,906.93 
Dees Ge SPROREROS TE. TK. CORD. cccccccccccccccccccscece 21,749.31 
Chicago, Indianapolis & Louisville Ry. Co.................. 198,484.95 


Fort Dodge, Des Moines & Southern R. R. Co.............. 69,065.55 
Great Northern Ry. Co. and subsidiaries................... 1,322,053.27 


Minneapolis & St. Louis R. R. Co., receiver................ 292,022.23 
Missouri & North Arkansas R. R. Co., receiver............. 41,375.46 
Northern Pacific Ry. Co. and subsidiaries................. 1,269,905.20 
Waterloo, Cedar Falls & Northern Ry. Co................. 6,072,49 

ee sacenarec ale kre alg eas nal Riana io ahaa obi ailiadin wrerabacens $3,253,635.39 


In the last annual report attention was called to the rehearings 
pending before the Interstate Commerce Commission of the claims 
against the Chicago, Indianapolis & Louisville Railway Co., Great 

orthern Railway Co. and subsidiaries, and the Northern Pacific 
Railway Co. and subsidiaries. The Commission has concluded these 
hearings and transmitted reports to the treasuary reaffirming, with 
some modifications, its original certificates. The carriers have re- 
fused payment of the amount certified to be due the United States, 
taking the position that there is no legal basis for the action of the 
commission. The questions involved are to be litigated. 

The Buffalo & Susquehanna Railroad Corporation has refused to 
accept the findings of the Interstate Commerce Commission and has 
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requested a rehearing on its claim which is pending before the com- 
mission. The Fort Dodge, Des Moines & Southern Railroad Co. has 
initiated legal proceedings to compel the Interstate Commerce Com- 
mission to review its decision. A claim for the amount due from the 
Minneapolis & St. Louis Railroad Co. has been filed with the re- 
ceiver. The claim against the receiver of the Missouri & North Ark- 
ansas Railroad Co. has not been paid. The Missouri & North Ark- 
ansas Railway Co., the successor corporation, has denied liability. 
The treasury is awaiting an opinion from the department of justice 


as to the validity of the claim and the action, if any, to be taken to 
collect it. 


As of October 31, 1926, the report said, the following carriers 
were in default in respect to loans made to them under section 
210 (which created the $300,000,000 revolving fund for loans in 
the so-called transition period after federal control): 


Name of carrier Principal Interest Total 
Gainesville & Northwestern R. R. 

EOL LEE LEE SE Ee $ 15,750.00 $ 15,750.00 
Kansas City, Mexico & Orient R. R. 

Te ee ee $2,500,000 376,574.33 2,876,574.33 
Minneapolis & St. Louis R. R. Co.......... 237,342.46 273,342.46 
Missouri & North Arkansas Ry. Co......... 492,453.54 492,453.54 
Salt Lake & Utah R. R. Co........ 31,400 104,778.55 136,178.55 
Virginia Blue Ridge Ry. Co.........scsecees 4,560.00 4,560.00 
Wirginte Southern B.. .. COscccccicccccoscses 5,700.00 5,700.00 
Waterloo, Cedar Falls & Northern 

Se eee ee alvec cteteeueus 377,268.24 377,268.24 
Wichita Northwestern Ry. Co.........eseeee. 57,262.50 57,262.50 
NEUE - Boisinnncacumecbnnecasonte $2,531,400 $1,671,689.62 $4,203,089.62 


Reference was made in the report to the appointment of 
Secretary Mellon as Director General of Railroads, January 1, 
1926, who succeeded James C. Davis, and the final reports made 
by Mr. Davis, which have heretofore been published. 





POSTMASTER GENERAL’S REPORT 


The operating deficit incurred by the Post Office Depart- 
ment in the fiscal year ended June 30, 1926, amounted to $37,- 
906,118, according to the annual report of Postmaster-General 
Harry S. New, made public December 7. 

Actual expenditures, including those for increases in sal- 
aries, exceeded the revenues by $19,972,379. This cash defi- 
ciency, the report said, was a decrease of $19,772,647 under that 
for 1925, when it amounted to $39,745,027. 

“However, after adjustments,’ the report continued, “ac- 
counting for the amount paid on account of undischarged obli- 
gations carried over from previous fiscal years and the additions 
of contributions to the civil service retirement fund and for 
obligations for 1925 outstanding, the operating deficit becomes 
$37,906,118. During the year there was paid out approximately 
$65,000,000 on account of increases in salaries due under the 
act of 1925. If this had not become necessary, the deficit would 
have been eliminated and we would have had a substantial sur- 
plus, even though no additional revenues had been derived from 
the operation of the new postage rates.” 

The revenues of the postal service for the fiscal year, includ- 
ing the fees from money-order business, amounted to $659,819,- 
801, an increase of $60,228,323 over the receipts for the preceding 
fiscal year. 

The report stated that the mails were carried over 229,280 
miles of railroad at a cost of $106,656,368. 

In the year there were 2,256,137 miles of mail trips in the 
air, a performance of 94 per cent of the scheduled trips. The 
air mail service carried mail matter weighing 353,641 pounds. 
— revenue received was $861,965 in excess of the ordinary 
rates. 

Among the recommendations made by the Postmaster-Gen- 
eral for new legislation were the following: 


To authorize the Postmaster-General to exclude firearms from 
the mails. 


; To restore the rate of postage of 1 cent each to private mail- 
ing or post cards. 

To provide for the acceptance without prepayment of postage 
of so-called business reply cards, the postage including additional 
eres for the extra service to be collected on delivery of the 
cards. 

20 provide for an additional charge on first-class matter 
mailed short paid more than one rate. 

To reduce the postage rate on transient second-class matter. 

To provide for graduated special handling postage charges, 
according to the weights of the parcels, and to extend special 
delivery service to such parcels. 

To authorize the Postmaster-General to charge a fee for in- 
quiries by a postmaster for patrons concerning registered, insured, 
or collect-on-delivery mail. 

To authorize the Postmaster-General to issue receipts to send- 
ers for ordinary mail of any character, domestic or international, 
and to fix the fees chargeable therefor. 

To authorize the Postmaster-General to impose demurrage 
charges on undelivered collect-on-delivery parcels. 

To extend C. O. D. service and limits of indemnity to third 
and fourth class domestic parcels on which the first-class rate of 
postage is paid. . 

To fix the fees chargeable for registration of mail matter and 
the — of indemnity not exceeding $1,000 for any one registered 
article. 





CHANGE IN DOCKET 


Argument in I. and S. 2743, sugar between Louisiana and 
Texas points, assigned for December 8, at Washington, D. C., 
was postponed to a date to be hereafter fixed. 
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December 11, 1926 THE 
Current Topics : 
in Washington 
a S.A | 


On the Making of Reports.—In the days when the fathers 
wrote the Constitution, newspapers were few. News, except 
from the immediate vicinage, was scarce. Even what there was 
was not adequately told. There were great editors but few 
reporters. The facts being thus it is not to be wondered at 
that the makers of the Constitution wrote into that document 
that the President should tell Congress about the state of the 
Union. They thought the chief executive would have more 
machinery for the gathering of information than any other per- 
son in the Union. Besides, they had before them the example 
of the king making an address from the throne, when Parliament 
assembled, in which he told that “we” were at peace, thanks 
to the good work of “my” army and “my” navy, a curious jumble 
of pronouns. But why, because the fathers told the President 
to advise the law-makers as to the state of the Union, did Con- 
gress think it necessary, even when it created an office, to direct 
that officer or agency to tell it things? Or, if Congress did not 
issue the order in each instance, why did the President require 
or even stand for the flub-dub reports that are dumped on him, 
in theory, but, in fact, on the public? The average annual re- 
port carefully avoids everything done in the year that has re- 
sulted in any sort of uproar, to waste ink and paper telling 
about things of no more import, as news, than that the fire 
department responded to an alarm. The late Charles A. Dana 
said it would be news, were it the fact, that the department 
had failed or refused to respond to an alarm; that it was not 
news that a dog bit a man, but that it was news when a man 
bit a dog. The fact of the matter is that ninety-nine and one- 
half per cent of the material of the average report might well 
be omitted so as to afford space and opportunity for the discus- 
sion of the things an officer or agency has done that have evoked 
criticism. For instance, the public interested in the work of 
the Commission, it is believed, would be glad to have most 
of the material in that body’s report omitted so as to give room 
for an earnest, detailed discussion of why the Commission can- 
not make an estimate as to the rate of return the carriers are 
earning, and for an emphatic statement as to the foolishness 
of the part of the statute directing it to make a permanent 
plan for the consolidation of the railroads into a limited number 
of systems. There are also cases involving the interpretation 
of tariffs about which shippers would like fuller statements 
as to why a long line of cases on the point involved should 
be overturned. It is true that such detailed statement may 
be in process of preparation on the appeals by the losers, but 
the point is that so much of the material in annual reports 
seems like a waste of time, ink, and paper. At best, it is 
history, and microscopically minute history, on points that will 
not be raised by the man who wants to write a history of 
even particular periods. The reliable newspapers will be the 
sources from which future historians will gather their mate- 
rials. Few annual reports, at this time, seem to contain mate- 
rial worth looking at. There may be some development not 
now suspected that will make annual reports valuable, but the 
wildest dreamer cannot fancy a historian fifty or a hundred 
years hence scrambling for the annual report of any govern- 
ment office. Some of those interested in having the railroads 
commended for the good work they have done this year were 
a bit disappointed that the Commission, in its report, did not 
give the carriers a certificate of merit such as it gave them, 
for illustration, in 1923. President Coolidge, Secretary Mellon, 
and Secretary Hoover did commend them. Hoover has been 
commendatory each year since the railroads pulled themselves 
together and showed their appreciation of the legislation enacted 
in 1920. The Commission report gives the facts on which such 
a certificate can be based, but it does not do any pointing with 
pride. Coolidge, Mellon, and Hoover do—hence the inclination 
to tears among those who think there might well have been 
some words of commendation from the Commission. 





Evil of Oilless Days Again Postponed.—Hanging of the 
flivver on a willow tree on account of no gasoline, predicted to 
come about every few years since the invention of the internal 
combustion engine, has again been postponed. Why? Because 
in November the country had the largest petroleum production 
it ever knew—2,357,050 barrels a day. Divide that number by 
two and the result, roughly, will be the number of barrels of 
gasoline that could be made from that amount of crude. Multiply 
the number of barrels by 42 and the result will be the gallon- 
age. Of course, no such flood of gasoline will be made. In 
fact, the figure produced by multiplying the barrels by 42 and 
then dividing the product by two will represent the gasoline, 
kerosene, and other refined products that will be given the 
public. In other words, roughly speaking, one-half the produc- 
tion of crude goes into refined products and the rest is fuel 
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oil, road oil, tar, and asphalt. If necessary, half the crude pro- 
duction could be converted into gasoline. As a matter of fact, 
probably three-fourths could be converted and would be so 
turned out were the price of gasoline to go high enough to 
cover the cost of conversion by means of cracking, under heat 
and pressure. The November production was the highest since 
the week ended May 30, 1925. That week the daily average 
was 2,346,000 barrels. Then it began falling and there was 
apprehension. Time and again reputable geologists have pointed 
out that the supply in sight will last only five or six years. 
They began giving such warnings in 1862, three years after the 
first well was drilled. The trouble with them is that they have 
never had all the sedimentary rocks in the country in sight 
when they gave their cries of alarm. The greedy hunters for 
oil a few years ago began going down to deeper sands, with 
the result that fields supposed to have been exhausted have 
been brought back into production. In Pennsylvania they are 
shooting soda solutions into the oil rocks and sand, loosening 
oil and bringing them back to production, all of which makes 
oil prediction extra hazardous work. 





Growling at Butler and the Court.—Lapse of time does not 
decrease the growling at Justice Butler and the Supreme Court 
of the United States on account of the Indianapolis water works 
valuation decision. Justice Butler and the court, in making 
that decision, a good many opponents of government ownership 
think, has done more for the government ownership and opera- 
tion advocates than all the Socialists and Communists in the 
country put together. The average man who is opposed to such 
ownership and operation, it is believed, is opposed, primarily, 
because he objects to having his costs increased. If the courts 
are going to make private ownership just as costly as inefficient 
government ownership and operation, it is asked, what objection 
can there be to “nationaJzation” of the means of production 
and transportation? Giving private owners of such things as 
much money for operating the necessities as it would cost to 
have the politicians do it removes the incentive for opposing 
“nationalization.” Of course, in this country, if the government 
ever undertakes to. nationalize things the thought of perhaps 
a majority of men is that the government will pay the owners 
on the basis of valuation decreed by the courts. But would 
there be such a settlement? Let Socialists and Communists 
get a majority in the country and they will not differ greatly 
from their confreres in Russian and Mexico. They do not give 
the courts credit for honesty. They would settle with private 
owners as in Mexico or in Russia, on a basis of valuation dic- 
tated by such men as the late Senator LaFollette. His idea 
was that the railroads of the country were worth ten or twelve 
billions. In Mexico, foreigners are being compelled to sell their 
holdings at government appraisal and take their pay in bonds 
of municipalities, states, or the federal government. Any stock 


or bond salesman will inform any inquirer as to the value of 
such “securties.” 





Relief for the Commission.—Probably every man who has 
a rate case before the Commission, some time or other, thinks 
there is too much thought on the subject and too little action. 
At such a time one is inclined to suggest that there are several 
duties the Commission now performs that might be turned over 
to some cabinet officer, especially one who doubts whether he 
really has enough to do. Without doubt, the purely legislative 
work—that is, rate-making—is enough to keep eleven Commis- 
sioners reasonably busy. It is, therefore, natural to suggest 
that all other work be put on the shoulders of some executive 
officer. The frequently voiced objection to that suggestion, how- 
ever, is that it would require the railroads to appear before 
additional governmental agencies. The obvious answer is that 
they now appear before many departments. They go to the 
War Department when they want to bridge a navigable stream 
or encroach on established harbor lines. They go to the treas- 
ury on tax cases, and so on down through practically, if not 
exactly, all executive departments. There is no legislative func- 
tion involved in the administration of the safety or automatic 
stop provisions. The hours of service parts of the law are 
purely executive things, even as the ash pan act. Establishment 
of time zones is not closely akin to the making of law. Valua- 
tion is related to rates only because, in theory, valuation is 
going to be the basis of rates. Car service, however, is so 
much an element in considering the value of the service for 
which a rate is charged, that it belongs with the rate-making 
branch. Of course, all things causing expense to the railroads 
have a bearing on rates, but if, for that reason, control over 
automatic train-stop installations should be kept in the rate 
branch, then, by the same sign, the question of wages should 
be handled by the rate body. It fixes, within limits, the wages 
of the capital employed. It is suggested that, by analogy, the 


wages of employees should be controlled by the same body. 
Most of those who have been discussing the subject, however, 
do not think either wages for capital or for labor need, neces- 
sarily, to be put into the keeping of the rate-making body. 
Most important rate cases pertain to the relation of one set 
In such a case, wages for capital or 


of rates with another. 
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labor are relatively unimportant. Rates forced to unreasonable 
heights, either by the exactions of capital or labor, quickly 
defeat themselves by drying up the sources of revenue. Preju- 
dicial situations strangle one source and promote another. 


Help for the Hi-jacker.—Railroads may not make a special 
charge for policing shipments of denatured ethyl alcohol or 
wood alcohol, the Commission has found, at least not under 
their tariffs as they now read. In No. 15998, U. S. Industrial 
Alcohol Company vs. Chicago and North Western et al. (pub- 
lished in this issue) it has approved a charge of $25 a car, in 
addition to the transportation charge, on ethyl alcohol—that is, 
the potable sort—on the theory that it costs about $25 to safe- 
guard a carload of stuff which, at wholesale bootleg prices, 
would be worth about $36,000 or, at retail, about twice that. 
The carload of denatured ethyl alcohol, worth, in the hi-jacker 
market, anywhere from $10,000 to $30,000, is not to have any 
protection, at least in so far as the special policing charge 
affords it. It is a saying that man cannot invent a lock that 
a thief cannot open. Since prohibition the government has 
found, frequently, that what one chemist can do to denature 
ethyl alcohol another chemist can undo. Thus far there has 
been only one positive exception to that rule. No chemist, so 
far as known has found a way for taking methyl or wood alcohol 
out of the ethyl kind. There are some uses of alcohol that 
will not permit positive poisoning. Therefore, ethyl alcohol, 
denatured with some nauseating agent, will have to be shipped, 
and that is where the liquor thief, the hi-jacker, will get his 
opportunity, because, among other things, the railroads will not 
be paid enough to cover the charge for special policing such 
as given unpoisoned alcohol.—A. E. H. 





JARDINE AND FREIGHT RATES 


Secretary Jardine, of the Department of Agriculture, in his 
annual report, made public December 10, reiterated his view that 
“we must have substantial readjustments in freight rates,” and 
declared for shifting of the burden of freight rates from agri- 
cultural products suffering from depression to “products that are 
better able to carry the burden.” 


The part of the Secretary’s report dealing with rates and 
transportation follows: 


Transportation charges, although not overhead in the proper 
sense of that term, nevertheless are often a burdensome, uncon- 
trollable factor in farm business. Farm commodity prices, especially 
in areas distant from markets, are seriously depressed by high freight 
rates. It is my conviction, often stated, that we must have sub- 
stantial readjustments in freight rates. There have been no freight 
rate reductions of importance on agricultural commodities in the 
last year. The department of agriculture’s index of freight rates 
indicates that they are still 58 per cent higher than before the war. 
It is instructive to compare this figure with the index for farm com- 
modity prices, which in September stood at only 34 per cent above 
the pre-war level. 


What rail transportation charges sometimes mean to the farmer- 


can be realized from an illustration or two. It costs 26.4 cents to 
ship a bushel of wheat from Wichita, Kans., to the Gulf of Mexico. 
It costs 27.8 cents a bushel on the average to ship wheat from the 
spring-wheat area to the Atlantic seaboard. These freight costs are 
large relatively as well as absolutely. They place the American 
farmer at a disadvantage of from 4 to 10 cents a bushel in compari- 
son with the freight costs of his competitors in Canada and Argen- 
tina. - 

In the past year a request from the railroads of the western dis- 
trict for a general increase in freight rates on all commodities was 
refused’ on the grounds that no financial emergency exists that would 
warrant such an increase. The Interstate Commerce Commission is 
continuing its general investigation of the freight-rate structure as 
ordered by Congress in the Hoch-Smith resolution, which directs 
such changes to be made as will promote the freedom of movement 
of agricultural products affected by the depression, including live- 
stock, at the lowest possible rates compatible with the maintenance 
of an adequate transportation service. 

The freight-rate structure of the country has grown up in a 
haphazard way, which has resulted in a lack of uniformity in rate 
relationships and adjustments. An example of this is seen in the 
relation between rates on livestock and fresh and cured meat. Rates 
have been recently prescribed on shipments between Chicago and New 
York, establishing rates on fresh meat not to exceed 140 per cent of 
the livestock rates. As evidence of the need of a general readjust- 
ment is the fact that in contrast to this relationship of 140 per cent 
which was found reasonable, the relationships between these rates 
from other competitive points varies from 111 to 147 per cent. 

A revision of the freight-rate structure on fertilizers in the south 
has been made, placing rates on a uniform basis throughout the terri- 
tory and removing any discriminations that may have existed. It is 
believed that the revision will result in somewhat lower rates in the 
aggregate. 

The financial needs of the carriers to maintain their roads ade- 
quately must be recognized, but the depressed condition of agricul- 
ture in many parts of the country must also be recognized. Where 
the established rates are yielding more than adequate returns it is 
reasonable to expect that rates on agricultural products suffering 
from a depression will be reduced. 

The railroads in the southern district, for example, are in a pros- 
perous condition, with earnings in excess of what has been determined 
to be a fair return. The cotton farmer, on the other hand, is facing 
a year of low prices for cotton. Should it be determined that the 
cotton farmer may be facing a period of depression, some considera- 
tion should be given to the possibility of revising the rate structure 
in this territory so as to afford him some relief. 

Even where railroad earnings do not run in excess of what has 
been determined to be an adequate return, some relief may be pro- 
vided for agricultural products suffering from a depression by 
shifting more of the burden of the rates from these depressed agri- 
cultural products to products that are better able to carry the burden. 

We have entered upon a period of remarkable development in 
our highway system, a development conditioned quite largely upon 


THE TRAFFIC WORLD 











Vol. XXXVIII, No, 24 





the growing use of motor vehicles. It is important to the nation 
that this highway development be so directed as to bring good roads 
as near as possible to every farmer and at the same time that it be 
coordinated effectively with other transportation facilities. The 
program of road building should be in keeping with the needs anq 
resources of the various regions of the country. It is a matter of 
national concern, and one upon which there should clearly be ¢o- 
operation between the federal and state governments. 


As to the condition of agriculture in general, Secretary Jar. 
dine said: 


Further moderate improvement in the agricultural situation as 
a whole has taken place during the last year. Certain regions have 
suffered reverses, notably the cotton states, whose principal crop, 
produced in exceptional abundance, is selling at very low prices. 
Parts of the spring-wheat states have harvested a poor crop. Gen- 
erally speaking, however, the position of agriculture is better now 
than it has been in any year since 1920. Livestock raisers, dairy- 
men, and winter-wheat growers have earned good returns, and 
underlying conditions in the corn belt have improved. The year, in 
short, has been similar to the last few years in that it has seen 
marked but not uniform improvement in agricultural conditions. 

Since the depression period of 1920-21 every agricultural section 
of the country and every important branch of agriculture have made 
progress. Recovery has not been uninterrupted; nor, as I have 
indicated, have all groups of producers shared in it equally. Never- 
theless, the gain has been substantial. For the crop year 1925-25 
the net income of the agricultural industry as a unit is estimated at 
about $2,757,000,000, or 4 per cent more than for the crop year 1924- 
25. In the same period the net return on the value of the capital 
invested in agriculture was about 4.6 per cent, compared with 3.1 


per cent in the crop year 1922-23 and only 0.6 per cent in the crop 
year 1920-21. 


Unfortunately, the recent slump in cotton prices makes it doubt- 
ful whether the crop year 1926-27 will carry forward the story of 
improvement at the rate established in the last few years. 


DEMANDS POSTAGE REVISION 


The Traffic World Washington Bureau 


A demand for a revision of postage rates has been filed 
with the joint sub-committee on postal rates of tthe two houses 
of Congress, with the Postmaster-General and the Director 
of the Budget, by John W. O’Leary, president of the Chamber 
of Commerce of the United States. The chamber claims that 
definite action should be taken on the rates at this session of 
Congress. It claims experience has proved that the rates, in 
many respects, are uneconomic and unsatisfactory, in that they 
are too high, tending to drive business from the postal service, 
and defeating the purpose of the revision which was to provide 
the money for a $68,000,000 increase in the salaries of post 
office employees. 

Among other things the chamber asserts that many of the 
larger publications, newspapers and magazines, are diverting 
a share of their business to other means of transportation. The 
committee specifically recommends the restoration of the one 
cent post card rate because the two cent rate has destroyed 
80 per cent of that business. It asserts that the larger news- 
papers and magazines, now on the zone basis, would pay their 
way were the 1920 basis restored. 

The committee of the chamber which handled the matter, 
Mr. O’Leary asserted, claimed that if the costs of service were 
properly allocated, reductions could be made which no doubt 
would bring back to the postal service a considerable amount 
of second class matter which is now being distributed by means 
of transportation other than the mails. 

Members of the Committee making the report are: Lucius 
Teter (Chairman), president, Chicago Trust Company; J. D. 
Barnes, publisher, Syracuse Post-Standard; A. J. Baldwin, vice- 
president, McGraw-Hill Company, New York City; David Burpee, 
president, W. Atlee Burpee Co., Philadelphia; M. O. Chance, 
vice-president, Griffith Coal Corporation, Washington, D. C.; 
Frederick J. Cross, vice-president, Robeson Rochester Corpora- 
tion, Rochester, N. Y.; Harold H. Emmons, Detroit, Mich.; 
Robert Ewing, publisher, New Orleans States, New Orleans, La.; 
H. L. Fairfield, manager, mail, baggage and express traffic, IIli- 
nois Central, Chicago, Ill.; R. N. Fellows, advertising-sales 
manager, Addressograph Co., Chicago, Ill.; Henry §S. Lyons, 
secretary and director, New England Fuel & Transportation 
Co., Boston, Mass.; S. C. Mead, secretary, The Merchants’ Asso- 
ciation of New York, New York City; R. J. Raney, vice-president, 
Montgomery Ward & Co., Chicago, Ill.; Herman Roe, publisher, 
Northfield News, Northfield, Minn.; Sylvester L. Weaver, presi- 
dent, Weaver-Henry Mfg. Co., Los Angeles, Calif. 


PEORIA ORDER POSTPONED 


The Commission, in No. 14534, Rates, Regulations and Prac- 
tices of the Peoria & Pekin Union at Peoria, Ill., and Near-by 
Points, has postponed the effective date of its order of July 12, 
1926, as modified, until January 14. The postponement was 
necessary to enable the carriers to get their tariff publications 
ready. 

At the time the Commission extended the effective date 
in that case, it denied the application of the Chicago & North 
Western, one of the respondents for rehearing and-or reargument 
and reconsideration of the title case, No. 13110, Minneapolis 
& St. Louis vs. Peoria & Pekin Union, and the three investiga- 
tion and suspension cases resulting from efforts of the Peoria 
& Pekin Union to adjust the situation by means of tariff sched- 
ules setting forth its ideas. The three suspension docket cases 
are Nos. 1455, 1596 and 2395. 



































Decemb 
\ 


I 


A 
ethyl ¢ 
the rai 
divisio 
Chicag 
found 
nature 

vembe 
ei) 


The §] 
carloa 
and V 
comp! 
was I 
venel 
A-144 
ever, 
Nort] 
] 
hol” 
the | 
also 
been 
fore’ 
tilla’ 
stati 
wer 
tari 
ver 
mal 
shi 
$s 
wit 
tra 
to 
cos 
Th 
clo 
ibl 
cie 































































ureau 


filed 
uses 
ctor 
iber 
that 
1 of 
» in 
hey 
"ice, 
vide 
0st 


the 
‘ing 
The 
one 
yed 
Ws- 
leir 


ter, 
ere 
ubt 
unt 
uns 


ius 


ce- 
ee, 
ce, 


ra- 
J. 
aes 
lli- 
es 
1S, 
on 
30- 
ot, 
ar, 
si- 












December 11, 1926 


—_ 


THE TRAFFIC WORLD 


Decisions of Interstate Commerce Commission 





1359 


ne UU EEE En EIDE IINISSSIEE SISSIES 


POLICING ALCOHOL SHIPMENTS 


A special charge of $25 per car for policing a shipment of 
ethyl alcohol, to cover the cost of protecting such lading from 
the raiding of thieves, is not unreasonable. The Commission, by 
division 3, in No. 15998, U. S. Industrial Alcohol Company vs. 
Chicago & North Western, mimeographed, has so found. It also 
found that such a charge assessed against shipments of de- 
natured and wood alcohol, at Chicago, between July 31 and No- 
vember 25, 1922, was not applicable and awarded reparation. 

The case was presented under the shortened procedure. 
The special charge, according to the complaint, was assessed two 
carloads of “non-beverage” alcohol and 23 carloads of denatured 
and wood alcohol, shipped from various points to Chicago. The 
complaint alleged the charge was unreasonable. The charge 
was made in accordance with an individual line tariff. An inter- 
vener sought to bring in a rule published in Boyd’s I. C. C. No. 
A-1444. The defendant objected but was not sustained. How- 
ever, consideration was confined to the charges made by the 
North Western. 

It was explained in the testimony that ‘‘non-beverage alco- 
hol” meant pure ethyl alcohol. The report explains that that is 
the intoxicating element of fermented or distilled liquors. It 
also explains that denatured alcohol is ethyl alcohol that has 
been rendered unfit for beverage purposes by the addition of a 
foreign substance, and that wood alcohol, obtained from the dis- 
tillation of wood, was a poisonous substance. The report, after 
stating the language of Boyd’s provision, said that its terms 
were not applicable to wood or denatured alcohol. The Boyd 
tariff was also applicable to shipments on the C. & N. W. No- 
vember 25, 1922, the C. & N. W. tariff was amended so as to 
make its non-application to the denatured and wood alcohol 
shipments clear. 

Shippers urged that the assessment of a special charge was 
without justification because the protection of shipments in 
transit was a duty imposed upon the carrier by law and extended 
to all commodities which it undertook to carry, and that that 
cost of service was reflected in the ordinary freight charges. 
They referred to other commodities, such as silk, perfumery, 
clothing and footwear, which it was claimed, were as suscept- 
ible to pilferage as intoxicating liquors, but upon which no spe- 
cial policing charge was assessed. The defendant denied the 
correctness of that claim. It contended that the hazard of pilf- 
erage of those articles was less than in the case of intoxicating 
liquors for the reason that all of them were readily and lawfully 
obtainable at prevailing market prices. The Commission said 
no comparative figures on losses by pilferage had been shown 
by the parties. 

In justification of the charge the Commission said the North 
Western asserted that pilferage of liquors greatly increased after 
the national prohibition act went into effect and that it was 
foudd necessary to employ armed guards for the adequate pro- 
tection of such shipments. It said that the special protection 
extended continuously from the time of the arrival of shipments 
at the terminal yard in Chicago until final delivery was made to 
the shipper. The North Western asserted that the out-of-pocket 
cost of furnishing the protection frequently exceeded the trans- 
portation charges received. Such protection, it said, had to be 
furnished even in instances where the North Western got only 
a Switching haul. In April and May, 1921, the defendant said, 
the cost of special policing ranged from $15.95 to $46.20 per car. 
It denied that the existing freight rates reflected the cost of 
furnishing the measure of protection that was necessary under 
the radically changed conditions. 

The Commission, in disposing of the case, pointed to North- 
ern Potato Traffic Association vs. B. & O., 61 I. C. C. 680, and 
National Live Stock Exchange vs. A. T. & S. F,, 107 I. C. C. 512, 
as cases in which it had allowed special charges to be made for 
special services rendered in the guarding of freight. It said the 
charge of $25 per car, on ethyl alcohol shipments, had been justi- 


fied, but that no charge was necessary on denatured or wood 
alcohol. 


DIVISION FINDING AFFIRMED 


; The Commission, in reargument, has affirmed the finding of 
division 5 in No. 14709, Ayrshire Coal Co. vs. Southern Railway, 
and No. 14857, J. Woolley Coal Co. et al. vs. Same, mimeo- 
graphed. That finding, reported in 96 I. C. C. 161, was that the 
practices of the Southern in the period, September 1, 1922, to 
March 31, 1923, in connection with the distribution of coal cars 
to mines operated by the complainants, in southwestern Indiana, 
were not unreasonable or unduly prejudicial. The complainants 
alleged the Southern preferred mines on its lines in the same 
and other districts. The first mentioned complaint covered only 





the period from September 1 to November 30, 1922. The other 
covered the period from September 1, 1922, to March 31, 1923. 

In its report the Commission discussed several car distribu- 
tion cases. The question was as to whether the carrier equal- 
ized the car supply within a period enabling all the mines to 
share in the big market which existed in the shortage period. 
That at least, is the way Commissioner Lewis summed it up 


_in a dissenting report. 


One of the allegations was that the Illinois-Indiana district, 
as a whole, was discriminated against by the Southern in the 
distribution of the available supply, and that the equalization 
of supply was made or offered too late to be of benefit to the 
complainants; that is, after the need for coal and cars in which 
to haul it had passed. On the point of discrimination as between 
districts, the Commission said the mere fact “that discrimina- 
tion may have existed in the distribution of coal cars between 
mines in the Indiana-Illinois district and mines located several 
hundred miles distant in other coal fields, is not, of itself, 
sufficient proof that such distribution was unreasonable, unjustly 
discriminatory or unduly prejudicial or preferential within the 
meaning of the act. The circumstances and conditions which 
limited or impeded the operations of the defendant should also 
be considered.” In his dissent Mr. Lewis said: 


Give the carrier the most favorable interpretation of every ques- 
tion—even eliminate the month of September—and this record still 
shows that the Illinois-Indiana district was discriminated against 
during the 1922-1923 coal car supply shortage. While the shortage 
to complainants was reduced somewhat in December, the accumulated 
deficit was greater in January, February, and March, than at the end 
of November. The supply to the Warrick was far in arrears when 
it closed down in February. At the end of the following July, months 
after the cold crisis had passe@, the Ayrshire, which continued in 
operation, was still twenty cars short if September, 1922, be excluded 
from the count. If September be not excluded, at the end of the 
twelve-month period and at the end of the summer of 1923, the 
Ayrshire was still 64 cars short. 

The coal crisis passed with March and April. The coal car supply 
became normal. Mines were practically given full supply. Can equality 
of treatment be established by giving to a shipper kept out of a prof- 
itable market an extra supply of cars when the market enjoyed by 
his competitors, dependent on the same carrier, has passed and is 
flat? If there is any vitality in the principle of equalization, it must 
lie in a requirement that the equalization be affected within a rea- 
sonable period, and during the period of car shortage. To deny such 
equalization means only one thing—practical annulment of the equali- 
zation rule. And still departure from such equalization is condoned in 
this instance on the score that the conditions which confronted the 
carrier were severe and extraordinary. Of course they were. Car dis- 
= and equalization rules are certainly not designed for normal 
periods. 

It is a strange doctrine that a coal originating carrier can refuse 
certain districts car supply because that if cars are supplied and 
loaded they will go off its system line or out of its own territory. 
Does this mean that coal originating carriers are going to be able 
to say in times of coal shortage or coal car shortage, that the cities 
industries, and people located on their system are to have the coa 
supply, or that the carriers may hold the cars for the greater profit 
that will accrue from operating them shorter distances on their own 
rails? Where are the great non-producing territories such as the 
northwest and New England going to get their coal if such doctrine 
as this is applied? 

It seems to me that the decisions in these cases have gone off 
on collateral matters such as the assumed effect of service orders 23 
and 25—unsupported by the evidence—and on certain questions of 
mine shutdown, ratings and records. The result is decisions which 
it seems to me not only do not do equity, but that, if not reversed, 
will arise to embarrass the Commission and menace the public in 
times of coal or coal car shortage. 


CEMENT ROUTING CASE 


The Commission, by division 3, in I. and S. No. 2723, Routing 
Cement from Kansas, Missouri and Oklahoma to Arkansas and 
Oklahoma, mimeographed, has condemned proposals to restrict 
the routing of cement from points in the Kansas gas belt and 
Dewey, Okla., to destinations in Oklahoma. It has ordered the 
suspended schedules canceled and discontinued the proceedings. 

Avoidance of reductions so as to comply with the fourth sec- 
tion was the object of the carriers. Closing of routes through 
higher rated points was the method proposed. Shippers ob- 
jected to the closing of routes, claiming that in times of great 
demand they needed all routes. 

The suspended schedules provided that rates from Chanute 
and Iola, Kan., Dewey, Okla., and other points in the gas belt 
would not apply over specified routes to destinations in Okla- 
homa on the Midland Valley and the Rock Island under the pro- 
posed schedules, rates to destinations on the Midland Valley 
would not apply over the Missouri Pacific via Greenwood, Ark., 
and rates to the destinations on the Rock Island would not apply 
in connection with the St. Louis-San Francisco via Mansfield, 
Ark., or in connection with the Midland Valley via Hartford 
Junction, Ark. The schedules were suspended upon the protest 
of the Iola Mills Traffic Association. 

Rates in question were established in compliance with Iola 
Mills Traffic Association vs. A. W. Ry. Co., 87 I. C. C. 451. To 
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destinations on the Midland Valley and Rock Island in Oklahoma 
immediately west of the Arkansas-Oklahoma line the rate is 16 
cents. Points immediately east thereof in Arkansas on those 
lines, are intermediate over the route proposed to be closed. 
The rate to the intermediate points, also in compliance with the 
Iola scale, is 21.5 cents. This rate also applies to the interme- 
diate points in Arkansas on the Missouri Pacific, except Fort 
Smith and on the Mansfield branch of the Frisco. 

“The routing restrictions,” the report says, “would remove 
these fourth section departures.” 

In a dissenting expression Commissioner Hall points out 
‘what he deems the errors on the part of his colleagues, they re- 
quiring the carriers, seemingly, to carry over circuitous routes 
which they do not wish to use and thereby cause either fourth 
section violations or cause a condemnation of the rates at inter-| 
mediate points as unreasonable, although on the scale prescribed 
in the Iola Mills case. He said the rates at the intermediate 
points were not in issue in this case but in No. 16845 now pend- 
ing and mentioned by the majority. Continuing, Mr. Hall said: 


Division 1 in Iola Cement Mills Traffic Assn. vs. A. W. Ry. Co., 
also referred to in the report, prescribed a distance scale which, to 
the Oklahoma destinations on the Midland Valley and Rock Island 
just west of the Arkansas state line, makes applicable a rate of 16 
cents, now in effect. Apparently the routing is not restricted under 
that order and the 16-cent rate would be applicable by any route, 
even through Memphis or Denver. 

By the schedules under suspension respondents dO not propose 
to change these existing scale rates. The report shows that they 
are applicable via Oklahoma junctions of the Rock Island and Midland 
Valley, and via Fort Smith, Ark., to Oklahoma destinations on the 
Midland Valley, in addition to the routes through Arkansas. All that 
is proposed by the suspended schedule is to eliminate these Arkansas 
routes. Carriers have a right to restrict their routing if thereby they 
violate no provision of the act. If the schedules go into effect the 
Rock Island and the Midland Valley will receive shipments at various 
junctions for delivery at destinations on their respective lines at the 
scale rates. For example, if such a destination lies between Wister 
and McAlester on the Rock Island the shipment would reach the Reck 
Island at Wister instead of at Mansfield, Ark. There is no harm in 
that. Under the fourth section order the carriers are not obliged to 
haul the traffic through higher-rated territory in order to meet the 
prescribed scale rate at the common destination in Oklahoma. They 
may do so, if they like, on the conditions set forth in that order. 
But if they do not like, nothing in the act requires them to do s0, 
or authorizes us to require it. The rate, not in issue, to the inter- 
mediate Arkansas points on the routes sought to be eliminated is 
21.5 cents, and that rate would neither be increased nor decreased 
by the suspended schedules. To attempt to anticipate, in this case, 
a possible finding of unreasonableness in No. 16845, is to condemn 
this Arkansas rate unheard. It is doing by indirection what should 
be done directly if the facts in No. 16845 warrant it. Respondents 
have not shown what rates would become applicable to the Oklahoma 
destinations over these Arkansas routes, if the suspended schedules 
should go into effect. But the same carriers maintain over other, and 
perhaps better, routes the scale rates heretofore prescribed. The 
only protestant is the gas-belt shipper. Dealers at the intermediate 
stations in Arkansas, or at the Oklahoma destinations, are not here. 


CHICAGO SAND RATES 


In a report written by Commissioner Lewis on No. 17817, 
Chicago Gravel Co. et al. vs. Atchison, Topeka & Santa Fe et al. 
and cases joined with it (mimeographed), the Commission, by 
division 1, condemned the interstate rates on sand, gravel and 
crushed stone in and around the Chicago-Gary switching district 
and other points in northern Illinois, southern Wisconsin and 
eastern Iowa as unduly prejudicial or unduly preferential. It 
orderéd a new adjustment to be made effective not later than 
January 15. 

No finding was made in respect of the allegation of unjust 
discrimination against interstate commerce made in a_ sub- 
number of the title complaint, the sub-number being that of 
Neal Gravel Co. et al. vs. Atchison, Topeka & Santa Fe et al., 
because the Illinois Commerce Commission was approving, for 
intrastate application, the same basis as approved by the Lewis 
report for interstate application. 

The two formal docket cases and schedules suspended in 
I. and S. No. 2649, crushed stone, sand and gravel within the 
Chicago switching district, were joined and set down for joint 
hearing before the federal and the Illinois and Indiana com- 
missions. The Illinois commission had before it three cases. 
Indiana was brought in under the cooperative agreement be- 
tween the federal and state commissions. 

While the formal complaints were pending the carriers filed 
schedules increasing rates within the Chicago district and in- 
creases from the district producing points to destinations just 
outsde of the district so as to avoid fourth section violations. 
Their proposals covered commerce in Illinois and Indiana. The 
commissions of those states suspended the schedules dealing 
with rates within those states and all phases of the matter were 
combined in the case heard before the three commissions. A 
proposed report was filed, but Mr. Lewis said the conclusions 
of division 1 differed from those proposed by the examiner. 

As summarized by the report the title complaint alleged 
the rates from points within Zone I, within 50 miles of Chicago. 
and from Zone II, within 100 miles of Chicago, to the Chicago- 
Gary switching district, since September 10, 1925, had been un- 
reasonable and unduly prejudicial to the complainants and 
unduly preferential of competitors within the Chicago-Gary 
switching district and within Zones II and III, in Illinois, Indi- 
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ana and Wisconsin. Zone III is that which is more than 100 
miles from Chicago. The complainants also alleged that the 
rates from Algonquin, Aurora, Carpentersville, Crystal Lake, 
Elgin, Hammond, Libertyville, Mundelein, South Elgin, and 
Liberty Lake, in Zone I, and Fontana, Racine and Wilmot Pit, 
Wis., in Zone II, to destinations on the North Western, Mil- 
waukee, Soo and North Shore in northern Illinois, eastern Iowa 
and southern Wisconsin were unduly preferential of other pro- 
ducers in Zones II and III located on the lines mentioned. They 
also alleged that the refusal of the Milwaukee to absorb the 
switching charges on this traffic of the North Western and 
North Shore at Elgin, Ill., and Racine, Wis., was unduly preju- 
dicial to complainants at Elgin and Racine and unduly pref- 
erential of their competitors at Janesville, Wis. 

Another allegation was that the rates assailed were not 
upon a just and reasonable relationship with rates on other 
commodities as required by the so-called Hoch-Smith resolution, 

Producers of sand and gravel in Zones II and III in Indiana 
and of crushed stone at Kenneth, Ind., in Zone III intervened. 
Later they filed a complaint, designated at Sub. No. 1, alleging 


undue preference of producers in Zones I, II and III within 
Illinois. 


Commissioner Lewis wrote fully about many situations, in- 
cluding that produced by the practice of dumping of surplus 
on the market in Chicago, at prices representing only the freight 
charges or a little more. Mr. Lewis referred to that practice, 
ascribed to some producers in Zones II and III, as a “manifestly 
unfair form of competition.” In conclusion, he said: 


We find: (1) that the interstate rates assailed in No. 17817 to 
the Chicago, Ill.-Gary, Ind., switching district and other destinatiotis 
in northern Illinois, southern Wisconsin, and eastern I6Wwa w€fe an 
are not unreasonable or unduly prejudicial, except that the inter- 
state rates assailed to the district até titduly prejudicial to com- 
plainants and unduly preferential of producéfs of Sand, Sravel, crushed 
stone and slag within the district, and that the interstate rates as- 
sailed from Joliet, [ll., are unduly prejudicial to complainants and 
unduly preferential of producers of slag at that point; (2) that the 
interstate rates assailed in No. 17817, Sub. No. 2, are unduly preju- 
dicial to the Indiana producers and unduly preferential of producers 
in Zones I and II in Illinois rie! under the single-line rates of 
65 and 70 cents, respectively; (3) that the undue prejudice herein 
found to exist should be removed by the establishment and main- 
tenance on interstate traffic to the Chicago-Gary district (a) on sand, 
gravel and crushed stoné ftom producing points in Zone I, and from 
complainants’ producing points in Zone II, of single and oemestne: 
line rates of 65 and 85 cents, and 70 and 90 cents, respectively, (b) 
on slage from Joliet, Ill., of single and connecting-lineé tates of 65 
and 85 Cents, respectively, (c) on sand, gravel and crushed stone 
from producing points in Indiana in Zone II, and in Zone III, except 
Cayuga, Ind., of single and connecting-line rates of 70 and 90 cents 
and 75 and 95 cents, respectively, (d) on sand from Cayuga and 
Summit Grove, Ind., of single and connecting-line rates of 80 and 
100 cents, respectively, and (e) on sand, gravel, crushed stone and 
slag within the district of rates the same as the corresponding rates 
on general commodities; (4) that the failure and refusal of the Mil- 
waukee to absorb the switching charges on this traffic of the North- 
western and North Shore at Elgin, Ill., and Racine, Wis., is not unduly 
prejudicial, and (5) that the schedules suspended in I. & §. Docket 
No. 2649 have not been justified, except that increases in the inter- 
state rates within the district to the same bases as the corresponding 
rates on general commodities, and the increases from 95 to 101 cents 
from the Chicago district to Michigan City, Ind., and intermediate 
points, have been justified. 

Complainants and intervener Federal Cement Tile Company seek 
reparation on shipments made since September 10, 1925, but submitted 
no proof sufficient to entitled them to an award of damage under a 
finding of undue prejudice. Reparation is therefore denied. 

Attention of defendants is directed to the fact that the above 
findings will also result in a connecting-line rate of 90 cents from 
Zone II points on the Northwestern and Milwaukee, inasmuch as our 
order in the Chicago Producers case, 64 I. C. S. 37, in which we pre- 
scribed a differential of 5 cents Zone II over Zone I on said lines, is 
still outstanding. It is suggested that the interstate connecting-line 
rates from points on all lines in Zones II and III in Wisconsin and 
Zone III in Illinois be made the same as are herein prescribed from 
the corresponding zones in Illinois and Indiana. With respect to the 
allegation of unjust discrimination against interstate commerce in 
No. 17817, Sub. No. 2, no finding will be made, as the Illinois Com- 
merce Commission in the proceedings before it is approving for intra- 
state application the same basis as is herein approved for interstate 
application. 

Appropriate orders will be entered in Dockets Nos. 17817 and 
17817, Sub. No. 2. An order will be entered in I. & S. Docket No. 
2649, requiring the cancellation of the proposed schedules, without 
prejudice to the filing of new schedules in conformity with the find- 
ings herein. The findings approving the so-called double rate basis 
to the Chicago district are made with respect to the particular traffic 
under consideration and are not to be taken as a precedent for 
other traffic which does not compete therewith. 


CATTLE TO THE SOUTH 


In a report on No. 16285, White Provision Company et al. 
vs. Atlanta, Birmingham & Atlantic et al., mimeographed, written 
by Commissioner Meyer, the Commission, by division 4, has found 
unreasonable the rates on cattle and hogs, from Chicago, East St. 
Louis, St. Louis, Kansas City, St. Joseph, Omaha, Fort Worth and 
Oklahoma City to Atlanta and Moultrie, Ga., and from Chicago 
to Birmingham, Jacksonville, Chattanooga, Knoxville and Nash- 
ville. It has ordered a revision to be made not later than Jan- 
uary 20, in accordance with a scale beginning with rates of 47 
cents on cattle and 54 cents on hogs in double-deck cars for 
distances of 450 miles and less and ending with rates of 68 and 
78 cents for distances over 1,150 miles but not more than 1,200, 
subject to graduated minima. 


The minima for the standard car and less are 22,000 pounds 
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on cattle, 16,500 pounds on hogs in single-deck cars and 23,000 
pounds in double-deck cars. The minima on cars over 43 but not 
more than 44 feet are 26,950 on cattle, 20,400 on hogs in single- 
deck cars and 26,950 on hogs in double-deck cars. For each foot 
in excess of 44 feet, additions of 612.5 pounds are to be made in 
the minimum on cattle and hogs in double-deck cars and 475 
pounds on hogs in single-deck cars. Twenty miles may be added 
for Mississippi transfer. 

This report also covers a sub-number, Swift & Co. vs. At- 
lantic Coast Line et al., and No. 16726, Chicago Live Stock Ex- 
change et al. vs. Atlanta, Birmingham & Atlantic et al. 

Interventions in opposition to the complaints were filed by 
the Louisville Live Stock Exchange, Evansville Union Stock 
Yards, Kentucky Farm Bureau Federation, Kentucky Live Stock 
Improvement Association, Cincinnati Chamber of Commerce and 
Cincinnati Live Stock Exchange. 

Complainants brought their cases because, as they alleged, 
they had found it necessary, in recent years, on account of the 
declining commercial supply of hogs in the southeast, to buy 
hogs in the western markets, hence their desire for lower rates 
to the southeast. The complainants covered sheep but inas- 
much as no evidence was introduced on that point, Mr. Meyer 
said rates on sheep would not be considered. 

Rates are now combinations on the Ohio and Mississippi 
River crossings, treated in accordance with the Jones rule for 
making combinations. St. Louis is an exception to that rule. 
The St. Louis rates are joint ones made by the addition of dif- 
ferentials of 17 cents on cattle and hogs in double-deck cars and 
19.5 cents on hogs in single-deck cars to the rates from Evans- 
ville, Ind. 

Complainants contended, Mr. Meyer said, that the through 
rates were excessive in that they were higher than for like 
hauls in the southeast and within central territory. They asked 
for rates from Chicago based on the southeastern scale, 74 I. C. 
C. 419, and from the other points on the basis of the scale pre- 
scribed in Armour & Co. vs. Central of Georgia, 81 I. C. C. 33, 
for application from southeastern states to Fort Worth, com- 
monly called either the Armour or the Fort Worth scale. Rates 
on that basis were also prescribed in Wilson & Co. vs. Director- 
General, 81 I. C. C. 39. 

Defendants contended that the rates on live stock were too 
low and not paying their proper share of the transportation bur- 
den. They argued that the combination basis resulted in reason- 
able rates. 

The real question, said Mr. Meyer, was whether interterri- 
torial shipments across the Ohio and Mississippi rivers should 
pay materially higher rates than intraterritorial shipments which 
did not cross either of those boundary lines. 

“We are not persuaded that there is now any sound reason 
why they should,” said the Commission. “In our opinion the 
scale prescribed in the Armour case as reasonable, from the 
southeast to the southwest, will result in a reasonable basis of 
rates from and to the points here considered.” 

The Commission said the present practice of basing the in- 
terterritorial rates on a combination of factors to and from the 
Ohio or the Mississippi had been in effect for many years and 
that the rates, when judged as combinations, did not produce 
excessive earnings. Therefore, in the circumstances, it said it 
found the rates not unreasonable in the past, which, of course, 
means there will be no reparation. 

Inasmuch as the scale adopted is the Armour scale which is 
well known to railroad men and interested shippers, its repro- 
duction in extenso would not add any new information. The 
scale progresses in thirty mile blocks, with the addition of one 
cent for each block up to a rate on cattle and hogs in double- 
deck cars of 52 cents; then with the addition of 1.5 cents for 
the next thirty mile block (630 miles). From the 630 mile block 
the progression is one cent for each added thirty mile block up 
to 750 miles, then one cent for each forty mile block up to 950 
miles and then to the end, with the addition of one cent for each 
fifty mile block. The single-deck hog scale’s distance progres- 
sion is the same but there are more 1.5 cent additions. 


PIPE AND OIL-WELL SUPPLIES 


The Commission, by division 3, in No. 16714, S. Bender Iron 
& Supply Company vs. Kansas City Southern et al., mimeo- 
graphed, has found rates on shipments of iron pipe and oil-well 
supplies, from and to points in Arkansas and Louisiana and 
from Thornton, Tex., to Louann, Ark., between April 4 and No- 
vember 21, 1923, unreasonable and awarded reparation to the 
basis, broadly speaking, of rates based on the No. 9702, or Mem- 
phis-Southwestern Scale, 77 I. C. C. 473, which became effective 
November 27, 1923. 


This report also embraces No. 16714, Sub. No. 1, Same vs._St. 
Louis Southwestern et al.; No. 16714, Sub. No. 2, Smitherman & Mc- 
Donald, Inc., vs. Louisiana & North West; No. 16714, Sub. No. 3, 
Smitherman & McDonald vs. Louisiana & North West et al.; No. 16714, 
Sub, No. 4, Woodley Petroleum Co. vs. Louisiana & North West et 
al.; No. 16714, Sub, No. 5, Woodley Petroleum Co. vs. Louisiana Rail- 
bbe & Navigation et al.; No. 16714, Sub. No. 6, Woodley Petroleum 

ompany vs. Texas & Pacific et al.; No. 16714, Sub. No. 7, Same vs. 
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Texas & Pacific et al.; No. 16822, Smitherman & McDonald, Inc., vs. 
Louisiana & North West et al.; No. 16822, Sub. No. 1, Same vs. Same; 
No. 16822, Sub. No. 2, V. K. F. Drilling Company vs. Louisiana & 
Arkansas et al.; No. 16822, Sub. No. 3, Woodley Petroleum Co. vs. 
Louisiana Ry. & Navigation et al.; No. 16822, Sub. No. 4, Same vs. 
Missouri Pacific et al.; and No. 16822, Sub. No. 5, Louisiana Oil Re- 
fining Corp. et al. vs. Louisiana & North West et al. 


. The shipments in question were made, in a hurry, from 
other oil fields in the southwest to the Smackover field, in Ar- 
kansas, when its production came in with an enormous rush, one 
so great that at one time more than 30,000,000 barrels of crude 
were placed in hollows scooped out of the ground. Briefly 
stated, the Commission said, the issue was whether the fifth 
class rates on iron pipe from points of origin other than Shreve- 
port, La., and the class-A rates on oil-well supplies were unrea- 
sonable, and if so, whether reparation should be awarded to the 
basis fixed in the No. 9702 scale. The carriers contended that 
reparation should not be awarded for the reason that the scale 
was the result of a general readjustment and was designed to 
remove discriminations rather than reduce revenues. In dispos- 
ing of the cases, the Commission said: 


The principle that reparation should not be awarded following a 
general rate readjustment effecting both increases and reductions 
has no application in instances where the charges assessed on par- 
ticular traffic exceed those found reasonable by such substantial 
amounts as to be intrinsically unreasonable under any adjustment. 
Alton Mercantile Company vs. A. & W. Ry. Co., 98 I. C. C. 581. 
In the instant case the class rates and the earnings under them were 
clearly excessive. 

The rate sought by complainant in No. 16822, Sub. No. 2, on 
the shipment of oil-well supplies from Haynesville to Patmos is 
the 9702 scale for the short-line distance of 57.8 miles. Over the 
actual route of movement the distance was 181 miles. The circuitous 
movement apparently occurred at the shipper’s direction. The class-A 
rate of 37 cents charged earned 40.9 mills per ton-mile for the actual 
movement. The rate under the 9702 scale for 181 miles is 48 cents. 
We find that the charges assessed on this shipment were not un- 
reasonable. 

The complaint in No. 16822, Sub. No. 5, was first filed February 
9, 1925. The first five shipments listed in that complaint originated on 
February 1 and 6, 1923. The record does not show the dates of de- 
livery or tender of delivery, but stamped notations on the photostatic 
copies of waybills introduced by defendants show that four of the 
cars passed Camden, Ark., a junction point of the St. Louis South- 
western and the Missouri Pacific, on February 7 or 16, 1923. If 
these shipments, or any of them, were in fact delivered or tendered 
for delivery on or after February 10, 1923, they may be included in 
complainant’s rule-V statement. If not, they are barred from con- 
sideration. 

We further find that the rates charged on iron pipe and oil-well 
supplies, in carloads, for the movement shown in appendix A to this 
report, with the exception of the shipment of oil-well supplies from 
Haynesville to Patmos, where unreasonable to the extent that they 
exceeded the rates set out in the last column of that appendix, minima 
46,000 pounds on iron pipe and casing and 36,000 pounds on oil-well 
supplies and drilling machines. (The rates set forth in that appendix 
are those sought by the complainants.) 

We further find that complainants, as shown in appendix A to 
this report, made the shipments therein described and paid and 
bore the charges thereon at the rates herein found unreasonable; 
that they have been damaged thereby in the amount of the difference 
between the charges assessed and those which would have accrued 
at the rates herein found reasonable; and that they are entitled 
to reparation, with interest. Complainants should comply with rule 
V of the Rules of Practice. 

The allegations of unjust discrimination and undue prejudice made 
in No. 16822,.Sub. No. 5, have not been sustained. Any departures 
from the long-and-short-haul clause which may have arisen as a 
result of the commodity rates from Shreveport have been removed 
by the establishment of the 9702 scale. 


NOTICE OF ARRIVAL CASE 


The Commission, by division 4, in No. 16878, Western Bridge 
& Construction Co. vs. St. Louis-San Francisco et al. (mimeo- 
graphed), has found inapplicable, storage charges of $193, as- 
sessed on a carload of cypress bridge piling, shipped from Card- . 
well, Mo., and stored on the carrier’s right-of-way (Union Pacific) 
at Clarks, Neb., for 51 days, on which charges were assessed 
as if the piling had remained on the cars. Because the com- 
plainant‘s teams were busy, the piling was unloaded, within the 
free time, and placed, with the consent of the Union Pacific 
agent, upon the carrier’s right-of-way. No written notice of 
arrival was sent, but the consignee and the agent talked about 
the car, with the result that the piling was unloaded, as before 
set forth. 

Actual notice, the Commission said, was not substantial com- 
pliance with a tariff provision requiring written notice. The 
division held that the case was controlled by Campbell Con- 
struction Co. vs. L. C. & S. E, 95 I. C. C. 603, which purports 
to follow Davis vs. Henderson, 266 U. S. 92. 

Chairman Eastman concurred because it seemed to him that 
it was controlled by the Campbell case, in which he had dis- 
sented. 

Commissioner Woodlock, dissenting, compared the rule in- 
volved in this case and the one in the Campbell case and found 
what he called a clear distinction. He said the Davis vs. Hen- 
derson case had no relevance here. In this case the rule says 
“Notice shall be sent or given consignee by carrier’s agent, in 
writing, or as otherwise agreed to by carrier and consignee.” 
In the Campbell case the rule provided for notice in writing, 
“or in lieu thereof as otherwise agreed to in writing.” 

“The tariff rule in the Campbell Construction case contained 
the words ‘otherwise agreed to in writing,” said Mr. Woodlock, 
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“whereas the rule in the present case reads ‘otherwise agreed 
to. There is here no question of waiver of tariff. The actions 
of the complainant and defendant in this case are about as clear 
evidence of a notice ‘otherwise agreed to’ as is imaginable.” 
Prior to the filing of the complaint the Union Pacific brought 
suit to collect the storage charge. The Commission said the 
suit was being held in abeyance pending its decision. The car- 
rier contended that the matter was not properly before the Com- 


mission, but the regulating body did not agree with that con- 
tention. 


AUTOMATIC TRAIN CONTROL 

The Commission, by division 1, in No. 13413 (Sub. No. 25-2) 
(mimeographed), after inspection and test, has found the in- 
stallation of the General Railway Signal Company, on the Char- 
lotte division of the Southern, to meet the requirements of its 
specifications and order. It has approved the installation, with 
exceptions and prescribed requirements with which the carrier 
is expected promptly to comply. The apparatus approved in 
this report is an automatic train-stop system. The cost of the 
installation was $107,728. 

The Commission, by division 1, in No. 13413 (Sub. No. 25) 
(mimeographed), made a finding of approval, qualified so as to 
require changes in apparatus and operation, of an auto-manual 
train-stop system installed by the General Railway Signal Com- 
pany, also on the Charlotte division of the Southern Railway. 
The cost of the installation was $152,909. 


DEMURRAGE OVERCHARGE 


The Commission, by division 4, has dismissed No. 17815, 
Milne Lumber Co. vs. Michigan Central et al., mimeographed, 
although it held with the complainant that demurrage charges 
collected on a carload of lumber at Detroit, in August, 1922, 
were without tariff authority. It directed the refund of the 
overcharge, which it said was caused by the failure of the Grand 
Trunk to wire the complainant notice that the car in question 
was unclaimed. Demurrage, the Commission said, was due for 
only one instead of six or seven days. It also found other 
irregularities reducing the reparation from $33.10 claimed, to 
$15.10. The Commission said that it was immaterial whether 
the complainant received notice otherwise than in the manner 
provided by the tariff that the car was unclaimed; and that 
the giving of notice by wire could not be waived. 


IRON PIPE RATE PRESCRIBED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 17526, Nashville 
Machine & Supply Co. vs. Louisville & Nashville, as to a class 
rate of 42.5 cents on wrought iron pipe from Bowling Green, 
Ky., to Florence, Ala. The Commission, by division 4, said the 
rate was unreasonable to the extent it exceeded or might exceed 


29 cents. That lower rate is to be established not later than 
February 15. 


FLINT PEBBLE RATES 


The Commission, by division 3, in No. 16715, National Silica 
Co. et al. vs. Wabash et al. (mimeographed), has found rates 
on imported flint pebbles, carloads, from New York and Balti- 
more td Oregon, Ottawa and Wedron, Ill., unreasonable to the 
extent they exceeded or may exceeed the present rates on im- 
ported flint bricks, from and to the same points. It found the 
rates on imported flint bricks not unreasonable or otherwise 
unlawful. It awarded reparation on shipments of pebbles. The 
brick are used as lining for cylinders in which flint pebbles are 
placed with silica sand for grinding in the making of glass and 
chinaware. The rates on flint pebbles from New York to Ottawa 
and Wedron are 42.5 cents and to Oregon 45 cents. The cor- 
responding rates on flint brick, a quarried product resembling 
paving brick, are 39.5 and 41.5 cents. The report covers a sub- 
number, Same vs. Canada Atlantic Transit Company of the 
United States et al. New rates are to be made effective not 
later than February 15. 


WROUGHT IRON PIPE RATES 


With Commissioner Woodlock widely dissenting, the Com- 
mission, by division 4, in No. 17285, Hope Engineering & Supply 
Company vs. Missouri Pacific et al., mimeographed, has found 
unreasonable, rates on wrought iron pipe, from Youngstown, O., 
to destinations in Louisiana, and awarded reparation. The com- 
plaint alleged the rates on 77 carloads, shipped between Febru- 
ary 21 and August 6, 1923, were unreasonable and in violation of 
the long-and short-haul part of the fourth section. 

In view of the fourth section departures, the Commission 
said that the burden of proof was upon the carriers and that it 
was of the opinion that they had not fully sustained it. Rates of 
81 cents to Tioga, La., and 89 cents to other points, were in 
question. After the No. 9702 scale was applied the rate to 
Tioga went up to 86 cents and the rates to the other points came 
down to that figure. Some other points also took higher rates. 
The Commission found the rates unreasonable to the extent they 
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exceeded 86 cents. Commissioner Woodlock, who went into the 
question of a rule for awards of reparation, said: 

I do not concur in the award of reparation. The presumption 
that the assailed rates were unreasonable because they did not con- 
form to the long-and-short-haul clause of the fqurth section is not 
absolute but merely prima facie. The carriers have, in my judgment, 
adequately rebutted the presumption that the 89-cent rate to points 
other than Tioga was more than a maximum reasonable rate. Their 
voluntary establishment of the Memphis Southwestern distance scale 
is of course no proof that the previous rates: were unreasonable, nor 
do I believe that in fact this is a full maximum reasonable scale, 
Furthermore, under the scale so established the Tioga rate is ad- 
vanced from 81 to 86 cents, and many of the rates referred to by 
complainant in its comparisons also received increases. The changes 
made, in fact, are equivalent to a general readjustment in an ex- 


tensive territory, and in such cases we have consistently denied rep- 
aration. 


It is my firm conviction that reparation should never be awarded 
by us in complaints under section 1 on any basis other than that 
of a finding that the assailed rate has exceeded a full maximum 
reasonable rate. This can not be said of the 89-cent rate in the 
instant case. 


OIL PIPE REPARATION 


The Commission, by division 3, in No. 16503, Standard Oil 
Company of Louisiana et al. vs. Texas & Pacific et al. (mimeo- 
graphed), has found unreasonable, and awarded reparation, rates 
on iron and steel pipe, from points in Louisiana, to destinations 
in the El Dorado and Smackover districts of Arkansas. The 
rates were alleged to be unreasonable, unjustly discriminatory 
and unduly preferential to the extent they exceeded the distance 
scale of rates in No. 9702, Memphis-Southwestern Investigation, 
77 I. C. C. 473. The shipments were made between October 2, 
1922, and November 27, 1923. The Commission agreed with the 
complainants that the rates were unreasonable to the extent 
they exceeded those set forth in the No. 9702 scale and awarded 
reparation to that basis, as it said it had done in half a dozen 
other cases cited in the report. 


AUTOMOBILE CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17442, 
Thomas Motor Company vs. Atchison, Topeka & Santa Fe et al. 
(mimeographed), finding the rates on automobiles, carloads, from 
Lansing and Detroit, Mich., and Springfield, O., to Santa Fe, 


N. M., not unreasonable, unjustly discriminatory or otherwise 
unlawful. : 


SAND RATES FROM LAWRENCE, KAN 


New rates on sand, from Lawrence, Kan., to points within 
a radius of 150 miles east of Kansas City, Mo., have been ordered 
into effect not later than February 5. The Commission, by divi- 
sion 4, in No. 15715, R. C. Jackman and O. E. Jackman, trading 
as Bowersock Mills & Power Co., vs. Atchison, Topeka & Santa 
Fe et al. (mimeographed), has found the existing rates unrea- 
sonable and unduly prejudicial against the complainants to the 
extent they exceed, by more than 20 cents per net ton, the 
rates on sand from Turner, Muncie, Grinter, Sirridge and Ar- 
mourdale, Kan., to the same destination territory. The com- 
plaint alleged the rates were unduly prejudicial as compared 
with those from the Kansas points mentioned. The Commission 
found that the rates exceeded the scale prescribed in the Mem- 
phis-Southwestern case by greater percentages than rates from 
Kansas City generally exceeded the rates prescribed in that 
case. The complainants asserted they were kept out of the 
territory east of Kansas City by the rate adjustment. 

In No. 16184, Same vs. Same (mimeographed), the Commis- 
sion, by division 2, found the rate on sand from Lawrence to 
the Kansas City, Mo.-Kan., switching district unreasonable and 
unduly prejudicial to the extent it exceeded or may exceed, by 
more than one cent per 100 pounds, the rates from points within 
the Kansas City switching limits and Muncie and Grinter, Kan., 
to points within that district. That revision, however, is to be 
made not later than February 28. 


AGGREGATES REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17245, Watt Mining Car Wheel Co. vs. 
Baltimore & Ohio (mimeographed). The Commission, by divi- 
sion 4, held the rate on steel plates and bars, from Rankin, 
Pa., to Barnesville, O., between March 2 and July 24, 1923, un- 
reasonable to the extent it exceeded the aggregate of interme- 
diates, in accordance with its finding in American Shipbuilding 
Co. vs. Director-General, 89 I. C. C. 601. A fifth class rate of 
20 cents was imposed. The Commission said that since Novem- 
ber 1, 1924, following the decision in Iron and Steel Articles, 
89 I. C. C. 606, the combination of commodity rates had ex- 
ceeded the through rate by two cents. The carriers relied on 
that case in defendng the situatio which ths report condemned. 


GAS OIL MISROUTED be 

The Commission, by division 4, in No. 16378, Altitude Pe- 
troleum Co. vs. Fort Worth & Denver City et al. (mimeographed), 
found rates on gas oil in tank cars, from Iowa Park and Electra, 
Tex., to Kassel, La., not unreasonable, but that shipments, forty- 
five in number, made in the summer of 1924, were misrouted 
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and awarded reparation. The shipper inserted routes and a 
rate of 20.5 cents in the bills of lading. The rate and routes 
were in conflict. The carrier did not ascertain which the ship- 
per desired, the rate or the route. A rate of 24.5 cents, ap- 
plicable over the route of movement used, was collected. The 
Commission said that in similar cases, repeatedly, it had held 
that shipments were misrouted and awarded reparation to the 
basis of the rate specified, if that was applicable over another 
route. It held, in this case, that the Fort Worth & Denver City 
had misrouted the shipments and awarded reparation against it. 


WESTERN CLASS RATE HEARING 
The Traffic World Washington Bureau 


The Commission announced, December 10, that the initial 
hearing in No. 17000, part 2, western class rates, and the cases 
joined with it, had been changed from January 11 to January 25, 
at the Athletic Club, Omaha. Referring to the scope of the 
hearings, the announcement says: 


Evidence will be received bearing upon rates constructed by the 
combination of class and commodity rates. Evidence will also be re- 
ceived concerning the competitive condition existing as to any com- 
modity which moves on class rates in one locality and commodity 
rates in another. Exceptions to the classification will be considered. 


Referring to substitutions made by order of November 12 
of a number of organizations as complainants in place of the 
South Dakota commissioners, the Commission said that No. 
19025 was not included in that list but that, notwithstanding 
failure to mention that complaint, what was said in the notice 
of October 11 as to the substituted complaints also applied to 
No. 19025. 

As to the order of presentation of testimony the Commis- 
sion said: 


At the initial hearing the carriers at present contemplate adopting 
the following order of presentation: (1) Western Trunk Line rates, 
including their proposals, accounting, traffic, and operating testimony, 
as well as intrastate situations in the various states; (2) rates from 
and to Official territory; and, (3) rates from and to Southern terri- 
tory. 


NEW HAVEN CAR TRUST 


In its formal report on finance docket No. 5868, New York, 
New Haven & Hartford Equipment Trust of 1926 (mimeo- 
graphed), the Commission, by division 4, authorizing the New 
Haven to assume obligation and liability of respect of $4,995,000 
of equpment trust certificates, said the New Haven solicited 
offers from bankers for the purchase of the certificates. Ten 
offers, the report said, were received. The New Haven proposed, 
as a result of that solicitation, to sell the certificates to the 
First National Corporation of Boston, Mass., at the highest 
offer, submitted by it, of 97.777 per cent of par and accrued divi- 
dends. The Commission said that on that basis the annual cost 
to the applicant would be about 4.86 per cent. 

The money is to be used in liquidating the deferred pay- 
ments on equipment, estimated to cost $6,647,516. 


STATION SITE CHANGE ALLOWED 


The Commission, by division 4, in finance docket No. 3489, 
public convenience application of Central of Georgia Railway 
(mimeographed), has modified its certificate of May 2, 1924, so 
as to permit the applicant to change the site of its passenger 
station at Childersburg, Ala., from Fourteetnh to Eighteenth 
street because, among other things, the cost of operation would 
be about $4,176 per year less and the necessity of going up 
about fifty steps to get to and from the new station would be 
avoided. The proposal created a division in Childersburg and 
in the Alabama commission, which held a hearing for the fed- 
eral Commission. One of the state commissioners favored the 
change and two opposed it. Business men of the town opposed 
it because, as they said, there being no local telephone service 
in the place, they would have to walk about 2,000 feet farther 
than to the Fourteenth street site when they wanted to talk 
to the railroad agent. The Commission suggested that if the 
matter of talking with the agent became important telephone 
service might be installed. The station question arose in con- 
hection with a revision of the applicant’s line at that point. 


SUSPENDED TARIFFS 


In I. and S. No. 2804, the Commission has suspended from 
December 4 until April 3, schedules as published in supplements 
Nos. 34 and 35 to New York, New Haven & Hartford I. C. C. 
No. F-2755. The suspended schedules propose to establish esti- 
mated weights on all fresh fish shipped in standard containers 
between points on the New York, New Haven & Hartford, and 
affiliated lines, which results in increases over the present so- 
called shippers’ load and count agreement weights. The pro- 
posed estimated weights are as follows: 


b Fresh fish: In large standard boxes, 640 pounds; in half standard 
+ pe. 420 pounds; in sugar barrels containing 250 pounds net of fish, 
300 pounds; in sugar barrels containing 300 pounds net of fish, 350 
pounds; in standard mackerel barrels, 250 pounds. 
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In I. and S. No. 2805, the Commission has suspended from 
December 6 until April 5, schedules as published in supplement 
No. 7 to Agent J. E. Johanson’s tariff I. C. C. No. 1850. The sus- 
pended schedules propose to restrict the movement of sulphur 
originating at Bryanmound, Freeport and Hoskins, Tex., and 
destined Southern Classification territory, to routes through 
Baton Rouge and New Orleans, La., thus nullifying to some ex- 
tent present transit provisions applicable at Texarkana, Ark.- 
Tex., and increasing rates via Mississippi River crossings north 
of Baton Rouge, La. The following is illustrative: 


Rates in cents per net ton on Sulphur, in carloads, via Texarkana, 
Ark.-Tex., and Memphis, Tenn., to Knoxville, Tenn., present 1098, 
proposed *{1224; Louisville, Ky., present 1010, proposed *+1870, §1850. 





tIn bags. ftIn barrels. *Memphis combination. §Through class 
rate. 


In I. and S. No. 2806, the Commission has suspended from 
December 8 until April 7, schedules as published in supplement 
No. 17 to New Orleans, Texas & Mexico I. C. C. No. A-754. The 
suspended schedules propose to eliminate the application of the 
present rates on lumber, carloads, from points on the Gulf Coast 
Lines and connections in Louisiana and Texas to stations in 
Illinois and Missouri on the Cape Girardeau Northern, Chicago 
& Alton, and Illinois Terminal, and to apply higher combination 
or joint through rates in lieu thereof. The following statement 
of rates is illustrative: 


From Beaumont, Tex., to: Present Proposed 
fe a ee SS ree 29.5 *29.5 
fo a Ee er ee 29.5 34.5 
ee | OR ee eer - 33 38 


*Exclusive of connecting-line switching charges. 


COMMISSION ORDERS 


The petition of intervener, the Commercial Exchange of 
Philadelphia, in No. 13548, Maritime Association of Boston Cham- 
ber of Commerce et al. vs. Ann Arbor et al., for leave to intro- 
duce additional evidence, has been denied. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 18733, Brennan & Corrigan, Inc., vs. Chicago 

Alton et al., and No. 18734, Same vs. Erie Railroad et al. 

Sterchi Brothers have been permitted to intervene in No. 
18754 (and Sub. 1), Simmons Co. vs. Chicago and North Western 
et al. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 18900, Des Moines Board of Trade et al. vs. 
Kansas City, Clay County and St. Joseph et al. 

The Missouri Portland Cement Company has been permitted 
to intervene in No. 18908, Clay County Crushed Rock Co. et al. 
vs. Santa Fe et al. 

The Western Union Telegraph Co. has been permitted to 
intervene in valuation No. 899, The Sussex Railroad. 

The effective date of the Commission’s order of Septem- 
ber 28, 1926, entered in No. 16741, Kosmos Portland Cement 
Co. vs. Illinois Central et al., has been postponed until March 7, 
1927. 

The order entered in No. 16754, Beggs & Cobb vs. Alabama 
& Vicksburg et al., on October 2, 1926, which was by its terms 
made effective December 10, 1926, upon not less than five days’ 
filing and posting, has been modified so that it will become effec- 
tive on January 15, 1927, upon not less than 30 days’ notice to 
the Commission and general public by posting and filing in the 
manner required by law. 


The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 901, Pittsburgh, Shawmut & North- 
ern et al. 


The National Cottonseed Products Corporation has been 
permitted to intervene in No. 18841, Alabama Cottonseed Crush- 
ers’ Assn. vs. Louisville & Nashville. 


The order entered in No. 15850, Colgate & Co. vs. Penn- 
sylvania et al., on October 19, 1926, which was by its terms 
made effective January 10, 1927, has been modified so that 
it will become effective on March 10, 1927. 

The order entered in No. 17226, Northwestern Leather Co. 
Trust et al. vs. Mobile & Ohio et al., on October 2, 1926, which 
was by its terms made effective December 10, 1926, has been 
modified so that it will become effective on January 15, 1927. 

The Commission has reopened, for oral argument, No. 15865, 
Florence Chamber of Commerce vs. Louisville & Nashville et al., 
and assigned it for such oral argument December 15, at Wash- 
ington, D. C., before the entire Commission. 

The Railroad Commission of the State of California has 
been permitted to intervene in No. 18669, the Southwestern 
Millers’ League vs. Santa Fe et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 18715, Baltimore Chamber of Commerce 
vs. Ann Arbor et al. 

The order entered in No. 17128, Taylor Produce Co. et al. 
vs. Atlantic Coast Line et al., on September 29, 1926, which was 
by its terms made effective December 10, upon not less than 
30 days’ notice, is modified so that it will become effective on 
January 31, 1927, upon not less than 15 days’ notice to the Com- 
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mission and the general public by posting and filing in the 
manner required by law. 

The Murphysboro Paving Brick Co. and Hill Brick Co. have 
been permitted to intervene in No. 18677, Illinois Supply Co. 
vs. Southern et al. 

The order entered in I. and §S. 2521, potatoes from south- 
eastern and Carolina territories to northern and western points, 
on September 29, 1926, which was by its terms made effective 
November 1, 1926, and subsequently modified so as to become 
effective on December 10, 1926, is further modified so that it 
will become effective on January 31, 1927, instead of on said 
December 10, 1926. 

The Commission has reopened for further hearing for the 
purpose of receiving additional evidence relative to the cost of 
reproduction new and cost of reproduction less depreciation, 
valuation 115, Minneapolis & Rainy River Ry., for January 17, at 
Washington, D. C., before Examiner Walsh. 


LIVE STOCK RATE PARLEY 


The Commission’s notice of the conference at Atlanta, 
December 10 (see Traffic World, Dec. 4), to be held with a view 
to avoiding the necessity for hearings on formal complaints 
against rates in the southeast on live stock and the refusal of 
some states to establish rates in accordance with the com- 
promise agreement reached in Live Stock to, from and Between 
Points in the Southeast, 74 I. C. C. 419, is as follows: 


After extensive hearings in Live Stock To, From and Between 
Points in the Southeast, 74 I. C. C. 419, all interested parties agreed 
upon compromise distance scales of rates with minima and rules 
for application on live stock, in carloads within the so-called south- 
ern group as defined in Increased Rates, 1920, 58 I. C. C. 220. The 
scale for edible live stock is set forth in Appendix A and the scale 
for horses and mules in Appendix B to the above report. These 
compromise scales were published for interstate application generally 
and also for intrastate appplication within certain of the southern 
states. Within other states they have not been established for 
intrastate application. 

Certain carriers have filed petitions with the Interstate Com- 
merce Commission under section 13 of the interstate commerce act 
alleging that the failure of the authorities in certain southern 
States to permit the establishment of the compromise scales for 
application intrastate within those states results in unreasonable 
advantage, preference of prejudice between persons and localities 
in interstate commerce on the one hand and intrastate commerce 
on the other and unreasonable and unjust discrimination against 
interstate commerce. 

There are also pending before the Interstate Commerce Com- 
mission the following complaints in which the level of the rates on 
live stock in the southern group is attacked: 


No. 18487, Atlanta Live Stock Dealers et al. vs. L. & N. R. R. 
Co. et al.; 


No. 18500, Southeastern Live Stock Association vs. A. & R. R. R. 
Co. ‘et al.; and 


No. 18559, Kentucky Farm Bureau Federation vs. C. & O. Ry. 
Co. et al. 


A conference was recently held between a representative of the 
Interstate Commerce Commission and representatives of certain of 
the states which have not adopted the compromise scale and develop- 
ments at that conference suggest the desirability of a conference 
of all interested parties to see if satisfactory adjustment of the 
various questions involved can be brought about without resort to 
formal hearings. Accordingly a conference of all interested parties, 
including the southeastern state commissions, is called at 10 a. m., 
December 10th, at the Piedmont Hotel, Atlanta, Ga. Attorney- 
Examiner Keeler will represent the Interstate Commerce Commission 
at that conference. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 16699, Crerar Clinch Coal Co. vs. 
Ann Arbor et al., has asked the Commission for a rehearing 
therein, with a transfer of the proceeding from the shortened 
procedure docket to the formal docket, and with privilege of 
presenting additional testimony with subsequent briefing and 
oral argument. 

The defendants in No. 18391 and Sub. 1, Cities Service Oil 
Co. et al. vs. Santa Fe et al., have asked the Commission to 
reopen and grant a rehearing therein. 

The defendants, by E. Morris, their agent, in No. 16170 and 
Sub. 1, Eastern Lime Manufacturers’ Traffic Bureau et al. vs. 
Akron & Barberton Belt R. R. et al., have asked the Commis- 
sion to further modify its order dated May 10, 1926, by changing 
the effective date thereof from November 20, 1926, to February 
20, 1927. 

The complainant in No. 12783, Rio Grande Oil Co. vs. Ari- 
zona Eastern R. R. et al., has asked the Commission to reopen 
the above entitled case for the sole purpose of receiving evidence 
that complainant, since the date of the hearing in this pro- 
ceeding, has made additional shipments of refined oil, including 
gasoline and kerosene, from El Paso, Tex., to destinations in 
New Mexico and Arizona, and that it paid and bore the freight 
charges thereon. 

The complainant in No. 15594, Hutchinson Paper Co. vs. 
Texas & New Orleans, has asked the Commission to reopen the 
above entitled proceeding. 

The Ocean Stone and Gravel Co. and Tampa Coal Co. of 
Tampa, Fla., have asked the Commission to reopen No. 17517, and 
related cases, rates on chert, clay, sand and gravel within the 
state of Georgia, for rehearing prior to final decision and for 
modification of scale on rates on chert, clay, sand and gravel 
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and allied commodities, as proposed by Examiner Waters, for 
interstate application between points in the states of Alabama, 
Georgia, etc., and points in the state of Florida. 

The defendants in No. 15627, Southern Agricultural Chem. 
ical Corp. vs. Big Four et al., have asked the Commission to 
grant a rehearing and reargument. 

The defendant carriers in No. 11203, Standard Paint Co, 
et al. vs. Director-General, Alabama & Vicksburg et al., No, 
13869 and Sub. No. 1, Certain-teed Products Corp. vs. Southern 
Ry. et al., serving Eastern Trunk Line territory, have asked 
the Commission for postponement of effective date of orders 
heretofore entered in these proceedings. 

The defendants in No. 15850, Colgate & Co. vs. Pennsylvania 
et al., in their own behalf, and for account of other southern 
carriers interested, have asked the Commission for postpone- 
ment of effective date of the order. 

The Chicago, Rock Island & Pacific and Chicago, Rock Island 
& Gulf have asked the Commission to modify its orders entered 
in No. 14781 (and Sub. Nos. 1, 2 and 3), Oklahoma Traffic Assn. 
et al. vs. Alabama Great Southern et al., on July 9, 1926, and 
to modify fourth section order No. 9344, entered on the same day, 

The defendants in No. 16159, Providence Fruit and Produce 
Exchange vs. New Haven et al., have asked the Commission to 
reopen the proceeding for further hearing and to postpone the 
effective date of the order entered in connetcion with its report 
of October 13, 1926. 

The Hammond Lumber Co., complainant in No. 8819, West 
Coast Lumbermen’s Association et al. vs. Andrew W. Mellon, 
Director-General of Railroads, et al., and intervener in No. 6490, 
Anson, Gilkey & Hurd Co. et al. vs. Andrew W. Mellon, Director- 
General of Railroads, et al., have asked the Commission to re- 
open No. 8819 for the purpose of proving freight charges on 
certain shipments involved in complaint. 

The complainant in No. 16476, Manget Brothers Co. vs. At- 
lantic City Railroad et al., has asked the Commission for reopen- 
ing and reconsideration. 

The carriers operating in Central Freight Association ter- 
ritory, respondents in I. and S. 1669, building and roofing paper 
from Indiana and Ohio to St. Paul and Duluth, Minn., have 
asked the Commission to reopen it for further hearing and/or 
consideration. 


BARGE-RAIL RATE COMPLAINT 


Formal proceedings to compel the railroads to join the barge 
line in making rail-and-barge rates from points in Indiana, IIli- 
nois, Iowa and Missouri to Twin Cities via Dubuque, as indicated 
in the barge-rail conference of November 6 (See Traffic World, 
November 13, p. 1130) have been instituted by the Inland Water- 
ways Corporation, operating the Mississippi-Warrior service. In 
formal docket No. 19017, The Inland Waterways Corporation, 
operating Mississippi-Warrior service vs. The Chicago Great 
Western et al., the government corporation asks the Commission 
to compel the railroads to join complainant in the establishment 
of joint rates. The complaint, other than the formal allegations 


as to the identity of the parties and the formal prayer, is as 
follows: 


Under section 500 of the transportation act of 1920, it is the de- 
clared policy of Congress to promote, encourage and develop water 
transportation service and facilities in connection with the commerce 
of the United States and to foster and preserve in full vigor, both rail 
and water transportation. 


That in accordance with the principles enunciated by this Com- 
mission in United States War Department, etc., vs. Abilene & South- 
ern et al., 77 I. C. C. 317, complainant has endeavored to establish 
with the defendant joint through routes via Dubuque, Ia., and rea- 
sonable joint through barge-and-rail and/or rail-and-barge rates on 
all classes and commodities upon which all rail rates are maintained 
between the same points over such joint through routes between 
Saint Paul-Minneapolis, Minn., and points located on the lines of the 
defendants in the states of Illinois, Indiana, Missouri and Iowa, but 
has been unable to reach any satisfactory adjustment of the matter 
with the defendants. The matter is therefore now presented to the 
Commission by formal complaint. 

That in order to participate in the movement of property be- 
tween the points above described and in order to give shippers the 
privilege of utilizing the water route, complainant alleges that it 
is necessary and desirable in the public interest that such joint 
through routes with reasonable joint barge-and-rail and rail-and- 
barge rates together with reasonable divisions thereof be established 
via Dubuque, Ia., over the line of the complainant and the lines of 
the defendants between Minneapolis-Saint Paul, Minn., and all points 
on the lines of the defendants in the states of Illinois, Indiana, Mis- 
souri and Iowa where the distances involved are in substantial con- 
formity with the rules enunciated by this Commission in the para- 
graph numbered 2 on page 352 of its decision in United States War 
Department, etc., vs. Abilene & Southern Railway et al., supra; and 
it is further alleged that the refusal of the defendants to join with the 
complainant in the establishment of such joint through routes and 
joint through barge-and-rail and rail-and-barge rates, together with 
reasonable divisions thereof, is unjust and unreasonable and in viola- 
tion of Section 1 of the Act, and is in direct contravention of the 


a policy of Congress in Section 500 of the Transportation Act 
oO L 


OHIO VALLEY REGIONAL BOARD 


The Ohio Valley Shippers’ Regional Advisory Board will 
meet in Cincinnati December 14. It will be the guest of the 
Cincinnati Traffic Club at a dinner that evening. 
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PEACH GROUPS AND RATES 


A new rate fabric on peaches, transportation and refrigera- 
tion, from Georgia and the Carolinas, to destinations on and 
east of the Missouri River, has been proposed by Examiner 
Burton Fuller, in No. 16462, Georgia Peach Growers’ Exchange 
et al. vs. Alabama Great Southern et al. He said the rates in 
the past should be found not unreasonable and reparation denied. 
He proposed what he thought a reasonable basis for the future 
with a view to removing fourth section violations and other in- 
consistencies. That finding is to apply equally to the trans- 
portation and refrigeration rates. 

He said a rule providing for an additional icing charge where 
request for reconsignment was not made until after the arrival 
of the car at the reconsigning points should be found not 
unreasonable. ; 

This report also embraces No. 16462, Sub-No. 1, Georgia 
Fruit Exchange et al. vs. Aberdeen & Rockfish et al. No. 16462, 
Sub-No. 2, Georgia Peach Growers’ Exchange et al. vs. Same. 
No. 17132, Georgia Fruit Exchange et al. vs. Same. No. 17132, 
Sub-No. 1, Georgia Peach Growers’ Exchange vs. Same. No. 
17860, American Fruit Growers, Inc. (Sanford Division) et al. 
vs. Same. No. 17861, Same vs. Same, and No. 18497, F. E. Nellis 
& Co. et al. vs. Same, 

Complainants, Fuller said, alleged the rates and refrigera- 
tion charges on fresh peaches from Georgia and the Carolinas 
to destinations east of the Mississippi and east of and including 
Twin Cities, Kansas City and Omaha were unreasonable, un- 
duly prejudicial to complainants and unduly preferential of 
peaches, cantaloupes and other fruits and melons from various 
producing sections in the United States. It was also alleged 
the rates from Georgia were in violation of the long and short 
haul and aggregates of intermediate parts of the fourth section. 
The Carolina producers alleged the rates preferred the Georgia 
growers. The Georgia growers attacked the additional icing 
rule which Fuller said should be found not unreasonable. 

The case was handled cooperatively, Commissioners Shealy 
of South Carolina, Maxwell of North Carolina and McDonald 
of Georgia sitting with the examiner. Dealers in fruits and 
vegetables in the destination territory intervened. Nos. 17860 
and 17861 were heard separately but the parties agreed, the 
examiner said, that the cases should be dealt with simul- 
taneously. 

The refrigeration charges on fruits, vegetables, melons and 
berries from the south, Fuller said, were before the Commis- 
sion in No. 179386. He said the charges assailed in these pro- 
ceedings should be aligned with the charges already prescribed 
from South Carolina pending the outcome of that case. As to 
the transportation charges involved in the case, the examiner 
said: 


The Commission should find (1) that the rates assailed have not 
been unreasonable and that the rates from Georgia were and are 
not unduly prejudicial; (2) that in order to remove the fourth section 
violations and other inconsistencies above referred to, the origin 
groupings set forth in the margin should be promptly established, 
with rates from the Fort Valley, Blue Ridge and Sandhill groups not 
exceeding those set forth in Table C of the appendix in the respec- 
tive columns headed rate prescribed, the rates from the _ other 
producing groups to be made in relation thereto as indicated below, 
the rates to southern destinations where no rate is shown in said 
columns to be relatively aligned with the rates prescribed to other 
destinations, and that on traffic from the so-called weak or short 
lines as defined in Southern Class Rate Investigation, 100 I. C. C. 
513, an arbitrary of seven cents may be added to the rates herein 
prescribed, such arbitraries to accrue to those lines in addition to 
their established divisions; (4) that the rates herein prescribed will 
be reasonable maximum rates for future application on this traffic; 
(5) that the alleged undue prejudice against the Sandhill producers 
and undue preference in favor of the Georgia producers will be 
removed by the rates herein prescribed, and that the record does not 
warrant a finding of damages by reason of any such undue prejudice 
as may have existed in the past; (6) that the refrigeration charges 
assailed have not been unreasonable but are, and for the future 
will be, unreasonable to the extent that they exceeded, exceed or 
may exceed 85 per cent of the present charges, and (7) that the rule 
providing for an additional icing charge where request for recon- 
signment is not made until after arrival of the car at reconsigning 
point was and is not unreasonable. 


The groups mentioned as being shown in the margin are as 
follows: 


Group 1 (Fort Valley).—All stations on trunk lines within the 
State of Georgia, south of the Seaboard Air Line Railway from the 
South Carolina-Georgia state line to Atlanta, Ga., thence south of 
eed —_ Railway through Bremen, Ga., to the Georgia-Alabama 
State line. 

_ Group 2.—All stations on the Southern Railway and the Seaboard 
Air Line Railway from Atlanta, Ga., to the Georgia-South Carolina 
state line, including branches. 

.. Group 3.—All stations on the Central of Georgia Railway, Nash- 
ville, Chattanooga & St Louis Railway and Southern Railway, 

etween Rome, Ga., and Chattanooga, Tenn., including Rome, Ga. 
Group 4.—All stations on the Central of Georgia Railway between 
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Bremen and Rome, Ga., including Bremen, Ga.; all stations in Georgia 
on the Louisville & Nashville Railroad; all stations on the Nash- 
ville, Chattanooga & St. Louis Railway between Atlanta and Kings- 
ton, Ga.; all stations on the Southern Railway between Atlanta and 
Rome, Ga., and between Atlanta, Ga., and the Georgia-Alabama state 
line, via Bremen, Ga. 

Blue Ridge Group.—Producing points in the state of South Carolina 
located on and west of the Charleston & Western Carolina Railway 
from McCormick to Greenwood, thence on and west of the Seaboard 
Air Line Railway to Clinton, thence on and south of the Columbia, 
Newberry & Laurens Railroad to Laurens, thence on and south- 
west of the Charleston & Western Carolina Railway to Greenville, 
thence on and west of the line extending north to the North Carolina 
state line. 

Columbia, S. C., Group.—Producing points in the state of South 
Carolina east of the McCormick-Clinton line above-described and 
on and south of the Southern Railway and Columbia, Newberry & 
Laurens Railroad from Clinton to Columbia, thence on and south of 
the Southern Railway to Camden, thence on and south of the North- 
western Railroad of South Carolina to Sumter, thence on and south 
of the Atlantic Coast Line Railroad to Lanes, thence on and south 
of the Seaboard Air Line Railway to Georgetown. 

Sandhill Group.—Producing points in North Carolina and producing 
points in South Carolina east and north of, respectively, the Clinton- 
Greenville and Clinton-Georgetown lines above described. 


The basis of rates from groups 2, 3, 4 and Columbia group 
mentioned as being shown below is as follows: 


To eastern territory, from Group 2, 7 cents less than Group 1; 
Group 3, same as Group 1; Group 4, same as group 1; Columbia Group, 
7 cents less than Group 1. 

To central and western territory, from Group 2, same as Group 1; 
Group 3, 10 cents less than Group 1; Group 4, 7 cents less than 
Group 1; Columbia Group, 10 cents more than Group 1. 

To Buffalo-Pittsburgh territory, from Group 2, same as Group 1; 
Group 3, 10 cents less than Group 1; Group 4, 7 cents less than 
Group 1; Columbia Group, same as Group 1. 


Table C, skeletonized to show merely the rates recom- 
mended by the examiner and leaving out distances, present 
rates, rates proposed by the complainants and by the carriers, 
is as follows: 


TABLE C 


Rates on fresh peaches, in carloads 
From Sand- 









From Fort From Blue Ridge, _ hill, N. C.- 

Valley, Ga. S. C., Group S. C., Group 

? Prescribed 2 Prescribed 2 Prescribed 

Cents Cents Cents 
Richmond-Norfolk, Va.......... 72.5 65.5 58.5 
Wasntne00n,. D.C. aise cicccseseces 89 82 75 
Po ee 89 82 75 
et 5 97 90 83 
Le. er 97 90 83 
TROCMOUCOR, TE. Wioiaoes0:s:00:00060%< 105 98 91 
NS IIS. «oo 'e:0:0'4 Sratorsceelweeiereie 105 98 91 
ip. a eran 93 93 86 
CO aS. eee ere 97 97 91 
CURGTMIBNE, DRIO oc oo:505.0:0:0:0:0:6:0: 65 65 75 
ne eee 65 65 75 
ee ind dein 5.5.00 sine seen 83 93 
ENGIGMEPOUS, ING. o:0o6ce000060 83 93 
oy eee 91 101 
CTOVOTAMG,, CINE oi sisisiecwesceses 91 101 
be er 91 91 101 
BEWEUHOS, WIG. 6ccc cicccieciesisis 95 95 105 
ROMEO CUS, BO: <.0:000sce0siesces 115 115 125 
ee eer 119 119 129 
MIMNCADONS, BIN. ...0.00c00000 120 120 130 
BPMN RAI, BIB. occ ccccescees ve os a 
SROMAOIVING, DIB. cescccvivwcevce ss otis 
i a eee 58 
PROMS, TORR. ..0cccceccsveesss 60 
DIOW CPIOOMG; EMisccecsccwerseees 60 
2Minima on standard cars: In crates, 24,275 pounds, or 476 


crates at 51 pounds per crate; in baskets, 21,280 pounds, or 387 
baskets, at 55 pounds per crate; on smaller cars 20,000 pounds, or 
392 crates or 363 baskets; excess in proportion. 


COTTONSEED TO ELBERTON, GA. 


In a report on No. 18134, Elberton Oil Mills vs. Southern 
et al., and parts of fourth section applications Nos. 1545, 1548 
and 1573, Examiner E. L. Glenn said the Commission should 
find the rates on cottonseed, from Ninety Six, Chappell and 
Piedmont, S. C., to Elberton, Ga., unreasonable, prescribe new 
ones, and award reparation on shipments which were charged 
rates in excess of the aggregate of the intermediates. 

Glenn said the applications for fourth section relief, made 
by carriers having circuitous routes, to maintain commodity rates 
on cottonseed from Chester, Carlisle and Greenwood, S. C., to 
Elberton should be denied. 

Complainant contended that the assailed rates were and 
are higher than those applied on seed from the same general 
territory and were, therefore, to that extent unreasonable, un- 
justly discriminatory and unduly prejucécial; and that ithe 
maintenance of lower rates from Greenwood, Belton and Green- 
ville than from Piedmont; also from Carlisle and Chester, more 
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distant points on the Southern than from Ninety Six and Chap- 
pell, were violations of the fourth section. 

Aside from the finding that the complainant made shipments, 
Glenn propesed the following: 

Upon all facts of record, the Commission should find that the 
rates charged for the shipments described over joint-line routes 
were unreasonable to the extent they exceeded the sums of inter- 
mediate factors in effect at time of movement, that rates charged on 
the shipments which moved over the Southern direct were not un- 
reasonable, and that reparation on these shipments should be denied. 

The Commission should also find that for the future rates on 
cottonseed, in carloads, moving over the Southern direct, from the 
points here considered to Elberton will be unreasonable to the ¢x- 
tent that they exceed the existing single-line distance-commodity 
rates of the Southern, and for joint-line movement to the extent 
that for like distances they exceed 40 cents per net ton higher than 
defendants’ existing single-line distance-commodity rates. 

Those portions of defendants’ applications for authority to con- 
tinue to depart from the provisions of section 4 of the interstate 
commerce act, at the points heréin described, should be denied. 


MOVEMENT WAS INTRASTATE 


Examiner P. F. Mackey has recommended the dismissal of 
No. 17869, W. P. Fuller & Co. vs. Southern Pacific, on a finding 
that four tank carloads of linseed oil, originally imported ,from 
San Francisco to Los Angeles, Cal., in 1923 and 1924, were 
intrastate shipments not subject to the federal commission’s 
jurisdiction. The complaint was against a fifth class rate of 
38.5 cents. The complainant contended it was unreasonable 
to the extent it exceeded 31.5 cents. The complainant contended 
the shipments were of the same nature as those considered in 
Fuller & Co. vs. Southern Pacific, 93 I. C. C. 154, in which the 
Commission found the rate of 38.5 cents unreasonable and 
awarded reparation to the basis of 31.5 cents. The examiner 
said the decision showed that the movement in that case was 
considered interstate. In the present case, he said, the South- 
ern Pacific contended the shipments were intrastate and that 
the federal body was without jurisdiction. 

As to the facts, the examiner said the oil was imported from 
England and pumped into the storage tanks at San Francisco. 
Thence it was sent, in tank cars, to Los Angeles. Only im- 
ported oil was put into the tanks from which the tank cars 
were loaded. Domestic oil, the examiner said, was put into 
storage tanks at South San Francisco. The complainant’s con- 
tention that the shipments were interstate, the examiner said, 
was based solely upon the fact that the linseed oil originated 
in England. But he said the complainant did not contend that 
the stoppage at San Francisco was a mere incident in the trans- 
portation. The examiner said that such a condition was a 
necessary factor in establishing the essential character of the 
movement. In support of that he quoted Standard Oil Co. vs. 
Atlantic Coast Line, 6 Fed (2nd), since affirmed by the Supreme 
Court of the United States. 





TALLOW RATE PREJUDICIAL 


A finding of undue prejudice, but not of unreasonableness 
or unjust discrimination, and an order for its removal, have 
been advised by Examiner E. J. Murphy in No. 17811, Norton 
& Co. vs. Richmond, Fredericksburg & Potomac et al., as to the 
rate on inedible tallow, from Norton Siding, Va., to New York 
rate points. Murphy said the rate should be found unduly preju- 
dicial to the extent that it exceeded or may exceed the lower of 
the commodity rates contemporaneously maintained or partici- 
pated in by the carriers from Norfolk and Richmond to New 
York. e said the complainant had not been shown to have 
been damaged, wherefore reparation should be denied. 


REPARATION TO BLANKET BASIS 

A finding of unreasonableness and reparation by waiver of 
undercharges has been recommended by Examiner Lewis L. 
Prout in No. 18255, Henderson Co. et al. vs. Atchison, Topeka 
& Santa Fe et al., as to rates on casing-head gasoline, shipped 
from Delaware, Okla., to Los Angeles, Avon and Martinez, Calif., 
in 1920 and 1921. A combination of the local rate of the Union 
Traction Company and the transcontinental blanket rate was 
in effect and was applicable, the examiner said. The shipments 
moved about 60 days after the blanket rate was supposed to 
have been put in from points on the traction company line and 
30 days before they became operative. The examiner said no 
showing was made by the defendants to justify rates from 
Delaware higher than the blanket group rate from other points 
in that part of the mid-continent field. 


COPPER INGOT REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner A. S. Parker in No. 17998, 
Federated Metals Corporation vs. Pennsylvania, as to a rate of 
23.5 cents on 14 carloads of brass and copper ingots, shipped 
from East Liberty, Pa., to Detroit, Mich., between January 1 
and November 21, 1925. The rate was said to be in violation 
of the long-and-short-haul part of the fourth section. 

The examiner said the Commission should find the rate was, 
is and for the future will be unreasonable to the extent it ex- 


ceeded, exceeds or may exceed the rate contemporaneously in - 


effect, from Baltimore to Detroit. He said that that finding 
should be made without prejudice to any finding that might be 
made in I. and S. No. 2695, as to the rate for the future. That 
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case involves the whole question of the copper and brass ad- 
justment, the schedules under suspension being those the car. 
riers filed in supposed compliance with the Commission’s deci- 
sion in Brass, Bronze, and Copper Articles, 109 I. C. C. 351. 


REPARATION ON OATS 


Examiner W. K. Berryman, in No. 17928, Albers Bros. Milling 
Co. vs. Atchison, Topeka & Santa Fe et al., recommended that 
the Commission award reparation against the Santa Fe to the 
basis of charges on a carload of oats, from Porum, Okla., to 
Oakland, Calif., and thence reconsigned to McCloud, Calif., that 
would have obtained had the Santa Fe followed instructions in 
the handling of the shipment, which was made in September, 
1922. Had instructions been obeyed, the examiner said, the 
complainant would have been entitled to a refund of $132. The 
Santa Fe contended that refund would be due if the delivering 
carrier would collect at the rate of 29.5 cents from Oakland to 
destination. The examiner, however, pointed out that it was 
the Santa Fe that held out that a refund would be made and 
that it if had followed instructions charges would have been 
collected at destination on the basis of the 29.5-cent rate from 
Oakland to destination. He said its failure to give instructions 
to the agent of the McCloud River Railroad Company caused the 
failure of collection to be made upon the basis upon which the 
complainant relied. 


TENTATIVE VALUATION REPORTS 


Harriman and Northeastern Railroad Company, 
30, 1918, total owned, $789,886; total used, $789,112. 
ssse00g Union Depot and Railroad Company, as of June 30, 1916, 

Ogden Union Railway and Depot Company, as of June 30, 1916, 
total owned, $907,058; total used, $1,756,558. 

Southern Pacific Terminal Company, as of June 30, 1918, total 
owned, $3,677,912; total used, $3,677,112. 

Cincinnati, Burnside & Cumberland River Railway Company, as 
of June 30, 1918, $76,000. 

Canton Railroad Company, as of June 30, 1918, total owned, $530,- 
500; total used, $1,195,208. 

Cincinnati Northern Railroad Company, as of June 30, 1918, total 
owned, $7,335,000; total used, $7,343,514. 


as of June 


FINAL VALUATION REPORTS 


Valuation docket No. 777, Youngstown and Northern Railroad 
Company, opinion No. B-407, 116 I. C. C. 475-90, final value for rate- 
making purposes of property owned and used for common-carrier 
purposes found to be $556,000, as of June 30, 1919. 

Valuation docket No. 647, Lawndale Railway and Industrial Com- 
pany, opinion No. B-403, 116 I. C. C. 424-36, final value for rate-making 
purposes of property owned and used for common-carrier purposes 
found to be $81,575, as of June 30, 1918. 

Valuation docket No. 601, Leavenworth and Topeka Railway Co., 
opinion No. B-410, 116 I. C. C. 512-29, final value, for rate-making 
purposes of the property owned and used for common carrier purposes, 
found to be $900,000 and of the property owned but not used, $401, 
as of June 30, 1916. 

Valuation docket No. 530, Fulton Chain Railway Co., opinion No. 
B-411,116, I. C. C. 530-41, final value, for rate-making purposes, of the 
property owned and used for common carrier purposes, $56,000, as of 
June 30, 1917. 

Valuation docket No. 598, Fredericksburg & Northern Railway 
Co., opinion No. B-406,116, I. C. C. 458-74, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, $357,815, as of June 30, 1919. 


FINANCE APPLICATION 


The Southern Bell Telephone & Telegraph Company and the 
Murray Telephone Company have asked the Commission to approve 
acquisition by the Southern company of the property of the Murray 
company at and around Murray, Ky. 

The Alabama Great Southern has applied for authority nominally 
to issue $500,000 of 5 per cent first consolidated mortgage bonds. The 
bonds are not to be sold at this time. The Seaboard Air Line has 
applied for authority to acquire control by lease of the Tampa & Gulf 
Coast. The Seaboard owns the stock of the Tampa & Gulf Coast. 

The Smoky Mountain Railroad has applied for authority to acquire 
the property formerly operated by the Knoxville & Carolina from 
Vestal to Sevierville, Tenn., a distance of approximately 27 miles. In 
a separate application it asked authority to issue $100,000 of capital 
stock in payment for the property. In another application the Ten- 
nessee & North Carolina asked authority to acquire control of the 
Smoky Mountain by lease. 

The receivers and the reorganization committee representing se- 
curity holders of the Gainesville Midland Railway have applied for 
authority to abandon that part of the Gainesville Midland’s line ex- 
tending from Belmont to Monroe, Ga., a distance of 32 miies. 

The Seaboard Air Line has applied for authority to acquire con- 
trol by purchase of stock of the Gainesville Midland Railroad Com- 
pany which has been organized to take over that part of the old 
Gainesville Midland between Gainesville and Fowler Junction, Ga., 
a distance of 38 miles. The new company asked authority to issue 
3,000 shares of stock and $360,000 of bonds, the latter to be guaran- 
teed by the Seaboard. 


ALLEGHENY ADVISORY BOARD 

The Allegheny Shippers’ Advisory Board will hold its first 
regular meeting at the William Penn Hotel, Pittsburgh, Decem- 
ber 17. Commodity committee reports will be read estimating 
the prospective production of each industry in the territory for 
the first quarter of 1927 and comparing those estimates with 
production in 1926. A representative of the car service division 
of the American Railway Association will be present to outline 
transportation conditions over the country and the local district 
manager will give a similar report covering the district of the 
board. Invitations have been sent to several thousand shippers 
in the district. On the day preceding the meeting of the board 


the executive committee will meet at the Pittsburgh Chamber of 
Commerce. 
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Loss and Damage Decisions | 
| 
Cases Recently Decided by State and Federal Courts | 
H igests taken from Reporters and Digests of National Reporter 
i a published by West Patkiehine Co., St. Paul, Minn. | 
H Copyright by West Publishing Co.) 
—_—_—_—_—_—_—_—“—_—_—_—_—_—_—_ 
CARRIAGE OF LIVE STOCK 

(Supreme Court of Oklahoma.) Where a plaintiff’s own un- 
lawful act concurs in causing the damage he complains of, he 
cannot recover compensation for such damage.—Schaff vs. Rich- 
ardson, 250 Pac. Rep. 133. 

Record examined, and held that the evidence adduced on 
the trial of the instant case was not sufficient to support the 
verdict of the jury and the judgment rendered thereon.—Ibid. 

BILLS OF LADING 

(Supreme Court of Louisiana.) Obligations of carrier as 
to an interstate shipment are to be determined by act Cong. 
Aug. 29, 1916 (U. S. Comp. St., sec. 8604aaa et seq.), relating to 
bills of lading in interstate and foreign commerce substantially 
similar to La. Act No. 94 of 1912.—Canal-Commercial Trust & 
Savings Bank vs. New Orleans, T. & M. Ry. Co., 109 So. Rep. 834. 

Pledgee of negotiable bill of lading, pledged as collaterial 
security for a loan, in view of Act Cong. Aug. 29, 1916 (U. S. 
Comp. St., sec. 8604aaa et seq.), substantially similar to La. Act 
No. 94 of 1912, and Civ. Code, art. 3162, held not to annul pledge 
and lose his lien on goods by returning bill of lading to pledgor 
temporarily on a trust receipt, as against carrier stopping ship- 
ment in transit and diverting it to shipper, not on strength of, 
but in spite of, consignee’s having possession of bill of lading.— 
Ibid. 

Person who withdraws on trust receipt collateral securities 
which he has pledged to secure a debt holds the securities in 
a fiduciary capacity as trusteee for account of pledgee, in view 
of Act No. 120 of 1910.—Ibid. 





Miscellaneous Decisions 
| Traffic Cases Recently Decided by State and Federal Courts 


| (Digests taken from Reporters and 
} System, published by West Publi Co., St. Paul, Minn. 


i Copyright by West Publishing Co.) | 


ests of National Reporter 


REGULATION OF COMMON CARRIERS 


(District Court S. D. New York.) Judicial Code, sec. 207 
(Comp. St., sec. 993), giving District Court jurisdiction of suits 
to enjoin, annul, or suspend “any order” of Interstate Commerce 
Commission, does not include orders relating to practice or 
procedure of Commission, and gives court no jurisdictin of suit 
to enjoin Commission from proceeding under so-called order prac- 
tically reopening valuation proceedings in respect to items not 
excepted to by railroad.—New York, O. & W. Ry. Co. vs. United 
States (Interstate Commerce Commission, Intervener), 14 Fed. 
Rep. (2d) 850. 

(Supreme Court of Washington.) Tug and barge company, 
accepting business from public generally, except where financial 
responsibility of customer was not satisfactory or service in- 
volved undue hazard, held a “public carrier,” within Rem. Comp. 
— sec. 10344.—State vs. Washington Tug & Barge Co., 250 

ac. 49. 

Test of “public carrier is’ whether he holds himself out as 
being ready and willing for hire to carry particular classes of 
goods for all who may desire transportation between places 
between which he professes to carry.—Ibid. 

Whether carrier is a “public carrier’ must be determined 
by business actually carried on, and not by secret intention or 
mental reservation of owners or operators.—Ibid. 

Express contract for carrier’s services, made prior to ren- 
dition thereof, does not make carrier a private carrier.—Ibid. 

Trial court’s determination on facts not in serious dispute 
that tug company was public carrier held not a finding of 
fact which Supreme Court would not disturb.—Ibid. 

(Supreme Court of Oregon.) Injunction lies to prevent 
threatened enforcement by prosecuting officers of void statute, 
which will affect property rights of party—Purple Truck Garage 
Co. et al. vs. Campbell et al., Public Service Commission, 250 
Pac. Rep. 213. 

In ascertaining judicial value of statute, it is necessary to 
consider not what actually has been done under it, but what 
it authorizes and permits to be done.—Ibid. 

On basis of reasonable classification in exercise of police 
bower, legislature may regulate use of highways and forbid use 
of them for some purposes, but cannot lawfully make otherwise 
Proper use depend on compulsion of user unwillingly to become 
common carrier.—Ibid. 
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Persons or corporations engaged in transporting merchan- 
dise for others for hire, over public highways, but not for general 
public, whether considered as common carriers or not, are not 
subject to control of Public Service Commission, under -Laws, 
Sp. Sess. 1921, p. 35, c. 10.—Ibid. 

(Supreme Court of Mississippi, Division A.) Under Hem- 
ingway’s Code, secs. 72, 73 (Code 1906, secs. 90, 91), certiorari 
will not lie to review order of railroad commission fixing intra- 
state freight rates under authority of sections 7627, 7634 (Code 
1906, secs. 4842, 4849), determination of such rates being a leg- 
islative and not a judicial function.—Illinois Cent. R. Co. et al. 
vs. Mississippi R. Commission et al., 109 So. Rep. 868. 

State railroad commission has no implied power.—Ibid. 

(Court of Civil Appeals of Texas, Dallas.) Since defendant 
carrier, knowing of wheat embargo, was under duty to prevent 
plaintiff from loading cars in ignorance of embargo, failure to 
warn plaintiff estopped defendant from setting up embargo as 
bar to plaintiff's recovery of demurrage charges paid.—Davis, 
Director-General, vs. Martin, 287 S. W. Rep. 113. 

National Car Demurrage Rules and Charges, effective De- 
cember 1, 1919, held inadmissible because irrelevant and im- 
material to issue involved in suit for recovery of September 
and October, 1919, demurrage charges.—lIbid. 


ASSIGNED CAR ARGUMENTS 


The Supreme Court of the United States, on December 6, 
announced the assignment of the assigned car cases for argu- 
ment on February 28. They are Nos. 606, 709, 710, 711 and 712, 
United States and Interstate Commerce Commission vs. Akron, 
Canton & Youngstown et al. The lower courts set aside the 
Commission’s order in the assigned car case. Inasmuch as there 
has been no period of acute car shortage since the Commission 
issued its order, the interest in the matter has not been as 
keen as it would have been in the days before the railroads 
began watching car movements so closely that, without any 
large increase in the amount of equipment, they have been able 
to move a larger volume of business than at any other period 
in their history. 


SOUTHERN GRAIN FIGHT 
The Trafic World Washington Bureau 


Just about the time the Commission was hearing the last 
of the arguments in the case created by the proposal of the 
Soo Line and the Minneapolis & St. Louis to make a six-cent 
reduction in rates on grain and grain products from Minneap- 
olis to the east, division 2 was wrestling with a proposal to 
make reductions on grain and products from Arkansas and 
Oklahoma to Carolina territory, via Memphis, ranging from one 
to six cents. The division first decided, in I. and S. No. 2803, 
to suspend the proposed rates from December 3 to April 2. 
Its order, running against supplements Nos. 13 and 14 to Spei- 
den’s I. C. C. No. 921, supplement No. 17 to his I. C. C. No. 927 
and supplements Nos. 13 and 14 to his I. C. C. No. 937 and his 
I. C. C. No. 1038, was issued late on December 2. (See Traffic 
World, Dec. 4). 

Still later on that same day the division announced that, 
on further consideration of the record, it had decided to vacate 
its earlier order and discontinue the proceedings. Thereby it 
permitted the proposed reductions to become effective with the 
first minute of December 3. 

No explanation was offered for the reversal. No explana- 
tion is ever offered either for suspension or a refusal to sus- 
pend. When an investigation and suspension is discontinued 
the Commission announces, if it be the fact, that it has taken 
such a step because the proposing carriers have withdrawn their 
tariffs. No such reason for discontinuance of the suspension 
order in this case was possible because, as shown by the papers 
put out in connection therewith, it was brought about by a 
change of mind on the part of the division which had considered 
the matter. Two formal moves were made necessary by the 
fact that, as soon as the vote to suspend was taken the pa.'ties 
in interest were notified. The mandate of suspension having 
been made known to the interested parties, the formalities had 
to be observed, the suspension and the order recalling it being 
put on the table in the public reference and press rooms at 
the same time on the morning of December 3. 

Defense of the reductions was undertaken by the Southern 
Railway. It said that it had to resort to the reductions as the 
only method left open to it to observe the long-and-short-haul 
part of the fourth section on grain originating at points in 
Oklahoma and destined to points in Carolina territory so that 
the rates from the Oklahoma points would not exceed the rates 
from more distant points in Kansas. 

The reductions are accomplished by the publication of pro- 
portionals lower, by amounts ranging from one to six cents, 
than that rates from Memphis proper. That is, on grain from 
Oklahoma destined to Carolina territory, the Memphis local rates 
are to be set aside and a scale of proportionals, lower than the 
Memphis proper rates, are to be substituted so that the total 
charges from points in Oklahoma to destinations in Carolina 
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territory will not be higher than the charges on grain from 
more distant points in Kansas. 

Protests were made by the Cincinnati Grain and Hay Ex- 
change, the Evansville Chamber of Commerce, the Richmond 
(Va.) Chamber of Commerce, the Merchants’ Exchange of St. 
Louis and the Louisville Board of Trade. They are interested 
in the trade in grain moving via St. Louis and the Ohio River 
crossings. Their interest arises from the fact that the carriers 
try to equalize the crossings so that the dealers interested in 
the trade via the protesting gateways may compete with Mem- 
phis dealers in the destination territory. 

Lines west of the Mississippi are not interested exclusively 
in either set of crossings. The question of equalization was one 
for the carriers east of the river, the Frisco, for instance, having 
a line to Birmingham, Ala. The lines west of the river, it ap- 
peared, were not interested in whether the grain went east via 
St. Louis and the Ohio River crossings or via Memphis. They 
cross-haul the grain in much of the so-called equalization terri- 
tory west of the Mississippi, the line of the Union Pacific being 
regarded as the boundary between equalization and non-equaliza- 
tion territory, although the equalization is not absolute except 
from a relatively few points. 

The protesting grain organizations objected to the estab- 
lishment of the proportionals on the ground that if any changes 
were to be made the equalization should not be broken. The 
southern lines said they had tried to figure out a method of 
handling the situation with the western lines, but that the latter 
had not accomplished anything toward the elimination of the 
fourth section violations. In their protest, the protesting grain 
organizations said, in part: 


Your petitioners submit that it would be distinctly unfair and 
improper for the carriers to propose a reduction in the rates via 
the Memphis gateway without any reduction via any other gateway, 
when the through rates are already controlled by Memphis combina- 
tion using the factors as they are at present published, Memphis being 
the rate-break market and in most instances on the short route, par- 
ticularly when it is recalled, effective October 1, 1921, in Agent F. 
L. Speiden’s I. C. C. No. 501, the proportional rates on grain and 
grain products from Memphis, Tenn., to Carolina territory points 
were made non-applicable on traffic originating at points in the 
states of Arkansas, Oklahoma, Louisiana and Texas. The Memphis 
interests asked for and secured the suspension thereof. In the record 
under I. C. C., I. & S. Docket No. 1410, 66 I. C. C. 19, the history of 
the rates on grain and grain products from Memphis, Tenn, to Caro- 
lina territory points is fully dealt with and reference to the report 
and order will disclose that the adjustment was found fully justi- 
fied by the Commission. 

To cite a few illustrations: To Raleigh, N. C., from Moark, Ark., 
on the Missouri Pacific Railroad, via Memphis, Tenn., present, wheat, 
53 cents; coarse grains 51% cents; proposed, wheat, 47 cents; coarse 
grains, 45% cents—via Cairo, Ill., present, wheat, 561%4 cents; coarse 
grains, 54% cents—via St. Louis, Mo., present, wheat, 62% cents; 
coarse grains, 60% cents. It will be noted the through rates via 
Cairo already are higher than the through rates via Memphis, to 
the extent of 3% cents on wheat and 3 cents on coarse grains, yet it 
is proposed to still further reduce the rates via Memphis by the publi- 
cation of a proportional rate, 6 cents less than the rates from Memphis, 
proper, thus making the proposed through rates via Memphis 9% cents 
on wheat and 9 cents on coarse grain less than the present through 
rates via Cairo, although the total distance through Memphis is only 
7 miles less than through Cairo. To Raleigh, N. C., from Delaware, 
Okla., the present rates via Memphis and via Cairo, Ill., are the 
same,-.or 68 cents on wheat and 65 cents on coarse grains, via St. 
Louis, Mo., 69144 cents on wheat, 661%4 cents on coarse grains and it 
is proposed to apply a proportional rate of 31 cents from Memphis, 
Tenn., to Raleigh, N. C., made by deducting 6 cents from the rate 
from Memphis proper, resulting in the proposed through rates via 
the Memphis gateway being 6 cents less than the present rates via 
the Cairo gateway and 7% cents on wheat and coarse grain less than 
via the St. Louis gateway, where the present rates via Memphis are 
only 1% cents less than via the St. Louis, Mo., gateway. The through 
distances are 1292 miles via Memphis, 1383 miles via St. Louis and 
1414 miles via Cairo. To Raleigh, N. C., from Tulsa, Okla., the present 
through rates via Memphis, Tenn., are 2 cents less than via St. Louis, 
Mo., and it is proposed to establish proportional rates from Memphis 2 
cents on wheat and 1% cents on coarse grains less than the rate from 
Memphis proper, thus making the proposed through rates via Mem- 


phis 4 cents on wheat and 3% cents on coarse grains less than via 
the St. Louis, Mo., Gateway. 


CLASS RATES TO ARIZONA 


The Traffic World Washington Bureau 

Arguments were made on December 4 to the entire bench 
of the Commission in No. 14999, Arizona Corporation Commis- 
sion et al. vs. Arizona Eastern et al., pertaining to class rates 
between Arizona, New Mexico, Texas and California, the com- 
plainants contending that they were unjust and unreasonable 
and unjustly discriminatory and uduly prejudicial. The case was 
argued, the first time, on October 7, 1925. 

Prior to the time of the filing of the complaint the Arizona 
commission conducted an investigation of class rates within the 
state and made an order establishing new rates. The carriers 
procured an injunction. The shippers in the affected states, as 
interveners, regarded the case before the federal Commission 
as extremely important because, as they viewed the matter, the 
decision of the federal Commission would dispose of the ques- 
tions before the state commission because that body would fol- 
low the federal Commission. The state commission, in its de- 
cision, followed the lead of the federal Commission in what is 
known as the Klamath county case, 74 I. C. C. 207, in which the 
shippers contend the Commission gave recognition to the facts, 
which, in Ex Parte 74, caused the federal body to set off the 
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mountain-Pacific group from the rest of the western territory 
because the condition of the carriers therein, in a financia] 
sense, was not so necessitous as the condition of carriers in other 
parts of western territory. The existing rates, the intervening 
shippers contended, having been established in 1912 and 1913, 
took no account of the good condition of the carriers, nor the 
changes that had taken place since that time, such as the re. 
duction of passenger fares and express rates, because the car. 
riers could afford the reductions. 


Arizona shippers attacked the scale proposed by the exam. 
iner as the next highest in the mountain-Pacific group. Texas 
shippers concurred generally with Arizona. At the first argu. 
ment the Denver shippers made no objections to the proposals 
of the examiner. El Paso shippers questioned the worth of the 
showing made of more favorable conditions in traffic between 
Los Angeles and the affected territory. The Texans pointed out 
that while it was true that Los Angeles county had a larger 
population than El Paso county, it was also true that in the 
matter of density of population in the intermediate territory the 
figures favored El Paso. The shipper contentions were based 
upon jobbing propositions, jobbers being interested in the class 


rates through their desire to do business in the intervening 
territory. 


The railroads, at the first argument, suggested that the 
Commission should have investigated conditions in Arizona be. 


fore a proposition was made to have uniform rates for all rail- 
roads in Arizona. 


Arguments on December 4 were made by Charles E. Blaine 
for the complaining Arizona interests; by Elmer Westlake and 
J. E. Lyons, for the railroads; by H. C. Keene, for the Los 
Angeles jobbers; H. R. Brashear, for the Los Angeles Chamber 
of Commerce, and E. R. Tanner, for the El Paso Freight Bureau. 


D. & H. CONTROL OF B. R. & P. 


In exceptions and brief in finance docket No. 5656, applica- 
tion of the Delaware & Hudson for authority to acquire control 
of the Buffalo, Rochester & Pittsburgh by lease, attorneys for 
the applicant contended that the examiner, in his proposed re- 
port, made errors and that the lease should be approved as 
in the public interest. They pointed out that the New York 
Central and the Baltimore & Ohio, competitors of the Delaware 
& Hudson, and so designated by the examiner, were the only 
ones who opposed the making of the lease. 


The attorneys argued that where control of one road by 
another would result in substantial public advantage, as they 
claim would be the fact in this case, the question whether they 
connected was immaterial to the decision of whether such con- 
trol should be approved. They claimed that the Tionesta case, 
94, I. C. C. 39 and 105 I. C. C. 570, cited by the examiner, would 
be shown by a reading to be utterly inapplicable and that the 
sentences taken from the report by the examiner were mislead- 
ing. Another point was that the lease was in accord with 
public policy, citing many cases in which the Commission has 
approved leases. 

Other points made by them were that the lease was at- 
tended with exceptional advantages in the public and, among 
other things, the stabilization of earnings and the economical 
use of equipment; that the terms of the lease were just and 
reasonable; that the lease furthered the purpose of Congress 
to combine railroads; that the objections of the Baltimore & 
Ohio were invalid because, among other things, that carrier 
did not use any part of the line of the lessor, but merely turned 
over traffic to it because to do so was to its advantage; and be- 
cause the lease would preserve and stimulate competition. 
Speaking of the trackage agreements between the Buffalo, Roch- 
ester & Pittsburgh and the Baltimore & Ohio, the Delaware & 
Hudson attorneys said they did not constitute a charitable or 
altruistic gesture by the Baltimore & Ohio. They were, wun- 
doubtedly, they said, advantageous to both the Baltimore & Ohio 
and the Buffalo, Rochester & Pittsburgh and added that there 
was no reason why they should not be continued irrespective 
of the ownership or the control of either of them. 


Although noting exceptions to certain parts of the proposed 
report of Examiner Weed recommending denial of the appli- 
cation of the Delaware & Hudson for authority to acquire con- 
trol of the Buffalo, Rochester & Pittsburgh by lease, the New 
York Central, in a brief of exceptions filed with the Commission, 
asks that the Commission find that the proposed acquisition will 
not be in the public interest, and also that the Commission lay 
down the principle that authority to acquire control will not be 
granted unless there is some physical connection between the 
lines involved. There is no physical contact between the lines 
of the D. & H. and the B. R. & P. 


SMITH NOMINATION SENT TO SENATE 
The nomination of Roland K. Smith, who has been serving 
as a member of the Shipping Board under a recess appointment, 
was sent to the Senate December 7 by President Coolidge. 
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SHORT LINE CONVENTION 
The Traffic World Washington Bureau 


A review of the railroad legislative situation featured the 
annual report of Bird M. Robinson, president of the American 
Short Line Railroad Association, which met in convention at the 
Willard hotel, December 8 and 9. 

The short line railroads, Mr. Robinson said, had participated 
fully and had contributed substantially “to the very great service 
rendered the public by the steam rail carriers during the year.” 
He said the great volume of traffic had been handled by the 
roads regardless of the fact that the majority in number of 
roads had not received a fair return for the service thus 
rendered. 

“It ig true that some of the carriers have received more than 
the fair return fixed by the law, and by the Interstate Commerce 
Commission; the fact that some of the carriers have earned 
more and others less than a fair return for services rendered 
demonstrates the injustice of the present governmental] regula- 
tions and limitations,” said Mr. Robinson. 

“It proves either that it is unfair and unjust to hold rates 
at a low level because higher rates will enable some carriers to 
receive too much, thereby preventing a very large percentage of 
the carriers from receiving enough, or that the division of the 
joint revenue is not equitable. 

“The cry that rates are too high has not been heard as fre- 
quently during this as in former years, but it has not been 
defeated, only suppressed by the hum of successful industry and 
commerce. The demand for reduced rates is made not only by 
the politician, who seeks to gain preferment thereby, but by 
many strong and influential business concerns and by those 
opposed to the railroads on general principles; and it will, with- 
out doubt, come to the surface again the moment there is any 
material decrease in the present prosperous business conditions. 
The fight to defeat the efforts of certain classes to reduce the 
earnings of the carriers and further restrict them in many im- 
portant respects, is still to be made.” 


Discussing the subject of consolidation of railroads, Mr. 
Robinson said recent developments had emphasized that the 
consolidation of all the roads into large, well-balanced systems 
was vital, not only to the owners of short lines that rendered a 
real public service but even more so to the public they served. 
He referred to applications pending before the Commission for 
approval of mergers of “certain strong and profitable roads, but 
none of them included connecting short lines.” He also referred 
to views expressed by L. F. Loree on the subject of scrapping 
30,000 miles of line, although he did not name Mr. Loree. He 
did not think the Congress, the Commission, the public or the 
owners of the short lines would permit the scrapping of any 
such extensive mileage but he said if the consolidation of strong 
lines, as had been attempted, was permitted, without the inclu- 
sion of short and weak roads, the result would be that “many of 
them will be surrendered, their traffic divided and they will soon 
drift into the ‘scrap pile.’’””» He urged the owners of short and 
weak roads to be on guard to save their roads from destruction. 
Mr. Robinson referred to the Cummins and Parker consolidation 
bills. The view was expressed that the Cummins bill probably 
would be sent back to committee for revision and that the 
Parker bill might be passed in the House in the present session 


nom that because of the shortness of the session, its chances were 
imited. 


Tribute was paid to the late Senator Cummins by Mr. 
Robinson: 


While doing all in his power to preserve the main lines in an 
efficient condition, he (Senator Cummins) worked unceasingly to 
Save all short and weak roads that render a real public service. 

The public and its transportation interests lost, in the death of 
Senator Cummins, one of the best informed and most conservative 
men that ever served in the senate with respect to its transportation 
Problem and ‘we all owe him a great debt of gratitude. 


Disappointment was expressed by Mr. Robinson that short 
line railroads did not participate to a greater extent than they 
did in No. 18300, Motor Bus and Motor Truck Operation. On 
that subject he said: 


. Hearings were held throughout the United States, thus giving all 
interested parties an opportunity to present the facts. We communi- 
cated with our members several times, advising that these hearings 
afforded them an opporunity to show the unfairness of present con- 
ditions; the injustice being done them, and the necessity for relief. 
We gave notice that we would send a competent representative of 
the association to each of the hearings for the purpose of aiding 
members to present the facts. 

The response to our communication and the attendance of rep- 
resentatives of members was astonishingly small. We were impressed 
with the fact, that notwithstanding all of the complaints made in our 
meetings in the past, our members either did not comprehend or 
appreciate the opportunity the Commission had given them or that 
they had become indifferent with respect to that subject. A limited 
number of our members did attend some of the hearings. They were 
assisted in presenting their testimony by the association representa- 
tives and some very valuable facts were placed in the record. 

Ve are advised and believe, that upon the whole, the showing 
——_ by the advocates of regulation of motor buses and trucks, espe- 
eo ly those engaged-in interstate transportation, was not impressive, 
Fs weak, and as a result we fear that the finding of the Com- 

Ssion will be such as not to aid in securing the enactment of any 
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law by Congress regulating the operation of that kind of transporta- 
tion facilities. 


An analysis of the testimony at the various hearings held by the 
Commission, shows in a most general way, that there were in op- 
eration in the United States, in 1925, from 75,000 to 80,000 motor 
buses, and that of the loss of traffic by the rail carriers, from 75 to 
90 per cent was due to private passenger cars rather than to the 
motor buses. 

That record shows that there are now not less than 2,250,000 
motor trucks in operation; of that number not more than 2,500 are 
classed as common carriers, and that not more than two or three 
per cent of the total of all business handled by common carrier trucks 
is interstate, hence it would seem that the efforts to regulate motor 
buses and trucks should be confined to the states. 


Mr. Robinson discussed favorably the Gooding bill providing 
for a reduction in the rate of interest on railroad indebtedness 
to the government. He referred briefly to the Hoch-Smith reso- 
lution and said the Commission, after a year, was still actively 
and earnestly trying to comply with the resolution “but there is 
much to do and far to go before it can act intelligently and 
justly in that respect.” 

The railway mail pay situation as it related to the short 
lines was discussed by Mr. Robinson. He referred to the efforts 
of the association to obtain equitable treatment for short lines 
in the matter of car hire. He reported the favorable action by 
the voters of California last November as to amendment of the 
state constitution providing for a reduction in the tax imposed 
on short lines. 

Ben B. Cain, vice-president and general counsel of the asso- 
ciation, informally discussed various features of pending legis- 
lation. 

Members of the association were urged by Mr. Cain to sup- 
port the Parker consolidation bill. There were features in the 
Cummins bill that the short lines had deemed desirable but it 
was believed that the Parker bill, with its provisions relating to 
inclusion of short lines, would meet the situation confronted by 
those lines with reference to consolidation. 

The Mayfield bill, which provides that extensions of rail- 
roads may be built without approval of the Commission, was 
discussed, and the officers of the association were authorized to 
recommend the adoption of an amendment to the effect that 
where an existing short line would be paralleled by a proposed 
extension, provision should be made to include the existing line 
in the extension. 

The association approved the Pittman bill (S. 4390) provid- 
ing for exemption of short lines of a certain class from the re- 
capture provisions of section 15a. A hearing on this bill is to 
be held December 14 before the Senate interstate commerce 
committee. 

The Gooding refunding and interest bill, providing for re- 
duction of the rate of interest on railroad indebtedness to the 
government, was approved after an address by E. G. Buckland, 
vice-president of the New Haven, explaining the measure and 
the relief it would give the railroads that were indebted to the 
government. 

At the association’s dinner on the night of December 8, 
addresses were made by Alfred P. Thom, general counsel of the 
Association of Railway Executives, Commissioner Richard V. 
Taylor, and Senator Pittman, of Nevada. Mr. Thom discussed 
railroad consolidations and the proposed legislation on that sub- 
ject. Commissioner Taylor referred only incidentally to the 
problem of railroad regulation. He said he was opposed to the 
abandonment of any line of railroad along which people had 
settled and built towns, declaring that the tearing up such a 
railroad was a tragedy. Senator Pittman thought there should 
be an end to the talk about Congress interfering with the dis- 
cretion vested in the Commission when Congress saw fit to es- 
tablish a definite policy with respect to some phase of transpor- 
tation regulation. C. M. Oddie, representing western short lines, 
at the request of Senator Pittman, explained the reason why 
enactment of the Pittman bill exempting certain short lines 
from recapture provisions of the law was sought. He said some 
of these lines had a short line in which they might have excess 
earnings and that such earnings should not be taken from them. 
Ben B. Cain, Jr., sang a number of humorous songs. 

The Association, at its closing session, December 9, adopted 
a resolution favoring legislation placing coastwise traffic through 
the Panama Canal under the regulation of the Commission. It 
also adopted a resolution opposing efforts to have the surcharge 
on travel in Pullman cars removed. 


OCTOBER OPERATING RESULTS 


The net railway operating income of the Class I railroads 
in October totaled $146,099,828, which for that month was at the 
annual rate of return of 5.45 per cent on their property invest- 
ment, according to the Bureau of Railway Economics. In Octo- 
ber last year, their net railway operating income was $137,999,- 
971 or 5.26 per cent on their property investment, the bureau 
said, continuing as follows: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
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terest and other fixed charges are paid. This compilation as to earn- 
ings in October is based on reports from 185 Class I railroads repre- 
senting a total mileage of 237,173 miles. 


Gross operating revenues for the month of October amounted to 
$608,798,659 compared with $591,268,471 in October last year, or an 
increase of three per cent. Operating expenses in October this 
year totaled $414,708,774 compared with $410,240,992 in the same 
month last year or an increase of 1.1 per cent. 


Class I railroads in October paid $37,359,166 in taxes, an in- 
crease of $3,452,084 or ten per cent over the same month in 1925. 
This brought the total tax bill of the Class I railroads for the 
first ten months this year to $329,379,169, an increase of $29,643,944, 
or ten per cent above the corresponding period last year. 


Eleven Class I railroads operated at a loss in October this year 
of which seven were in the eastern district, one in the southern and 
three in the western district. 


Class I railroads for the first ten months in 1926 had a net rail- 
way operating income amounting to $1,035,475,630, which was at the 
annual rate of return of 5.25 per cent on their property investment. 
During the corresponding period last year their net railway operating 
income amounted to $936,960,604 or 4.86 per cent on their property 
investment. 


Gross operating revenues for the first ten months in 1926 amounted 
to $5,363,140,570 compared with $5,131,597,622 during the corresponding 
period last year or an [Increase of 4.5 per cent. Operating expenses 
for the first ten months’ period this year totaled $3,907,340,652 com- 
pared with $3,810,054,428 during the corresponding period last year 
or an increase of 2.6 per cent. 

Net railway operating income by districts for the first ten months 
with the percentage of return based on property investment on an 
annual basis follows: 





I I SINT 50 Go hs teicieccewecceassseees $ 38,567,402 5.04% 
a Err er ee 188,713,254 5.56% 
NE COON WOON ores cciccccacnvicdseedncecenece 220,684,429 5.34% 
NN REO TOOT 74,712,540 9.04% 
Ge MMBUOE GIBEEICE ooccs Fc Cedics cccdecseces 522,677,625 5.74% 
TEEIE PHOUMEMONT GIBEPICE 6 6.65. ccc dciccccciecocesee 136,405,938 5.76% 
ee Re rerr eerrr re 112,100,112 4.10% 
CREE PEOMTEETE TODION . 6666 c oc ccccccceccsoccvccees 182,669,117 4.88% 
ee CC eee 81,622,838 4.63% 
TOERl WeStGER GIBUTICE... 6.0. cccccccescceccccs 376,392,067 4.57% 
NE EN oc wins wae caenav cies nw asiene ear $1,035,475,630 5.25% 
Railway business and earnings fluctuate from year to year. Only 


the showing of results over a period of years can indicate the real 
trend of railway returns. The rate of return on property investment 
for the five years ending with the month of October, 1926, has 
averaged 4.45 per cent per year. 


Eastern District 


The net railway operating income for the Class I railroads in 
the eastern district during the first ten months this year totaled 
$522,677,625, which was at the annual rate of return of 5.74 per cent 
on their property investment. For the same period last year their 
net railway operating income was $468,631,655, or 5.25 per cent on 
their property investment. Gross operating revenues of the Class I 
railroads for the first ten months in 1926 totaled $2,686,009,806, an 
increase of 5.4 per cent over the corresponding period last year, while 
operating expenses totaled $1,966,972,553, an increase of 3.3 per cent 
over the same period in 1925. 

Class I railroads in the eastern district for the month of Octo- 
ber had a net railway operating income of $67,112,024 compared with 
$56,683,290 in October last year. 4 


Southern District 


Class I railroads in the southern district during the first ten 
months this year had a net railway operating income of $136,405,938 
which was at the annual rate of return of 5.76 per cent on their 
property investment. For the same period last year, the net railway 
operating income amounted to $137,641,471, which was at the annual 
rate of return of 6.08 per cent. Gross operating revenues of the 
Class I railroads in the southern district for the first ten months 
in 1926 amounted to $730,734,724, an increase of 4.6 per cent over the 
same period the year before, while operating expenses totaled $538,- 
748,200, an increase of 5.4 per cent. 

The net railway operating income of the Class I railroads in 
the southern district in October amounted to $15,829,689, while in the 
same month last year it was $17,828,513. 


Western District 


Complete returns except for the Kansas, Oklahoma and Gulf 
Railroad showed that the Class I railroads in the western district 
for the first ten months this year had a net railway operating income 
of $376,392,067, which was at the annual rate of return of 4.57 per 
cent on their property investment. For the first ten months last year 
the railroads in that district had a net railway operating income of 
$330,687,478, which was at the annual rate of return of 4.08 per cent 
on their property investment. Gross operating revenues of the 
Class I railroads in the western district for the first ten months 
this year amounted to $1,946,396,040, an increase of 3.3 per cent over 
the same period last year, while operating expenses totaled $1,401,- 
619,899, an increase of five-tenths of one per cent compared with the 
first ten months last year. 

For the month of October, the net railway operating income of 
the Class I railroads in the western district amounted to $63,158,115. 
The net railway operating income of the same roads in October last 
year totaled $63,488,168. 


CLASS I RAILROADS—UNITED STATES 
Month of October 2996 


1925 
Total operating revenues............... $ 608,798,659 $ 591,268,471 
Total operating expenses................ 414,708,774 410,240,992 
NC aes o 4s Gbis Cmteoavanee ee oeee 37,359,166 33,907,082 
Net railway operating income.......... 146,099,828 137,999,971 
No xg atinace 3 pa si514 «arewenmie ee 68.12 69.38 
Rate of return on property investment 5.45% 5.26% 
Ten Months Ended October 31 
Total operating revenues............... $5,363,140,570 $5,131,597,622 
Total operating expenses............... 3,907,340,652 3,810,054,428 
WE. gaveceet dee ee eibadesdecednbiend 329,379,169 299,735,225 
Net railway operating income........... 1,035,475,630 936,960,604 
Operating ratio ..... Picci wreliesi ele ance «abeiocala 72.86 74.25 
Rate of return on property investment.. 5.25% 4.86% 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 27 
totaled 942,792 cars, according to the car service division of the 
American Railway Association. This was an increase of 19,58§ 
cars over the corresponding week last year and 63,661 cars over 
the same week in 1924. Due to the usual seasonal decline in 
traffic that takes place at this time of the year and also to the 
observance of the Thanksgiving holiday, the total for the week 
of November 27 was a decrease of 136,020 cars under the pre. 
ceding week. 


Revenue freight loading the week ended November 27 and 
for the corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 10,335 and 10,300; live 
stock, 2,701 and 2,880; coal, 51,877 and 28,501; coke, 3,249 and 4,047; 
forest_products, 4,139 and 4,871; ore, 2,343 and 2,019; merchandise, 
L. C. L., 64,652 and 64,225; miscellaneous, 77,044 and 86,311; total, 1926, 
216,340; 1925, 203,154; 1924, 200,485. 

Allegheny district: Grain and grain products, 4,388 and 3,663; live 
stock, 2,148 and 2,332; coal, 59,951 and 40,403; coke, 6,008 and 7,215; 
forest_products, 2,848 and 2,717; ore, 4,619 and 5,854; merchandise, 
L. C. L., 50,514 and 49,785; miscellaneous, 69,362 and 72,133; total, 1926, 
199,838; 1925, 184,102; 1924, 174,270. 

Pocahontas district: Grain and grain products, 234 and 253; live 
stock, 147 and 86; coal, 47,069 and 42,818; coke, 648 and 625; forest 
products, 1,435 and 1,583; ore, 108 and 73; merchandise, L. C. L., 7,032 
one eee neeen, 4,917 and 4,749; total, 1926, 61,590; 1925, 56,548; 

Southern district: Grain and grain products, 3,189 and 4,458; live 
stock, 1,825 and 1,730; coal, 30,808 and 27,041; coke, 797 and 1,146; 
forest products, 19,808 and 22,178; ore, 1,184 and 1,522; merchandise, 
L. C. L., 36,551 and 37,472; miscellaneous, 52,658 and 51,334; total, 1926, 
146,820; 1925, 146,881; 1924, 139,706. 

Northwestern district: Grain and grain products, 8,209 and 12,436; 
live stock, 9,071 and 8,881; coal, 10,497 and 7,881; coke, 1,394 and 1,433; 
forest products, 15,223 and 16,474; ore, 2,195 and 1,947; merchandise, 
L. C. L., 28,244 and 28,317; miscellaneous, 28,075 and 32,078; total, 1926, 
102,908; 1925, 109,447; 1924, 105,764. 

Central Western district: Grain and grain products, 9,630 and 
12,480; live stock, 10,587 and 10,894; coal, 20,278 and 19,298; coke, 339 
and 295; forest products, 7,568 and 9,493; ore, 3,652 and 3,729; merchan- 
dise, L. C. L., 31,132 and 31,385; miscellaneous, 52,598 and 54,922; total, 
1926, 135,784; 1925, 142,496; 1924, 142,366. 

Southwestern district: Grain and grain products, 4,324 and 5,190; 
live stock, 2,926 and 2,857; coal, 7,456 and 6,297; coke, 358 and 199; 
forest products, 8,136 and 7,792; ore, 441 and 392; merchandise, L. C. L., 
15,017 and 14,977; miscellaneous, 40,854 and 42,874; total, 1926, 79,512; 
1925, 80,578; 1924, 71,682. 

Total, all districts: Grain and grain products, 40,309 and 48,780; 
live stock, 29,405 and 29,660; coal, 227,936 and 172,239; coke, 12,793 and 
14,960; forest products, 59,157 and 65,108; ore, 14,542 and 15,536; mer- 





chandise, L. a -, 233,142 and 232,522; miscellaneous, 325,508 and 
344,401; total, 1926, 942,792; 1925, 923,206; 1924, 879,131. 

Loading of revenue freight this year compared with the 
two previous years follows: 

1926 1925 1924 

Wive weeks i JamuOry «<< ccc cccccscces 4,432,010 4,456,949 4,294,270 
Four weeks in Fenruary ....cccccccces 3,676,449 3,623,047 3,631,819 
Pour Weeks 1 BIATCH. <2... ccciccvvceces 3,877,139 3,702,413 3,661,922 
Hour weds Im: AGCll..<..cccccvevccccens 3,795,837 3,726,830 3,498,230 
WiVe WEGES TH WAGs o6<ccccvcicccccccese 5,142,879 4,853,379 4,473,729 
WOU WOOD TR DONC. 0. cccccccwcscgecee 4,112,150 3,965,872 3,625,182 
WOU WEGRS WE FUE 6 ccc ccccccoevccecees 5,245,267 4,945,091 4,470,522 
Four weeks in August... .ccccccccces 4,417,780 4,321,427 3,898,384 
Four weeks in September............. 4,552,378 4,297,936 4,147,885 
Wive Weeks Ih OCStaber.....ccccicwccccecs 6,006,024 5,537,159 5,455,431 
Week ended November 6............. 1,137,210 1,062,646 995,279 
Week ended November 13............. 1,112,886 1,049,940 1,016,843 
Week ended November 20............. 1,078,812 1,057,923 1,010,919 
Week ended November 27............. 942,792 923,206 879,131 

EE Gittaawea cen dessuncvedevausae 49,529,613 47,523,818 45,059,546 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended December 4 totaled 14,406 cars, as compared with 12,611 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 2,698 cars; cabbage, 562 cars; cauliflower, 195 cars; celery, 
567 cars; eggplant, 2 cars; grapefruit, 840 cars; imports, 15 cars; 
grapes, 223 cars; green peas, 30 cars; imports, 1 car; lemons, 141 cars; 
lettuce, 937 cars; mixed citrus fruit, 244 cars; mixed vegetables, 493 
cars; onions, 515 cars; oranges, 2,209 cars; imports, 19 cars; pears, 
100 cars; peppers, 18 cars; spinach, 333 cars; string beans, 77 cars; 
sweet potatoes, 735 cars; tomatoes, 59 cars; imports, 13 cars; potatoes, 
3,428 cars; imports, 122 cars. 


CHICAGO SHIPPERS’ CONFERENCE 


At a meeting of the Chicago Shippers’ Conference Associa- 
tion December 8 a resolution was adopted supporting the Rivers 
and Harbors bill and condemning the Gooding amendment to the 
bill, which would deny the Commission power to give fourth 
section relief so far as competition with the Panama Canal is 
concerned. A special committee was appointed to send a tele- 
gram to R. W. Campbell, who was in Washington, instructing 
him to impress Senator Deneen, of Illinois, and all others inter- 
ested, with the thought that the defeat of the amendment was 
of equal importance to the passage of the bill. The matter of 
whether the association should take any active steps in opposing 
legislation granting the Commission jurisdiction over port to 
port rates was referred to the legislative committee. 
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December 11, 1926 


RIVERS AND HARBORS CONGRESS 
The Traffic World Washington Bureau 


Secretary of War Davis, in the opening address at the twenty- 
second convention of the National Rivers and Harbors Congress 
held at the Willard Hotel December 8 and 9, said he was a 
strong advocate of the improvement of the country’s rivers and 
harbors and that he regarded the supervision of that work as 
one of the most important of the many duties devolving upon 
the Secretary of War. He praised the work of the army engi- 
neers in connection with improvement of rivers and harbors. 
He dwelt on the savings in transportation costs because of the 
improvement of the waterways as follows: 


Roughly, a billion and a quarter dollars have been spent by the 
federal government upon the improvement of our harbors and water- 
ways, but the savings returned to the people by reason of the re- 
duced transportation costs are equal to half a billion dollars annually. 
This dividend of over thirty-three per cent on the investment an- 
nually in savings demonstrates the soundness of this plan. The 
fact that much of the waterborne tonnage is low grade, bulk com- 
modities is sometimes cited by superficially thinking people as de- 
tracting from the importance and value of our waterways. Every 
penny saved in transporting a bushel of wheat to the seaboard and 
thence to foreign markets not only adds a cent to the value received 
by the farmer for that wheat, but increases the value of every other 
bushel of wheat produced by him by the same amount. A decrease 
in the transportation costs of iron ore and coal on our Great Lakes 
system, of lumber and fertilizer on our southern waterways, of sand, 
cement, and gravel returns a saving directly to every citizen of the 
country, no matter how humble he may be. On the one item of 
sugar, the Mississippi Valley System has made possible the saving 
to citizens of our great middle west of over a million dollars in the 
past five years. The savings to farmers of the middle west on grain 
transported via the Great Lakes amounts to over Thirty-six million 
dollars annually. Automobiles are now in almost universal use, and 
the saving of ninety million dollars annually on intercoastal ship- 
ments of petroleum products reduces the annual budget of expenses 
of nearly every citizen east of the Mississippi River. Of the fifty dams 
required for canalization on the Ohio River, only forty-two have been 
completed, and yet the saving effected by the improvement was 
sufficient in the year 1925 to pay all costs of maintenance and op- 
eration together with interest on the money thus far expended on 
the work. On completed waterways, such as the Monongahela River 
and the Great Lakes, the annual savings in transportation costs are 
greater than the entire amount expended for their improvement. 
Cheap transportation is the essential of agricultural and industrial 
prosperity. 

In an address on “Making Statistics Tell the Truth,” Sen- 
ator Ransdell, of Louisiana, objected to the government reports 
on waterway improvement expenditures containing a grand total 
of all expenditures, including maintenance. He said a prelimi- 
nary report prepared by the Chief of Engineers showed that the 
total expenditures for rivers and harbors up to June 30, 1926, 
was $1,391,418,263.47. Of that amount, he said, $985,695,000 was 
for new work and the remainder of nearly $406,000,000 was for 
maintenance, care of canals, operation of locks, surveys, etc. 
He did not think that maintenance expenses should be charged 
to the gross expense of river and harbor improvements, “but 
should have been balanced at the end of each year against the 
benefits derived from the various improvements.” 

“Suppose a similar system of bookkeeping had been applied 
to the nation’s railroads, where would we be?” he asked, adding 
that the total expended on the railroads probably would run 
into the quadrillions—possibly quintillions—‘and it would be 
impossible for them to pay an annual dividend of even a small 
fraction of 1 per cent.” 

R. J. McLean, of Detroit, Mich., in an address on “The 
Great Lakes and Their Traffic,” said that, in 1923, 81 billion 
ton-miles of freight moved over the Great Lakes, while the 
railroads in that year had 416 billion ton-miles. In other words, 
he said, one-fifth of the volume of traffic handled by the rail- 
roads was handled on the Great Lakes. He made similar com- 
parisons with volume of traffic on individual railroads to em- 
phasize his point as to the volume of traffic handled on the Great 
Lakes. 

W. W. Morse, of Minneapolis, Minn., vice-president and 
general manager of the Upper Mississippi Barge Line Company, 
told of the reestablishment of barge line service on the upper 
Mississippi. 


J. Spencer Smith, president of the Board of Commerce and 
Navigation of the state of New Jersey, in an address on “Line 
Haul vs. Terminal Charges,” urged the establishment of line 
haul and of terminal rates, declaring that then each terminal 
would stand on its own feet. He said the carriers, whether 
rail, water, motor truck or air, would fix their tariffs, and that 
the terminal costs could not be hidden or absorbed but would 
be assessed against the merchandise or commodity, the com- 
munity or the carrier, but that what they were and who was 
paying them would be known. Continuing, he said, in part: 


Waterways have their place and rails theirs, as have also 
the motor trucks and the air planes, in our economic fabrics. 
The terminal is the loom that can and will weave them into a 
fabric that will not tear. A rate structure based on the line 
haul and terminal charges is the pattern we must adopt if we 
wish to accomplish this. In this connection I would like to make 
three recommendations: 

1, That the I. C. C. enact a ruling, dividing the rate struc- 
ture into two parts covering the line haul and the terminal costs. 

2. That the mileage and zone basis be employed in fixing 
the line haul and that ten years be given the carriers to work 
the same out. That the terminal charge represent the costs to 
the carriers within a given terminal zone. In large metropolitan 
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centers several zones might have to be established representing 
the differences in costs in handling business within the respective 
zones. 

3. That communities be encouraged to own and control but 
not necessarily operate the terminal facilities within a given 
errrhe reasoning governing the first recommendations is obvious. 
A beginning must be made and the way to begin is to begin. 
The I. C. C. is the only body clothed with power to do something 
and the only one that can act with authority. . 

The second recommendations, if carried out, will give ample 
time for both the carriers and business to adjust themselves to 
the new conditions. The mileage and zone basis enables com- 
modities to move freely and in accordance with the needs and 
requirements of the country. The terminal charges cannot be 
uniform nor can a large center like New York be placed in one 
terminal zone. The terminal charge should as nearly as possible 
represent the actual cost involved in handling the business. _ 

The third recommendation is a logical one if the terminal 
problem is a community one. If a city like Chicago insists on 
having grade crossings eliminated why should the other terri- 


tories served by the railroads pay a proportion of the costs? 
The railroads have to find the money from some source. This 
source is the earnings of the roads. This in turn spells freight 
rates. 


Brigadier-General T. Q. Ashburn, chairman and executive 
of the Inland Waterways Corporation, spoke on the operation 
of the government barge lines and said the service on the lower 
Mississippi was now on a profitable basis. 

Major General Edgar Jadwin, chief of engineers, U. S. Army, 
spoke on the waterway improvement work under the supervision 
of the War Department and the benefits that accrued therefrom. 

Wilbur La Roe, Jr., obtained permission to question Mr. 
Smith on the subject of “Line Haul vs. Terminal Charges.” He 
said that, for many years, Camden, N. J., had enjoyed the same 
freight rates as Philadelphia, and that this parity was an abso- 
lute necessity. He asked if the cost of the service between 
Philadelphia and Camden were added to Camden’s rates would 
not Camden’s rates necessarily be higher than those of Phila- 
delphia? He asked whether the separate imposition of terminal 
charges for terminal services in connection with the elevation 
of grain and compression of cotton would not greatly burden 
agriculture? He said ports of the United States were in keen 
competition with Canadian ports, especially Montreal, and asked, 
in view of the fact the United States could not require separa- 
tion of terminal charges at Montreal, whether Montreal would 
not obtain an advantage that would injure U. S. ports, railroads 
and farmers? He asked whether the proposal of Mr. Smith 
would not disrupt established port equalizations. He also indi- 
cated by a question that he doubted the wisdom of establishing 
a number of zones in New York. Mr. Smith believed that, what 
ever difficulties might temporarily develop as the result of the 
application of his plan, the plan finally would be beneficial rather 
than detrimental to the ports. 

A. H. Ferguson, manager of the bureau of transportation of 
the Board of Commerce of New Bedford, Mass., formerly on the 
staff of the Commission, spoke on “Federal Regulation of Water 
Lines.” He reviewed in a comprehensive manner the situation 
with respect to existing and proposed regulation of water car- 
riers. He took the position that restrictive or stringent regu- 
lation of the rates and practices of the coastwise and intercoastal 
water lines would prove harmful to the American merchant 
marine and to the welfare of the industrial and producing sec- 
tions of the Atlantic and Pacific seaboards. Proposals to regu- 
late the water carriers along the lines of railroad regulation, 
he said, would be detrimental not only to the public interest but 
also to American shippers. He said no further nor ‘more re- 
strictive regulation of water lines was necessary— that pro- 
posed regulation involving charging of tolls for use of water- 
ways would be harmful to the future development of the water- 
ways and the welfare of commerce. 

The Congress adopted a declaration at its closing session 
December 9 against “placing the water-borne traffic of the 
United States or the traffic upon our public highways under the 
control of the Interstate Commerce Commission or any other 
administrative body.” Opposition also was declared to the im- 
position of tolls or other charges for use of the waterways or 
highways. 


REPORT ON WATERWAYS 


In his annual report, made public this week, Secretary of 
War Davis, discussing the Inland Waterways Corporation, which 
operates the government barge lines on the Mississippi and 
Warrior rivers, said the “corporation is a temporary expedient.” 

“It will be continued by the government only until private 
capital is prepared to assume this service which is so vital to 
national development,” said the Secretary. 

Statistics were submitted showing that, for the period July 
1, 1923, to December 31, 1924, the total net loss of the Mississippi- 
Warrior service was $1,174,592.82, including depreciation; while 
for the period January 1, 1925, to June 30, 1926, there was a total 
net profit of $7,775.56, not including depreciation. 

“The concrete result of the operation of the Mississippi- 
Warrior service has been a demonstration that co-ordinated and 
co-operative rail and water transportation can furnish cheaper 
service than all-rail transportation, and that, from such com- 
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bined transportation, each of the carriers may prosper,” said 
Secretary Davis. Continuing, he said: 


The interest of practically every city and community on navigable 
streams has been aroused to the potentialities of water transportation. 
Inland sections have begun to realize the effect and benefits of the 
joint rail-water rates at their disposal. Private capital has already 
been invested to create important common carriers for the Ohio and 
Upper Mississippi Rivers. 

It is gratifying to note that the broad comprehension of many 
railroad executives has resulted in an increasing harmony in relations 
between rail and water carriers. Some criticisms now are directed 
against the waterways system, but for the most part these result 
from a mistaken apprehension of anticipated results. Most of these 
cases arise in localities where the general benefits have not yet been 
fully revealed. 

The Inland Waterways Corporation, through co-operation with 
railways and motor-transport companies, continually seeks to benefit 
the public by the cheaper rates afforded by combined water and land 
transportation. At the same time, the corporation does not overlook 
the interest of the carriers. It seeks the mutual advantage of both 
public and private interests. 


Through its operations, the Inland Waterways Corporation proves 
that such combined transportation facilities will not only be profitable 
and attractive to private capital, but will result in marked savings 
to both the public and the railroads. When this end has been attained 
the Government can relinquish its carriers to private capital for a 
fair return on its investment. The Inland Waterways Corporation 
will then have accomplished the object and purpose of its creation. 


Discussing river and harbor improvement work, Secretary 
Davis repeated statements of army engineers made earlier this 
year to the effect that, after allowing for cost of operation and 
maintenance of the waterways, and after allowing 4 per cent in- 
terest on first cost, the direct economic saving on the movement 
of approximately 200,000,000 tons of commerce on the inland 
waterway system, including the Great Lakes, “has been esti- 
mated as at least $150,000,000 a year.” The secretary said it 
probably was considerably greater. About half the commerce 
and the greater part of the savings occurred on the Great Lakes 
system, he said, primarily because that system was now com- 
plete. Continuing, he said: 


Our inland waterways of approximately 30,000 miles, or about 
one-eighth that of first-class railroads, handle nearly one-sixth as 
much tonnage as do such railroads. This traffic is moved over the 
inland waterways, either because of the unavailability of railroad 
facilities or, as is the usual case, because such tonnage can be moved 
more cheaply by water than by’rail. It is worthy of note that water- 
way commerce is in a flourishing condition in the same sections where 
the railroads are equally flourishing. This proves the fact, now 
recognized by sound economists, that these two forms of transporta- 
tion are essentially complementary and that co-operation serves their 
common interest where competition formerly benefited neither. 

On a basis of ton-mileage the comparison is less favorable to the 
waterways, especially if we omit the Great Lakes, due primarily to 
the incomplete character of certain of the essential trunk lines which 
are restricted, consequently, to short-haul movements. 


Completion of principal existing projects would cost, in 
round numbers, $225,000,000, he said, and would require five 
years even if it were practicable to make such an amount avail- 
able. Continuing, he said: 


While specific forecasts are impossible, it is very evident that 
insistent and justified demands will continue to be made for additions 
to our waterway System. Increase of carriers and the growth of 
business will necessitate progressive work on the intracoastal system, 
extension of the major trunk-line waterways, and the deepening of 
rivers gnd harbors. The demands for additional waterway develop- 
ment will be as natural and as inevitable as were those for the exten- 
sion of the railroad and highway systems in order to serve the 
increasing population, agriculture, and industry of the country. 


I consider it of special importance, however, that new projects 
be held in abeyance until completion of those developments upon 
which there already has been an expenditure of considerable funds. 
Sound business principles dictate that there should not be an increase 
in the number of works which are in an incomplete state. Otherwise 
our investments do not render the most advantageous return. For 
example, the Ohio River development is approximately 85 per cent 
complete but is capable of only about 15 per cent of that service 
which may be expected from the completed project. 


Referring briefly to the annual report of the Governor of 
the Panama Canal, Secretary Davis said the report indicated the 
great scope of the commercial activities of the canal, and added: 


It is sufficient to state here that in the 12 years of its operation 
the Panama Canal has surpassed all expectations as to its commercial 
significance. 


ADVERSE REPORT ON WATERWAY 


The Trafic World Washington Bureau 


Major General Edgar Jadwin, chief of engineers of the 
U. S. army, in a report to Chairman Dempsey, of the House 
rivers and harbors committee, this week, submitted 1rcasons why 
the building of an all-American waterway from the Great Lakes 
to the Hudson River should not be undertaken at this time. The 
general favored the St. Lawrence project as against the all- 
American route if the former project could be worked out on a 
basis suitable to both the American and Canadian governments. 


The report said that the estimated cost of a waterway from 
the Great Lakes to the Hudson, suitable for vessels of 20-foot 
draft would be $449,000,000, and $506,000,000 for vessels of a 
25-foot draft. A waterway 30 feet deep would cost $544,000,000, 
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the report said. It said that a deep waterway between the Great 
Lakes and the Hudson was not justified at the present time. 

Improvement of the St. Lawrence for navigation purposes 
alone would cost $173,520,000, as against $506,000,000 for the all- 
American route, according to the report. 

General Jadwin said the St. Lawrence route would provide 
the shortest route for export grain shipments from the Middle 
West and Northwest. 

The power that could be developed in connection with the 
St. Lawrence project certainly constituted a valuable asset of 
that route while the all-American route had no such counterpart, 
the report said. 

The report said the military advantages of the all-American 


. waterway were not sufficient to affect greatly the consideration 


of a matter involving hundreds of millions of dollars. It said 
the key points of both routes were so close to the border as to 
make them subject to possible destruction in case of war. 

“It is quite possible that ultimately both routes will be re- 
quired, but facts and figures clearly indicate that the St. Law- 
rence route is the present more economical investment of the 
two,” the report said. 

“The transportation handicaps under which the middle west- 
ern portion of the United States is laboring should be relieved 
and a waterway suitable for ocean vessels connecting the Great 
Lakes with the sea should be provided.” 

The route from the Great Lakes to the Hudson would be 
feasible from an engineering point of view, according to the 
report, and its construction by the United States would probably 
be justified in the near future if the plans for the improvement 
of the St. Lawrence did not meet the joint approval of the legis- 
lative branches and executive heads of the two governments. 

It was pointed out that the entire cost of an all-American 
waterway would have to be borne by the United States while 
the expense of the St. Lawrence project would be met by both 
governments. 

General Jadwin concluded that the St. Lawrence project 
would afford more relief to the middle west than the all-American 
route and that it would prove a better investment for the United 
States as a navigation proposition if mutually satisfactory 
arrangements for its construction could be consummated. 

Mr. Dempsey is an advocate of the all-American route and 
had filed a brief urging a favorable report. 


TRAFFIC ON WATERWAYS 


In a statement issued by the War Department for publica- 
tion December 11, headed “Traffic On Waterways Increasing— 
Public Turning to Waterways to Lessen Freight Costs,” the 
declaration is made that part two of the annual report of Major 
General Edgar Jadwin, chief of engineers, U. S. Army, for the 
fiscal year ended June 30, 1926, contains information regard- 
ing the water-borne commerce of the United States in the cal- 
endar year 1925 “which will astonish many who are not fa- 
miliar with the great and growing traffic upon the navigable 
waterways of the country.” The following, the statement said, 
= an abstract of part two of the report prepared by General 
Jadwin: 


Discussions are so prevalent these days concerning transportation, 
and especially by water, that this information should prove of great 
interest to the general public as well as to those more intimately 
concerned with transportation problems. Varied opinions are held as 
to the part played by transportation by water in the economic life of 
the nation, but it can be demonstrated to the unprejudiced that the 
needs of the people are served so greatly by this form of transporta- 
tion that its value can scarcely be measured in dollars, any more 
than can the benefits of the postal service, the highway system, and 
numerous other activities of the government which are maintained 
for the benefit of the people. 

By far the greatest tonnage moved by water is that of coal. In 
1925 this amounted to over 104,000,000 tons, nearly a ton for each man, 
woman and child of the country. About one-tenth of this tonnage 
was exported, leaving over 92,000,000 tons for our internal and coast- 
wise trades. 

The next largest tonnage was that of petroleum and its products, 
amounting to 84,100,000 tons, This enormous tonnage of a commodity 
that enters so largely into the domestic life of the people, finds its 
source and destination mainly at our improved harbors. The move- 
ment of this commodity in tankers with capacity up to 20,000 short 
tons, demonstrates that savings are effected to the most humble user 
of the products of crude oil. 

Iron ore to the amount of nearly 62,000,000 tons was transported, 
largely on the Great Lakes. The cheap transport of this commodity 
through the improved channels of the Great Lakes, between ports 
that have also been improved, affects the economic welfare of the 
entire country. The products of iron ore are so closely associated 
with all that makes this nation great and prosperous, that the ulti- 
mate savings to the people cannot be estimated. Suffice it to say that 
about $100,000,000 was saved in 1925 by transportation on the Great 
Lakes alone, ignoring the other benefits accruing from the more gen- 
erous use of iron and steel made possible by this initial saving. 

Sand and gravel came fourth in the list of principal tonnages 
carried by water in 1925, amounting to nearly 45,000,000 tons. This 
commodity is sometimes spoken of rather deprecatingly, but when it 
is considered that were it not for the cheap transportation which 
waterways afford, the cost of construction work, be it buildings, 
streets or highways, would be greatly increased, the conclusion must 
be that water transport, after all, is responsible for great savings and 
contributes to the expansion of building activities. 

Lumber and logs to the amount of 34,300,000 tons or nearly twenty 
billion feet were carried on our waterways. This is another item 
that utilizes water carriage with benefit to the consumer. 

Other items of interest were carried by water during 1925, in the 
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i amounts. Grain and flour, 22,300,000 tons; stone, 16,270,000 
oeY suet, molasses and syrup, 11,400,000 tons; fertilizer and ingre- 
dients, 5,300,000 tons; unmanufactured forms of iron and steel, 3,100,- 
000 tons; cotton, 2,635,000 tons; copper ore and unmanufactured forms 
of metal, 2,549,000 tons; cement, 2,150,000 tons. 

The above commodities aggregate nearly 400,000,000 tons out of a 
total of 483,400,000 tons carried on the navigable channels and water- 
ways of the United States during 1925. This latter figure is a net 
total, eliminating all known duplications. It is 35 per cent of the 
tonnage handled by our railroads in the same period. : 

The commerce of the Atlantic, Gulf and Pacific coast ports during 
the calendar year 1925 is divided as follows: Foreign imports, 42,792,564 
tons; exports, 49,250,724 tons; coastwise receipts and shipments, 105,- 
075,906 tons; other domestic commerce, consisting of internal, local 
and intraport traffic, 104,840,963 tons; making a grand total of 301,- 
960,157 tons without duplication. ; 

The commerce of the Great Lakes ports during the calendar year 
1925 consisted of 7,316,640 tons of foreign imports and 9,187,498 tons 
of exports; the traffic between the United States ports amounted to 
111,568,261 tons, and other domestic or local traffic amounted to 
2,075,998 tons, making a grand total of 130,148,397 tons for the Great 
Lakes without duplication. 

Traffic on rivers, canals and connecting channels for the calendar 
year 1925 amounted to 204,569,000 tons, with a money value of 

,000,000. 
aad sum of these figures would give an inflated total, because 
some commerce appears twice. Adjusting for this duplication the 
total water-borne commerce of the United States for the calendar 
year 1925, which, as previously stated, amounted to 483,400,000 tons, 
had a money value of $23,946,000,000. : i 

The following tables have been compiled from figures contained in 
the report: 


Total Water-borne Commerce of the United States, Eliminating All 
Known Duplications. 


Tons (2,000 lbs.) Value 


I avg. o dixceesiaig cine sense 0 sieieleisiernaiave 399,000,000 $20,531,000,000 
IM icra ta) 91) avoynitkoretarotereiy aiejaie arelo isis eata 332,000,000 14,329,000,000 
arial siamo swim sinreiaveveisierwieie/ vidieisieieteie 376,000,000 17,504,000,000 
ee ee 478,000,000 20,175,000,000 
IS eislase: Sie; o.ssalerets oooh e eiwielee UlWisiejaisi wets 453,700,000 22,115,000,000 
PO cincisiswesiicenine costes cow seciees -- 483,400,000 23,946,000,000 


Traffic at the Ports on the Atlantic, Gulf and Pacific Coasts, by Years. 
Foreign Trade Domestic Trade 


Tons (2,000 lbs.) Value Tons (2,000 lbs.) lu 


Value 
ern 100,384,206 $9,741,639,067 114,557,241 $ 7,402,577,058 
1 eS 80,151,748 5,703,680,536 115,333,669 6,121,728,870 
ae 86,874,593 6,662,280,874 128,430,717 7,598,082,159 
REE Kcrewicies 82,998,505 7,169,442,935 180,660,122 9,608,763,271 
a 85,433,050 8,523,020,980 197,624,890 11,241,182,131 
a 92,043,288 8,848,235,505 209,916,869 12,519,779,942 


Traffic of Great Lakes Ports by Years. 
Foreign Trade Domestic Trade 





Tons (2,000 lbs.) Value Tons (2,000 lbs.) Value 
eee 12,388,707 $ 255,277,343 98,750,979 $1,150,834,264 
ee 12,512,860 233,640,160 58,947,310 724,130,268 
13,005,132 291,349,913 81,032,958 998,069,323 
14,659,905 253,363,953 110,857,646 1,130,539,355 
__, See 16,128,526 364,545,833 93,702,753 1,603,987,681 
PP conswes 16,504,138 409,737,784 113,644,259 1,870,566,656 

Traffic on Rivers, Canals and Connecting Channels, by Years. 
Tons (2,000 lbs.) Value 
MI ete: ccd up scte Marca sia rekosiete ante 125,400,000 $2,814,600,000 
MIs inosine srereier0's alanis Aiuwis a earearnieateres 116,300,000 2,443,500,000 
MEaros orsiarcuer iis oe nthe aie akeneeE 111,800,000 3,177,900,000 
LSE es eee 153,700,000 2,860,200,000 
bee Brera Taielexioteceriss eases ios ike eS IE 173,200,000 3,446,035,000 


204,569,000 3,950,000,000 


_ ACCIDENT PREVENTION MEDALS 


For the second consecutive year the Union Pacific System 
has received the E. H. Harriman Gold Medal for the most con- 
spicuous accident prevention work in America. The award is 
made through the American Museum of Safety, and is based on 
the records, for the year preceding the year of award, made to 
the Commission by the railroads concerning accidents. These 
records show that not a single passenger was killed on the 
Union Pacific lines in 1925 and only five employees were killed 
in non-train accidents, including shop accidents of all kinds, 
and only 407 employes were injured in such accidents. Only 
24 employes were killed in train and train service accidents. 

The silver replica of the Harriman medal was awarded to 
the Duluth, Messabe and Northern, as having done the best 
safety work of the year among roads operating between 1,000,000 
and 10,000,000 locomotive miles. i 

The bronze replica was given to the Green Bay and West- 


ern, in the class of roads operating less than a million loco- 
motive miles. 





RAILROAD BILLS INTRODUCED 


Representative Jones, of Texas, has introduced H. R. 13493, 
a bill to amend paragraph 18 of section 402 of the transportation 
act which deals with control over extensions of lines of railroads. 
He would all the following to the paragraph: 


Provided, That if the state railway commission of any state shall 
file with the Interstate Commerce Commission a statement in writing 
to the effect that, in the judgment of such state commission, the 
present or future public convenience and necessity require or will 
require an extension of a line of railroad or the construction of a new 
line, wholly within the state, by any company, it shall not, in such 
event, be necessary to obtain such certificate from the Interstate 
Commerce Commission. 


Senator Gooding has introduced a bill (S. 4601) providing 
for repeal of section 15-a of the interstate commerce act. 
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THE PRESIDENT’S MESSAGE 


Following are the parts of the President’s message, read in 
both branches of Congress December 7, relating directly or in- 
directly to transportation: 


Agriculture 


The important place which agriculture holds in the economic 
and social life of the nation cannot be overestimated. The na- 
tional government is justified in putting forth every effort to 
make the open country a desirable place to live. No condition 
meets this requirement which fails to supply a fair return on 
labor expended and capital invested. While some localities and 
some particular crops furnish exceptions, in general agriculture 
is continuing to make progress in recovering from the depression 
of 1921 and 1922. Animal products and food products are in a 
more encouraging position, while cotton, due to the high prices 
of past years, supplemented by ideal weather conditions, has been 
stimulated to a point of temporary overproduction. Acting on 
the request of the cotton-growing interests, I appointed a com- 
mittee to assist in carrying out their plans. As a result of this 
cooperation sufficient funds have been pledged to finance the stor- 
age and carrying of 4,000,000 bales of cotton. Whether those 
who own the cotton are willing to put a part of their stock into 
this plan depends on themselves. The federal government has co- 
operated in providing ample facilities. No method of meeting 
the situation would be adequate which does not contemplate a 
reduction of about one-third in the acreage for the coming year. 
The responsibility for making the plan effective lies with those 
who own and finance cotton and cotton lands. 

The Department of Agriculture estimates the net income of 
agriculture for the year 1920-21 at only $375,000,000; for 1924-25, 
$2,656,000,000; for 1925-26, $2,757,000,000. This increase has been 
brought about in part by the method already referred to, of fed- 
eral tax reduction, the elimination of waste, and increased effi- 
ciency in industry. The wide gap that existed a few years ago 
between the index price of agricultural products and the index 
price of other products has been gradually closing up, though 
the recent depression in cotton has somewhat enlarged it. Agri- 
culture bad on the whole been going higher while industry had 
been going lower. Industrial and commercial activities, being 
carried on for the most part by corporations, are taxed at a much 
higher rate than farming, which is carried on by individuals. 
This will inevitably make industrial commodity costs high while 
war taxation lasts. It is because of this circumstance that na- 
tional tax reduction has a very large indirect benefit upon the 
farmer, though it cannot relieve him from the very great burden 
of the local taxes which he pays directly. We have practically 
relieved the farmer of any federal income tax. 

There is agreement on all sides that some portions of our 
agricultural industry have lagged behind other industries in 
recovery from the war and that further improvement in methods 
of marketing of agricultural products is most desirable. There 
is belief also that the federal government can further contribute 
to these ends beyond the many helpful measures taken during the 
last five years through the different acts of Congress for advanc- 
ing the interests of the farmers. 

The packers and stockyards act, 

Establishing of the intermediate credit banks for agricultural 
purposes, 

The Purnell act for agricultural research, 

The Capper-Volstead cooperative marketing act, 

The cooperative marketing act of 1926, 

Amendments to the warehousing act, 

Enlargement of the scope of loans by the Farm Loan Board, 

cng enlargement of the activities of the Department of Agri- 
culture, 

The tariff on agricultural products, 

The large federal expenditure in improvement of waterways 
and highways, 

’ The reduction of federal taxes, 
in all comprise a great series of governmental actions in the 
advancement of the special interest of agriculture. 

In determination of what further measures may be undertaken 
it seems to me there are certain pitfalls which must be avoided 
and our test in avoiding them should be to avoid disaster to the 
farmer himself. 

Acting upon my recommendation, the Congress has ordered 
the Interstate Commerce Commission to investigate the freight 
rate structure, directing that such changes shall be made in 
freight rates as will promote freedom of movement of agricultural 
products. Railroad consolidation, which I am advocating, would 
also result in a situation where rates could be made more ad- 
vantageous for farm produce, as has recently been done in the 
revision of rates on fertilizers in the South. Additional benefit 
will accrue from the development of our inland waterways. The 
Mississippi River system carries a commerce of over 50,000,000 
tons at a saving of nearly $18,000,000 annually. The Inland Water- 
ways Corporation operates boats on 2,500 miles of navigable 
streams and through its relation with 165 railroads carries freight 
into and out of 45 states of the Union. During the past six months 
it has handled over 1,000,000 bushels of grain monthly and by its 
lower freight rates has raised the price of such grain to the 
farmer probably 2% cents to 3 cents a bushel. The highway sys- 
tem on which the federal government expends about $85,000,000 
a year is of vital importance to the rural regions. 

The advantages to be derived from a more comprehensive and 
less expensive system of transportation for agriculture ought to 
be supplemented by a provision for an adequate supply of fer- 
tilizer at a lower cost than it is at present obtainable. This 
advantage we are attempting to secure by the proposed develop- 
ment at Muscle Shoals, and there are promising experiments being 
made in synthetic chemistry for the production of nitrates. 

A survey should be made of the relation of governmen® graz- 
ing lands to the live stock industry. Additional legislation is 
desirable more definitely to establish the place of grazing in the 
administration of the national forests, properly subordinated to 
their functions of producing timber and conserving the water 
supply. Over 180,000,000 acres of grazing lands are still pastured 
as commons in the public domain with little or no regulation. 
This has made their use so uncertain that it has contributed 
greatly to the instability of the live stock industry. Very little 
of this land is suited to settlement or private ownership. Some 
plan ought to be adopted for its use in grazing, corresponding 
— to that already successfully applied to the national for- 
ests, 

The development of sound and strong cooperative associations 
















































































































is of fundamental importance to our agriculture. It is encour- 
aging to note, therefore, that a vigorous and healthy growth in 
the cooperative movement is continuing. Cooperative associa- 
tions reporting to the Department of Agriculture at the end of 
1925 had on their membership rolls a total of 2,700,000 producers. 
Their total business in 1925 amounted to approximately $2,400,- 
000,000, compared with $635,800,000 in 1915. Legislative action 
to assist cooperative associations and supplement their efforts 
was passed at the last session of Congress. Important credit 
measures were also provided by Congress in 1923 which have 
been of inestimable value to the cooperative associations. Al- 
though the federal credit agencies have served agriculture well, 
I think it may be possible to broaden and strengthen the service 
of these institutions. ‘ 

Attention is again directed to the surplus problem of agri- 
culture by the present cotton situation. Surpluses often affect 
prices of various farm commodities in a disastrous manner, and 
the problem urgently demands a solution. Discussions both in 
and out of Congress during the past few years have given us 
a better understanding of the subject, and it is my hope that 
out of the various proposals made the basis will be found for a 
sound and effective solution upon which agreement can be 
reached. In my opinion cooperative marketing associations will 
be important aids to the ultimate solution of the problem. It 
may well be, however, that additional measures will be needed to 
supplement their efforts. I believe all will agree that such meas- 
ures should not conflict with the best interests of the cooperatives, 
but rather assist and strengthen them. In working out this 
problem to any sound conclusion it is necessary to avoid putting 
the government into the business of production or marketing or 
attempting to enact legislation for the purpose of price fixing. 
The farmer does not favor any attempted remedies that partake 
of these elements. He has a sincere and candid desire for assist- 
ance. If matched by an equally sincere and candid consideration 
of the different remedies proposed, a sound measure of relief 
ought to result. It is unfortunate that no general agreement has 
been reached by the various agricultural interests upon any of 
the proposed remedies. Out of the discussion of various proposals 
which can be had before the committees of agriculture some 
measure ought to be perfected which would be generally satis- 
factory. 

Due to the emergency arising from a heavy tropical storm 
in southern Florida, I authorized the Secretary of Agriculture to 
use certain funds in anticipation of legislation to enable the 
farmers in that region to plant their crops. The department will 
present a.bill ratifying the loans which were made for this 
purpose. 

Federal legislation has been adopted authorizing the coopera- 
tion of the government with states and private owners in the 
protection of forest lands from fire. This preventive measure is 
of such great importance that I have recommended for it an in- 
creased appropriation. 

Another preventive measure of great economic and sanitary 
importance is the eradication of tuberculosis in cattle. Active 
work is now in progress in one-fourth of the counties of the 
United States to secure this result. Over 12,000,000 cattle have 
been under treatment, and the average degree of infection has 
fallen from 4.9 per cent to 2.8 per cent. The federal government 
is making substantial expenditures for this purpose. 

Serious damage is threatened to the corn crop by the Euro- 
pean corn borer. Since 1917 it has spread from eastern New 
England westward into Indiana, and now covers about 100,000 
square miles. It is one of the most formidable pests because it 
spreads rapidly and is exceedingly difficult of control. It has 
assumed a menace that is of national magnitude and warrants 
the federal government in extending its cooperation to the state 
and local agencies which are attempting to prevent its further 
spread and secure its eradication. 

The whole question of agriculture needs most careful consid- 
eration. In the past few years the government has given this 
subject more attention than any other and has held more con- 
sultations in relation to it than on any other subject. While the 
government is not to be blamed for failure to perform the im- 
possible, the agricultural regions are entitled to know that they 
have its constant solicitude and sympathy. Many of the farmers 
are burdened with debts and taxes which they are unable to carry. 
We are expending in this country many millions of dollars each 
year to increase farm production. We ought now to put more 
emphasis on the question of farm marketing. If a sound solution 
of a permanent nature can be found for this problem, the Congress 
ought not to hesitate to adopt it. 


Development of Water Resources 


In previous messages I have referred to the national impor- 
tance of the proper development of our water resources. The 
great projects of extension of the Mississippi system, the protec- 
tion and development of the lower Colorado River, are before 
Congress, and I have previously commented upon them. I favor 
the necessary legislation to expedite these projects. Engineering 
studies are being made for connecting the Great Lakes with the 
north Atlantic, either through an all-American canal or by way 
of the St. Lawrence River. These reports will undoubtedly be 
before the Congress during its present session. It is unnecessary 
to dwell upon the great importance of such a waterway not only 
to our mid-continental basin but to the commerce and develop- 
ment of practically the whole nation. Our river and harbor im- 
provement should be continued in accordance with the present 
policy. Expenditures of this character is compatible with econ- 
omy; it is in the nature of capital investment. Work should 
proceed on the basic trunk lines if this work is to be a success. 
If the country will be content to be moderate and patient and 
permit improvements to be made where they will do the greatest 
general good, rather than insisting on expenditures at this time 
on secondary projects, our internal waterways can be made a 
success. If proposed legislation results in a gross manifestation 
of local jealousies and selfishness, this program cannot be carried 
out. Witimately we can take care of extensions, but our first 
effort should be confined to the main arteries. 

Our inland commerce has been put to great inconvenience and 
expense by reason of the lowering of the water level of the 
Great Lakes. This is an international problem on which com- 
petent engineers are making reports. Out of their study it is 
expected that a feasible method will be developed for raising the 
level to provide relief for our commerce and supply water for 


drainage. Whenever a practical plan is presented it ought to be 
speedily adopted. 


Transportation 


It would be difficult to conceive of any modern activity which 
contributes more to the necessities and conveniences of life than 
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transportation. Without it our present agricultural production 
and practically all of our commerce would be completely pros- 
trated. One of the large contributing causes to the present highly 
satisfactory state of our economic condition is the prompt and 
dependable service, surpassing all our previous records, rendered 
by the railroads. This power has been fostered by the spirit of 
cooperation between federal and state regulatory commissions. 
To render this service more efficient and effective and to promote 
amore scientific regulation, the process of valuing railroad prop- 
erties should be simplified and the primary valuations should be 
completed as rapidly as possible. The problem of rate reduction 
would be much simplified by a process of railroad consolidations. 
This principle has already been adopted as federal law. Experi- 
ence has shown that a more effective method must be provided. 
Studies have already been made and legislation introduced seeking 
to promote this end. It would be of great advantage if it could 
be taken up at once and speedily enacted. The railroad systems 
of the country and the convenience of all the people are waiting 
on this important decision. 


Merchant Marine 


It is axiomatic that no agricultural and industrial country can 
get the full benefit of its own advantages without a merchant 
marine. We have been proceeding under the act of Congress that 
contemplates the establishment of trade routes to be ultimately 
transferred to private ownership and operation. Due to temporary 
conditions abroad and at home we have a large demand just now 
for certain types of freight vessels. Some suggestion has been 
made for new construction. I do not feel that we are yet war- 
ranted in entering that field. Such ships as we might build could 
not be sold after they are launched for anywhere near what they 
would cost. We have expended over $250,000,000 out of the public 
treasury in recent years to make up the losses of operation, not 
counting depreciation or any cost whatever of our capital invest- 
ment. The great need of our merchant marine is not for more 
ships but for more freight. Our merchants are altogether too 
indifferent about using American ships for the transportation of 
goods which they send abroad or bring home. Some of our vessels 
necessarily need repairs, which should be made. I do not believe 
that the operation of our fleet is as economical and efficient as it 
could be made if placed under a single responsible head, leaving 
the Shipping Board free to deal with general matters of policy 
and regulation. 


MONEY FOR COMMISSION, ETC. 


The budget of the United States for the fiscal year ending 
June 30, 1928, transmitted to Congress December 8, by President 
Coolidge, carried estimates of proposed appropriations for the 
Interstate Commerce Commission, the Shipping Board, the 
Railroad Board of Mediation, the Panama Canal, waterway 
improvements and aviation. 

The budget estimate for 1928 for the Commission is $6,104,- 
967, a “net” reduction of $48,190 as compared with the amount 
appropriated for 1927—$6,153,157. At the annual meeting of the 
National Industrial Traffic League in New York in November 
it was stated that the Commission had asked for approximately 
$7,000,000 for the next fiscal year. The League will urge Con- 
gress to increase the appropriation for the Commission to permit 
the employment of 25 additional examiners. In the explanatory 
synopsis issued in connection with the budget estimates, the 
following appeared with respect to the Commission: 


Appropriated for 1927, $6,153,157; budget estimate for 1928, $6,104,- 
967; net reduction $48,190. 

_ To the amount appropriated for the Interstate Commerce Com- 
mission for the fiscal year 1927, as above stated, should be added 
$546,680.97 made available for expenditure in that year from appropria- 
tions for previous years. The comparable amount available for ex- 
penditure in the fiscal year 1927 is therefore $6,699,837.97 and the net 
reduction in the 1928 estimates is $594,870.97. 

For the general work involved in the execution of laws to regu- 
late commerce $2,376,939 is allowed, which is $58,279 over the ap- 
propriation for 1927. This is made up, on the one hand, of an in- 
crease of approximately $67,000 in the rental of the building occupied 
by the Interstate Commerce Commission in Washington, and pro- 
vision for four additional attorneys to be employed on formal com- 
plaints, and, on the other hand, of a reduction of approximately $36,- 
000 in the gross amount allowed for personal services, which is made 
possible by taking advantage of the amount which will possibly accrue 
during the year by reason of salary lapses due to vacancies, leave of 
absence without pay, and like causes. 

For the work in connection with the investigation of accounts of 
carriers $1,023,205 is allowed, which is a reduction of $12,064 under 
the appropriation for 1927 and $276,064 less than is authorized to be 
expended in that year, including $264,000 unexpended balance from 
1926 brought forward. As this unexpended balance will be used, if 
at all, for temporary employments and incidental travel and per diem, 
it is necessary only to refer to the reduction of $12,064. The present 
force on accounts work is made up 280 persons at salaries aggregating 
$796,270. It is proposed to reduce the force to 267 persons, but to in- 
crease the salaries of those remaining to $816,055. From this latter 
amount is deducted possible salary lapses estimated at $13,908, re- 
sulting in a net increase in salary payments of $5,777. This is more 
than overcome, however, and the net reduction of $12,064 effected, by 
means of decreased allowances for supplies, travel, and other inci- 
dental items. 

For the related activities of safety-device inspection, signal and 
train control devices, and locomotive inspection the aggregate al- 
lowances for 1928 are $29,230 in excess of the appropriations for 1927. 
This is made up of $42,704 increase in allowance for subsistence ex- 
penses of employes on a travel status to conform to the new uniform 
travel regulation recently adopted and a reduction of $13,474 for 
possible salary lapses. 

The allowance for the valuation of property of carriers is $1,306,- 
325, which is $121,635 less than the appropriation for 1927 and $404; - 
315.97 less than is authorized to be expended in that year, including 
$282,680.97 unexpended balance brought forward from previous years. 
The amount allowed conforms to the estimate of funds previously 
made for the last year of the three-year program for finishing this 
valuation work, including recapture work and work under “Order No. 
3,"" as follows: 

Completing the primary valuation, $915,264; recapture work $3268,- 
600; work under “Order No. 3” $137,350—$1,306,214. 

In arriving at the allowance of $1,306,325 this $1,306,214 was 
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augmented by $28,000 for increased subsistence allowance for em- 
ployes on a travel status and reduced by $27,889 for possible salary 
lapses. 

The allowance for printing and binding is $150,000, which is a re- 
duction of $10,000 below the appropriation for 1927. 


Shipping Board 


For the Shipping Board and Emergency Fleet Corporation, 
an appropriation of $12,290,000 was recommended, as compared 
with $14,198,574 for the current fiscal year. It was recommended 
that the appropriation of $10,000,000 to provide money to operate 
ships taken back from purchasers should be continued. In his 
budget message to Congress, the President had the following 
to say with respect to the Shipping Board: 


There is included in this budget $12,000,000 for the operating 
deficit of the shipping board. It is believed this amount, reenforced 
by certain receivables and other available resources, with reduction 
of losses through sales of lines as opportunity offers, as contemplated 
by the Congress, will permit necessary operation of the government’s 
merchant marine during the fiscal year 1928. From 1921 to 1926, in- 
clusive, the total net loss incurred in the operation of its various lines 
was $238,157,582.18. These figures represent losses sustained through 
the operation of the active fleet and the maintenance of inactive ves- 
sels. I mention this to show that in the six fiscal years from 1921 
to 1926, inclusive, the government has spent in the operation of its 
merchant marine an average of nearly $40,000,000 a year. The losses 
have been gradually diminishing each year. Provision is also made 
for continuing the availability of the $10,000,000 defense fund appro- 
priated in the first session of this Congress. 

With regard to the operation of vessels by the shipping board, the 
merchant marine act of 1920 contemplates that such operation shall 
be maintained unhless it shall appear within a reasonable time that 
the lines or parts thereof can not be made self-sustaining. None of 
the lines now being operated are self-sustaining, and while the reduc- 
tion in cost has been helpful from the standpoint of the treasury 
there is no immediate propect that any part of these lines can be 
operated without loss to the government. 

Under the joint resolution of July 3, 1926, the United States 
shipping board will present to the Congress not later than January 
1, 1927, two plans for building up and maintaining an adequate mer- 
chant marine for commerce and national security—one through pri- 
vate capital and under private ownership and the other through con- 
struction, operation, and ownership by the government. The time is 
approaching, if it has not already been reached, when the Congress 
should give consideration to the formulation of a more definite policy 
regarding our merchant marine. Such definite policy, I trust, is fore- 
shadowed in the resolution to which I have referred. 


In the explanatory synopsis of the budget, the following 
appeared with reference to the Shipping Board: 


Appropriation for 1927, $24,198,574; less amount appropriated spe- 
cifically for the losses in the operation of ships taken back from pur- 
chasers, $10,000,000. Available for salaries, expenses, and operating 


deficit, $14,198,574; budget estimate for 1928, $12,290,000—reduction, 
$1,908,574. get estimate for $ 0,000—reduction 


To enable the shipping board emergency fleet corporation to 
operate ships. or lines of ships which have been or may be taken 
back from the purchasers by reason of competition or other methods 
employed by foreign shipowners or operators, $10,000,000 was included 
in the $24,198,574 appropriated for 1927. The estimate for the fiscal 
year 1928 provides that the unexpended balance of this appropriation 
of $10,000,000 shall be made available until June 30, 1928. The estimate 
of $12,290,000 for 1928; the use of the unobligated balance of the cash 
reserves pertaining to operating funds (and on hand as at July 1, 1926); 
such amounts as may be collected of the accounts pertaining to operat- 
ing funds as may be receivable as at July 1, 1927; such an amount, if 
any, as may be necessary, of the unexpected balance of the $10,000,000 
available for the operation of ships, if any, which have been or may 
be taken back from the purchasers; and such savings, if any, in op- 
erating expenses as may result from the sale of active ships, as op- 
rortunity offers, is considered sufficient to meet the estimated op- 
erating deficit for 1928. 


Board of Mediation 


For the Board of Mediation an appropriation of $390,000 
was recommended, as against $285,220 appropriated for the 
Railroad Labor Board last year and which was made available 
for the Board of Mediation. Included in the amount estimated 
for 1928 are $100,000 for salaries and expenses of arbitration 
boards, such as that which has been sitting in New York, and 
$50,000 for expenses of the “emergency” boards that may be 
appointed by the President if and when a strike is threatened. 


Panama Canal 
As to the Panama Canal, the budget synopsis said: 


Appropriated for 1927, $7,656,074; budget estimate for 1928, $7,600,- 
000—decrease, $56,074. 

The budget estimate provides for essentials necessary for the 
maintenance and operation of the canal and for the sanitation and 
civil government of the Canal Zone, and, in addition, provides for 
certain capital additions, including $150,000 for continuing the con- 
struction of permanent quarters, $450,000 (plus $109,000 appropriated 
for the fiscal year 1927) for a new municipal building at Cristobal, 
and $40,000 for construction and repair of sidewalks and_ highways. 

In connection with budget estimates for maintaining and operating 
this great national asset the following information is of interest: 
The investment in the canal and its adjuncts is partly for national 
defense and partly commercial. To June 30, 1926, the investment 
charged to national defense was $112,662,732 and to commercial use 
$267,581,705, the total investment being $380,244,437, which is exclusive 
of fortifications, military posts, and submarine bases. The total gross 
revenues to June 30, 1926, amounted to $277,960,263, derived from tolls, 
taxes, and business operations. Deducting from this the expenses 
incident to transiting vessels through the canal, $86,079,929, and ex- 
penses connected with business operations, $128,414,088, which includes 
the value of services, supplies and materials sold, we get a net reve- 
nue, excluding interest on the investment, of $63,466,246. Of this, 
$58,393,188 was from tolls and taxes and $5,073,063 from business op- 
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erations. Included in the expense account for the canal are fixed 
annual charges of $655,370 for depreciation and amortization of canal 
fixed property and $500,000 for depreciation on canal equipment. The 
amount of tolls collected has increased from $5,627,463 in 1917 to 
$22,931,055 in 1926. 


Rivers and Harbors 


President Coolidge, in his budget message, referred to 
rivers and harbors work as follows: 


This budget carries $66,347,600 for the improvement and mainte- 
nance of existing river and harbor works, flood control, operation and 
care of canals, and other works of navigation. This does not include 
the maintenance and operation of the Panama Canal, for which 
$7,600,000 is recommended. For rivers and harbors proper the sum 
of $50,000,000 is asked. To complete approved projects, $195,000,000 
will be required. Of the $50,000,000 contained in the budget slightly 
more than $30,000,000 will be available for improvement and new con- 
struction. At this rate we will complete authorized projects in some- 
thing less than seven years. We are providing $50,000,000 annually 
for river and harbor work and $10,000,000 annually for Mississippi 
flood control. Commitment of the federal government at this time to a 
more ambitious and general annual spending program should not be 
made without the most careful study of the financial condition of 
the country and the plight of the taxpayer. 


Aviation 


As to development of civil aviation, the President, in his 
budget message, said: 


While discussing the subject of our air services, it is proper here 
to refer to the other provisions made in this budget for air navigation. 
To carry into effect the act to encourage and regulate the use of 
aircraft in commerce, approved May 20, 1926, the estimates carry 
for the Department of Commerce $796,250 for the promotion of air 
commerce and regulatory work, which includes funds for the procure- 
ment of not to exceed 10 airplanes, and $3,219,500 for the establish- 
ment and maintenance of aids to air navigation. The estimates carry 
$523,000 for the National Advisory Committee for Aeronautics. Under 
the Department of Agriculture they provide $50,000 for the mainte- 
nance and operation of airplane patrol in the national forests and 
$120,000 for special weather observations for the benefit of air naviga- 
tion. The estimates for the Postal Service carry for the operation 
of the air mail service between New York and San Francisco $2,350,000, 
with provision that a part of this sum be made available for contract 
service if the route be leased to private operators and for the contract 
air mail service $2,000,000. The estimates for the Coast Guard carry 
$186,151 for the operation of its seaplane fleet. 

The proper development of the aeronautical industry in this coun- 
try is essential both to our national defense and commercial aviation. 
The federal requirements for aircraft alone are strengthening this 
industry. The program which the Congress has prescribed for our 
air forces will assure the industry continuing federal business and an 
increase from other sources should accrue to the industry from the 
legislation for the encouragement of commercial aviation and from 
the policy which we are following of making contracts with private 
operators for the air transportation of mail. The government is oper- 
ating but one air mail route and proposals have been issued by the 
Post Office Department with a view of placing this route under con- 
tract for operation by private interests. In the production of air- 
planes and accessories there is no competition between the federal 
government and private industry. It is a fortunate situation when 
the needs of the government can be met by affording an orderly 
stimulation of the industry upon which we depend to supply our 
needs. The present sound condition of the aeronautical industry in 
this country shows the wisdom of the policy which we are following. 
If there is any question as to the failure of our government to recog- 
nize the importance of aviation in national defense and in commerce 
the answer can be found in the vast sums which heretofore have been 
appropriated and the legislation enacted by the Congress. The esti- 
mates contained in this budget carry alone for this purpose a total 
of more than $82,500,000. 


I. C. C. ANNUAL REPORT 


“We are without an authoritative- fair property value with 
which to compare the net railway operating income.” 

The Commission so informed Congress December 9 in its 
fortieth annual report in explanation, apparently, of why it did 
not report as to whether or not the railroads were earning the 
return of 5% per cent prescribed by the Commission under 
section 15-a of the interstate commerce act. 

‘ The part of the report dealing with railroad earnings fol- 
Ows: 





Since 1920 there has been a substantial increase in railway net 
earnings each year. The net railway operating income of the Class 
I railways was practically nothing in 1920; $601,000,000 in 1921; 
$760,000,000 in 1922; $962,000,000 in 1923: $974,000,000 in 1924; $1,121,- 
000,000 in 1925; and in 1926 a further increase of 12.2 per cent ap- 
pears in the returns of the first eight months. This showing is 
the net result of important changes within this period in volume 
of traffic, in freight rates, in wages and prices of materials, and in 
other influences a operating expenses. The operating rev- 
enues of 1920, $6,178,000,000, were, by comparison with those of all 
preceding years, then considered extraordinary, although reflecting 
the rate increases of August, 1920, for but part of a year. In spite 
of the rate reduction of 1922 the aggregate revenues of 1923 and 
1924 averaged approximately those of 1920, and for 1925 amounted 
to $6,123,000,000. The revenues of 1926 in the first eight months 
were 4.8 per cent greater than in the same period of 1925. 

The operating expenses in 1920 were $5,831,000,000 as compared 
with $4,537,000,000 in 1925, a reduction of $1,294,000,000. The ex- 
penses for the first eight months of 1926 show an increase ‘of 2.8 per 
cent over the same period in 1925. Taxes are not included in operat- 
ing expenses, being reported in a separate account, but are deducted 
before arriving at net railway operating income, as are also certain 
rentals. Railway tax accruals of Class I roads and their lessors 
were $284,000,000 in 1920 and $360,000,000 in 1925. In the first eight 
months of 1926 the reports show an increase for the same period in 
1925 of 9.1 per cent in this account. 

The growth in net railway operating income is accompanied by 
and in part dependent on, a growth in the investment. For 19 6 
the investment accounts show an average per mile of $81,954, as con- 
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trasted with $95,283 in 1925, the totals being $19,849,000,000 for 
December 31, 1920, and $22,709,000,000 for December 31, 1925, an 
increase of $2,860,000,000 in five years, or an annual average increase 
of $572,000,000. This is the net difference of the additions and re- 
tirements shown in the property accounts, without deduction for 
accrued depreciation. These totals relate to all operating roads, 
except switching and terminal companies, with the inclusion of the 
property of leased lines. An addition of $572,000,000 to the net 
investment means an increase of $32,890,000 annually in the interest 
or dividend charges, assuming that money invested out of net reve- 
nues is to earn the same return as new money invested in the prop- 
erty. We are without an authoritative fair property value with 
which to compare the net railway operating income. Upon the 
book value the return in 1925 was approximately 5 per cent. 

In the five-year period 1920-1925 the total railway capital, being 
the sum of funded debt and stock, increased from $20,098,046,374 
on December 31, 1920, to $21,799,241,424 on December 31, 1925, an 
increase of $1,701,195,050, or an average of $340,000,000 per annum. 
The ratio of net income, after fixed charges, to the capital stock was 
8.20 per cent in 1925. This is nearly equal to the corresponding 
figure, 8.40, for the calendar year 1916, the record year for this ratio. 

The dividends declared by all operating roads, except switching 
and terminal companies, including those paid in some cases by one 
corporation to another, amounted to $349,000,000 in 1925. This was 
less than the average amount of dividends declared. in the five-year 
period ended June 30, 1914. The capital stock outstanding was 
nearly $1,000,000,000 greater, the funded debt about $2,000,000,000 
greater, and the book investment $6,700,000,000 greater in 1925 than 
in the five-year period ended June 30, 1914. 

The railway net earnings in recent years appear more satisfactory 
in the eastern and southern district than in the western. Although 
the recovery from war conditions has been slower in some regions 
than in others, every region shows an improvement in its operating 
ratio each year in the period 1920-1925, and in the first eight months 
of 1926 the ratio is approximately the same as, or better than, the 
corresponding figure for 1925 in every operating region. 


The period covered by the report extends from November 
1, 1925, to October 31, 1926, except as otherwise noted. 


Cooperative Plan 


On the subject of cooperation of federal and state commis- 
sions, the report referred to the cooperative plan agreed on and 
said that in an increasing number of instances its principles 
had been applied. Continuing, the report said: 


A check of our records discloses that 27 state commissions have 
cooperated with us in 51 rate cases in which interstate-intrastate rate 
relations were in some manner involved, 22 in 44 construction and 
abandonment cases, and 6 in car-service cases. Moreover in matters 
affecting car service nearly all of the states have lent us their aid. 
In some no occasion arose, and in others more than one. 

The two principal rate cases in which such cooperation was 
manifested are No. 17000, Rate*Structure Investigation, and Ex parte 
87, Revenues in the Western District: Committees of members and 
employes of state commissions west of the Mississippi River, and 
of several east thereof, took part in such cooperation. In the south 
there were two principal cases to which the cooperative plan was 
applied, one concerning rates on peaches and the other rates on lum- 
ber. In each of these cases a committee of commissioners represent- 
ing the Southeastern Association of Railroad and Utility Commis-- 
sioners participated in the hearings. 


Shortened Procedure 


Since the inception of the shortened procédure plan, 2,205 


cases were suggested for handling under that method. Of the 
total, the methood was not accepted in 629 cases. Cases de- 
cided under the plan totaled 660. The report showed 108 com- 
plaints had been withdrawn. In cases handled under the short- 
ened procedure and thus far decided the average elapsed time 
to reach a decision was 455 days from date of receipt of com- 
plaint and 359 days from date of receipt of complainant’s memo- 
randum of facts and argument. 


’ Signal and Train-Control Devices 


There were eight pages in the report devoted to the sub- 
jects of signals and train-control devices. In these pages the 
progress being made toward installation of automatic train- 
control devices was reviewed. Thirty-seven installations have 
been completed under the Commission’s first automatic train- 
control order of June, 1922. Eighteen installations have been 
completed under the second order of January, 1924. Under the 
first order, the total number of miles of road to be equipped 
was 4,344, and the total road miles equipped amounted to 3,992. 
The total number of locomotives to be equipped was 4,071, and 
of that number 3,197 have been equipped. The percentage of 
total road miles equipped was stated as 91.8, and percentage of 
total locomotives equipped, 78.5 per cent. Under the second 
order, 4,024 road miles were to be equipped, and 2,503 miles 
have been equipped. The number of locomotives to be equipped 
was 3,317, and the number equipped was stated as 1,385. The 
percentage of total road miles equipped was stated as 62.2, and 
percentage to be equipped, 41.7. 


Consolidation of Railroads 


On the subject of consolidation of railroads, the report said: 


In our last report we referred to and explained proposed amend- 
ments to section 5 of the interstate commerce act to the effect, among 
others, of relieving us from the duty of —s and publishin 
a complete plan of consolidation before proceeding to consider an 
approve or disapprove any particular consolidation. The need for 
amendment in this and other respects has been developed in hear- 
ings before the appropriate committees of both houses of congress 
and so generally recognized that, pending action thereon, we have 
deferred adoption and publication of a complete plan. 


Valuation of Railroads 
As of October 31, 1926, the Bureau of Valuation had served 





160,486 miles of road, or 65-67 per cent of the total. The tota 
number of cases in which final reports have been issued dow 
to October 31, 1926, is 383, covering 16,508 miles. In 62 other 
cases the valuations have become final but the reports have 
not yet been issued, making a total of 445 final valuation degj. 
sions, covering 17,974 miles, or 7.3 per cent of the total mileage, 

The bureau told of the work with respect to “recapture” 
valuations under section 15a of the act. Hearings were con. 
pleted in nine cases, covering 467 miles of road. Fourteen cases, 


- covering 2,662 miles, have been partly heard. Others have beep 


894 tentative valuation reports covering 1,328 corporations, and. 


set for hearing. The report said the present force available 
for this work still fell short of the requisite number. 

With reference to its three-year program contemplating com. 
pletion of primary valuations by June 30, 1928, the report said 
“we are now operating with as large a personnel as our appro. 
priation will permit.” Progress made thus far, the report said, 
“affords reasonable ground for expecting a realization of our 
objective.” 


“But then, as now,” the report continued, “we shall be 
facing the problem of how best to keep the. valuations approxi- 
mately current, and whether in so doing we: must employ the 
means and methods used in making primary valuations.” 

Recommendation was renewed that Congress amend the 
valuation act to provide for a practical method of bringing the 
valuations to date. 


Bureau of Finance 


Under paragraphs 18 to 22 of section 1 of the act, the 
Commission issued certificates authorizing 1,573 miles of new 
construction; authorizing abandonment of 592 miles of line; and 
authorizing operation or acquisition and operation of 2,253 miles 
of line. Ten applications for authority for new construction of 
503 miles of line; five applications for authority to abandon 73 
miles of line, and two applications for authority to operate 
126 miles of line, were denied. 

Since the effective date of paragraph 2 of section 5 of the 
act, permitting acquisition of control of one carrier by another 
catrier, the Commission said it had authorized thereunder 
acquisition of control over approximately 31,000 miles of line. 
In the last year 51 applications were filed and 48 granted author- 
izing acquisition of 6,328 miles. 


Recovery of Excess Earnings 


In response to orders issued with respect to recapture of 
excess earnings, the Commission said carriers had reported a 
total of excess earnings of $15,054,695.45 for the period Sep- 
tember 1, 1920, to the end of the calendar year, 1925. The num- 
ber of reports in which excess income was reported and the 
amount of the excess, for each year, follow: Applicable period 
of 1920, 34 reports, excess, $2,505,006.17; 1921, 32 reports, excess, 
$458,535.72; 1922, 49 reports, excess, $1,805,239.47; 1923, 51 re- 
ports, excess, $6,830,144.30; 1924, 23 reports, excess, $1,193,860.87; 
1925, 24 reports, excess, $2,261,908.92; total, $15,054,695.45. Con- 
tinuing, the report said: 


Many of these reports include groups of carriers claimed by 
respondents to have been under common control and management 
and operated as single systems within the provisions of paragraph 
(6) of section 15a. The question of grouping into systems is under 
consideration. 

Under our orders carriers have been permitted to compute their 
claimed values upon such basis as they deem proper. Many dif- 
ferent bases have been used. When the values have been fixed by 
us, the number of carriers found to have earned excess income and 
the amount of such excess income may differ from the results shown 
by the carriers’ reports. Important principles pertaining to values 
under section 15a are under consideration in pending cases. 

The act needs clarification both as to-the bases for computation 
and the manner of enforcement. Pending determination of final 
values under section 19a, a base simple in application might well 
suffice for practical purposes with resultant saving in time and 
money not only to the government but to the carriers. A number 
of bases may be suggested, as, for example, the investment accounts 
stated in accordance with our applicable accounting rules and reg- 
ulations; the outstanding capitalization; or our primary valuations 
under section 19a as brought to date, either by adding to recorded 
cost of net additions and betterments since valuation date, a method 
which gives weight to expenditures incurred during the recent pe- 
riods of high prices, or by the use of percentage factors applied to 
1914 prices. Other bases may possibly be suggested. 

As to enforcement, the law now declares that one-half of the 
carrier’s excess income as therein defined shall be held by it as trustee 
for the United States and be recoverable by and paid to the com- 
mission. Whether such recovery shall be effected by proceedings 
in court and, if so, whether by action at law or suit in equity, 
brought by the Commission or by the United States, is left unsaid. 
What weight should be given to the finding made by the Commission 
as to the excess income recoverable, and the elements which neces- 
——. enter into such determination, should also be clarified by 
statute. 

In our last reprot we stated that 198 electric railways claimed 
exemption from the provisions of section 15a. Several proceedings 
have been instituted to determine the status of individual com- 
panies, applying the principles announced in Application of Section 
15a of the Interstate Commerce Act to Electric Railways, 86 I. C. C. 
751, and it is expected that others will be necessary. 

During the year 20 carriers paid to us the aggregate amount of 
$930,403.57 on account of one-half of their excess income as pre- 
liminarily computed for the various recaptured periods. This amount 
added to the $5,687,645.61 paid prior to November 1, 1925, makes 
the total of such payments $6,618,049.18. As the bulk of these pay- 
ments has been made under formal protests and reservations, the 
general railroad contingent fund has not been made available for 
the purpose contemplated by the statute. As explained in our 
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4 eports, contingent fund moneys are held in the treasury 
prevne United States as a trust fund for investment in obligations 
of the United States, as required by paragraph (10) of section 15a. 
The present status of the fund is as follows: 


by carriers of excess income.............. eee. $6,618,049.18 
tema by carriers of interest on overdue payments..... 20,298.21 
Interest from bank OES SER ASE ee ae 2,062.30 
Interest from investments in obligations of the U. S........ 482,858.38 





Total credits to the general railroad contingent fund. .$7,123,268.07 


The following obligations of the United States are held for ac- 
count of the fund: 


United States Treasury 4 per cent bonds, maturing 1944-54.$3,630,000.00 
United States Treasury 3% per cent certificates of indebt- 

edness, series T. D. 1926, maturing December 15, 1926.. 1,000,000.00 
United States 434 per cent second Liberty loan bonds (con- 

ee eS ree oe ee 60,650.00 
United States 4%4 per cent third Liberty loan bonds of 1928 2,379,800.00 


Total face amount........... pat ioraiaioe arucaeiote Siarecasaatinieiete . $7,070,450.00 





Of the formal hearings set under this section for the determination 
of value and income, 26 have been concluded, 14 are in progress, and 
5 have not yet been opened. During the year 3 new hearingsS were 
set and 9 were concluded. Two of those previously reported as con- 
cluded have been reopened. 


The report showed that issuance of securities authorized 
by the Commission in the year amounted to $862,628,862.81. In 
addition the issuance of 73,000 shares of stock without par value 
was authorized. The total par value stock authorized amounted 
to $124,650,103.23; mortgage bonds, $572,657,997; secured notes, 
$20,845,000; unsecured notes, $5,275,892.58; equipment obliga- 
tions $134,917,970; and receivers’ certificates, $4,281,900. 


Reimbursement of Deficits 


Under section 204 of the transportation act, providing for 
reimbursement of deficits, the Commission has issued certifi- 
cates in settlement and in partial payments aggregating $10,216,- 
783.30. Of the latter amount, $2,349,744.34 was withheld as 
traffic balances and other indebtedness of the carriers to the 
Director General of Railroads. The Commission said the esti- 
mated amount required to settle 50 outstanding claims was 
approximately $1,000,000. The recommendation that Congress 
fix a time limit for the filing of claims under section 204 was 
renewed. 


Guaranty Settlements 


Under section 209 of the transportation act, which provided 
a guaranty to the carriers accepting the provisions thereof for 
the first six months after the end of federal control, the Com- 
mission said the total amount certified in the settlement of 513 
claims was $508,680,612.09. It said it estimated that approxi- 
mately $830,000 would be required to settle 22 claims outstanding. 
Under the latter claims $20,957,010.15 has been certified as 
advances and partial payments. 

In the year $11,327,764.65 was repaid on account of principal 
of loans that were made under section 210 of the transporta- 
tion act. 

The Bureau of Accounts and the Bureau of Statistics re- 
viewed their activities in the last year. The latter bureau 
reviewed railroad statistics. 


Formal Docket 


The part of the report showing the status of the formal 
docket follows: 


The formal complaints filed numbered 1,524 of which 1,314 were 
original complaints and 210 subnumbers, an increase of 19 as com- 
pared with the previous period. We decided 1,035 and 292 have 
been dismissed by stipulation or on complainants’ request, making a 
total eg 1,327 disposed of, as compared with 1,177 during the previous 
period. 

We conducted 1,584 hearings and took approximately 302,875 
pages of testimony, as compared with 1,502 hearings and 246,069 
pages of testimony during the preceding period. 

The following statement shows certain facts with respect to the 
condition of our docket as of October 31 of the years indicated: 


1923 1924 1925 1926 

Formal complaints filed...........e..+e00. 936 1,076 1,210 1,314 

I 5 inic i505: 60 +-sicieeeee es ork 224 267 295 210 

L, & B Ghiew WSS... .... ocscviccccccecss 270 316 275 268 
Cases under submission at end of period: 

MOMUIAT GOGEBE occsccccecccceses cae a 466 359 462 

Shortened procedure ....... Rtieveriarc ait 16 30 56 136 

Cases disposed of including subnumbers.1,273 1,464 1,340 1,499 


Hoch-Smith Resolution 


The Commission reviewed developments under the Hoch- 
Smith resolution. It referred to the proceedings in No. 17,000, 
and Ex Parte 87, Revenues in Western District, and its decision 
therein. Continuing, the Commission said: 


The Hoch-Smith resolution itself directs that our investigation 
shall be thorough and shall cover the entire rate structure of com- 
mon carriers subject to the interstate commerce act. Such_an inves- 
tigation must inevitably consume a long period of time. In fact, it 
must be continuous. In conducting that investigation it has become 
necessary to obtain information concerning the rate structures, and 
the origins, destinations, and trends of movement of traffic, which is 
not now before us in an available form. Accordingly, through ques- 
tionnaires addressed to the carriers, we are seeking that information 
in relation to each of the following commodities: Cattle, gasoline 
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(except. casing-head), automobiles, bar iron, wheat, potatoes, hay, 
lumber (other than hardwood), and lumber (hardwood). These 
are some of the commodities which may be said to be controlling 
from a rate standpoint, in that the rates thereon either control or 
exert great influence upon the rates on other commodities which 
compete therewith, which are manufactured therefrom, or which are 
varied forms of the controlling commodity, etc. For example, and 
speaking of rates thereon in general, lumber is a controlling com- 
modity, and the rates on timbers, ties, piling, poles, and many arti- 
cles manufactured from lumber are largely influenced or completely 
controlled by the rates on lumber. Another example: The rates on 
wheat control or exert great influence on rates on other grains and 
on grain products. Returns to these questionnaires are not yet due. 
They will be analyzed with care. As soon thereafter as is prac- 
ticable it is contemplated to inquire into the rates on other com- 
modities. 

We have in contemplation, as a portion of the investigation insti- 
tuted pursuant to the resolution, a comprehensive inquiry into rates 
on grain and grain products. 


Class Rate Adjustments 


Pending class-rate adjustment proceedings were referred to 
in the report. Reference also was made to the southern class 
rate investigation and the results thereof. After referring to the 
eastern class rate investigation, class rates in the southwest, 
and the class.rate situation in western trunk line territory, the 
Commission said: 


These various proceedings, it will be seen, cover the class-rate 
structure in a great part of the entire country. It is our hope that 
they will result in a structure simpler and more consistent than that 
which now exists and that they will pave the way for revisions of 
commodity rates. We also hope that they will have the effect of 
materially reducing the number of rate complaints upon which we 
must act. A prolific source of such complaints in the past has been 
the apparent discriminations between competing shippers and locali- 
ties often created by absence in the rate structure of anything re- 
sembling uniformity and design. It is our further expectation that 
the groundwork so laid will facilitate the consideration of the 
entire rate structure, both class and commodity, in the light of 
the Hoch-Smith resolution with a view to establishing proper rela- 
tions in rate levels between the various articles of commerce. 


Motor Vehicle Investigation 


With respect to No. 18,300, motor bus and motor truck 
operation, the Commission said that when it instituted the 
investigation last May it was thought possible “that we might 
submit a report based thereon to Congress at the session conven- 
ing December 6, 1926. The size of the record, due to the scope 
of the inquiry and the numerous and diverse interests involved, 
and the fact that the parties who appeared have been allowed 
until November 15 in which to file briefs, make it impossible for 
us to report at that time. Analysis of the record is in progress.” 
This section of the report, in part, follows: 


At present there is no federal regulation of transportation of 
persons by motor bus or of property by motor truck except in so far 
as the use of motor vehicles in terminals by carriers subjéct to the 
interstate commerce act may be incidental to performance of the 
carriers’ service of transportation under that act. In 38 states and 
the District of Columbia there is some form of regulation of common- 
carrier motor vehicles. In 10 states there is practically no regula- 
tion of these agencies. 

Prior to decisions of the Supreme Court of the United States 
on ‘March 2, 1925, holding in effect that state regulatory bodies 
could not regulate motor busses or motor trucks engaged in interstate 
operation where such regulation was not primarily with a view to 
safety or to conservation of highways, state regulatory bodies had 
generally assumed control over them, and their operators were re- 
quired..to conform to the laws and regulations of the various states 
in which they were operated. Since these decisions there has been 
no regulation exercised over interstate commerce by motor bus or 
motor truck. Bills providing for the regulation of interstate com- 
merce by motor bus and motor truck are now pending before Con- 
gress and hearings have been held thereon. A number of railroads 
have filed applications with us for permission to abandon portions of 
their lines, alleging as one of the reasons loss of passenger and 
freight traffic because of motor-bus or motor-truck competition. 
Several railroads have entered to some extent into the field of motor 
transportation as a subsidiary to their rail operations. The ques- 
tion of the legality and propriety of arrangements under which 
motor busses or motor trucks are operated by or in connection with 
carriers subject to the act has risen in formal cases before us, and 
otherwise. These matters, as well as the fact that motor transport 
must be recognized as an important and rapidly growing factor in 
the nation’s transportation system, prompted us to institute the 
present investigation in order that we may be in possession of needed 
information regarding motor bus and motor truck operations and 
may be able to transmit to Congress such information and data on 
this subject as may be considered of value in the determination of 
questions connected with the regulation of commerce, together with 
our recommendations thereon, all as provided in the act. 


Bureau of Informal Cases 


The report said that the number of informal complaints 
received was 7,840, an increase of 969. Continuing, it said: 


The director general, as agent, and the carriers filed 8,076 spe- 
cial docket applications for authority to refund amounts collected 
under the published rates, admitted by them to have been unrea- 
sonable, an increase of 1,044. Orders authorizing refund were en- 
tered in 7,650 cases, an increase of 1,450, and reparation thereon 
was awarded in the sum of $1,716,687.89. In addition, 670 cases were 
dismissed or disposed of without orders. The bureau also handled 
approximately 45,000 letters. Many of these had the characteristics 
of informal complaints, although not so classified. Others sought 
general information and informal rulings upon the rights and obli- 
gations of the public and common carriers under existing statutes. 


Bureau of Traffic 


Continued progress has been made toward simplification of 
the rate structure of the country, according to the report, refer- 
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ence being made to general class rate investigations, the fer- 
tilizer case (113 I. C. C. 389), Southwestern brick cases, 107 
I. C. C. 681, and the petroleum rate investigation. 

The report said there were filed 84,748 tariff publications. 

Rate readjustments were protested and suspension asked in 
643 instances, a decrease of 13 under last year. The following 
action was taken on requests for suspension: Suspended, 268; 
refused to suspend, 169; schedules rejected, requests for suspen- 
sion withdrawn, or protested schedules withdrawn, 206. Pro- 
ceedings pending from previous year totaled 111, and new 
proceedings on suspension docket totaled 269, making a total 
of 379. 

The number of fourth section applications received was 
209. The number of orders entered in response to applications 
was 192, of which 158 were denial orders or orders granting 
permanent relief and 34 authorizing temporary relief. 


Bureau of Law 


The Bureau of Law reviewed briefly cases decided by the 
Supreme Court in the last year, in which the Commission was 
involved. 


Bureau of Inquiry 


The Bureau of Inquiry reported that, for violations of the 
interstate commerce act and related acts, 19 indictments were 
returned and eight informations filed. Four penalty suits were 
filed, of which three were for disobedience of Commission orders 
and one for failure to grant access to records. Fine and penal- 
ties imposed aggregated $80,225. Prosecutions were instituted 
against seven carriers for violations of the long-and-short-haul 
clause of section 4 of the interstate commerce act. 


Bureau of Service 


With respect to the Bureau of Service, the report, in part, 
said: 


Since reorganization of this bureau a year ago with enlargement 
of its scope its activities have been greatly increased. Investiga- 
tions and hearings pertaining to railway operation, theretofore 
handled under special assignment or by detached groups in various 
sections of our organization, are now being assigned to this bureau. 
It also conducts hearings in certain formal cases and assists in the 
consideration and review of others. 

Individuals, civic and commercial organizations, and other mem- 
bers of the public are utilizing to an increasing extent the services 
and facilities of this bureau. Our definite policy of seeking to bring 
about the greatest possible measure of cooperation between shippers 
and carriers has contributed largely to efficiencies and economies of 
operation and has facilitated transportation. Our service agents are 
constantly assisting in the adjustment of differences and complaints 
of a local nature between shippers and carriers. Many such are 
brought directly to the attention of our service agents who are in 
the field because of other duties or assignments. Some are referred 
to these agents by us. The immediate attention so given at an in- 
cipient stage frequently results in bringing the parties together and, 
in nearly all such instances, satisfactory adjustments are reached, 
thereby obviating the filing of formal complaints and the resulting 
expense to the shippers, the carriers and the Commission. 

We have containued to stress the need for heavier car loading, 
increased car mileage, preclassification of cars in freight trains, and 


observance of car-service rules, all important in their bearing on 
efficiency in operation. 


The report then reviewed the activities of the Bureau of 
Service with respect to observance of car service rules, to 
relieving the freight congestion in Florida, and to the promul- 
gation of the California grape plan. The movement of tidewater 
coal and grain was discussed. With respect to efficiency and 
economy of operation, the bureau said the creation of the section 
of efficiency and economy of operation within the Bureau of 


Service has made for increased efficiency and operation. Con- 
tinuing, it said: 


Matters pertaining to car service and to efficiency and economy 
of operation are so interrelated that work in both lines is being 
handled cooperatively without overlapping or duplication of effort. 
Some of the investigations mentioned elsewhere in this report— 
as, for example, those relating to the Florida congestion, wasteful 
car handling practices, refrigerator-car distribution, icing, tidewater 
coal congestions, etc.—are matters involving efficiency and economy 
of operation in which the combined forces of the bureau: have par- 
ticipated. 

Other investigations and studies have been carried on, the prin- 
cipal. ones being investigations covering the excess costs of repairs 
to locomotive equipment in outside shops. In one case it was found 
that repairs to 177 locomotives in outside contract shops cost 
$1,827,000 in excess of what it would have cost the carrier to repair 
the equipment in its own shop, an average excess of $10,330 per 
locomotive unit. 

We have under analysis the contracts made by carriers for repairs 
to locomotives, cars, and other equipment in.shops other than their 
ome which are filed with us in accordance with our order of July 6, 


In the course of our work we find many expenditures by carriers 
which appear to be excessive. To determine this question with re- 
spect to hire of equipment and other operating expenditures which 
appear to be unusual, we have made informal investigations. 


The remainder of the report dealt with matters handled by 
the Bureau of Safety, the Bureau of Locomotive Inspection, the 
railway mail pay situation, and boards of referees dealing with 
claims against the Director General for just compensation. 


Commission’s Recommendations 
The Commission’s recommendations follow: 
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For the reason stated in this report and in former reports we 
recommend: 

1. That section 1 of the interstate commerce act be amended ty 
provide for the punishment of any person Offering or giving to 
an employee of a carrier subject to the act any money or thing of 
value with intent to influence his action or decision with respect 
to car service, and to provide also for the punishment of the guilty 
employe. 

Pe That subject to appropriate exceptions the use of steel or 
steel underframe cars in passenger-train service be required, and 
that the use in passenger trains of wooden cars between or in front 
of steel or steel underframe cars be prohibited. 

3. That paragraphs (2) to (6), inclusive, of section 5 of the 
interstate commerce act be amended (a) by omitting therefrom the 
existing requirement that we adopt and publish a complete plan of 
consolidation; (b) by making unlawful any consolidation or acqui- 
sition of the control of one carrier by another in any manner 
whatsoever, except with our specific approval and authorization; 
(c) by giving us broad powers upon application and after hearing 
to approve or disapprove such consolidations, acquisitions of con- 
trol, mergers, or unifications in any appropriate manner; (d) by 
giving us specific authority to disapprove a consolidation or acquisi- 
tion upon the ground that it does not include a carrier or all or 
any part of its property which ought to be included in the public 
interest and which it is possible to include upon reasonable terms; 
(e) by modifying subparagraph (b) of paragraph (6) so that the 
value of the properties proposed to be consolidated can be more 
expeditiously determined; and (f) by providing that in the hear- 
ing and determination of applications under section 5 the results 
of our investigation in the proceeding on our docket known as No. 
12964, Consolidation of Railroads, may be utilized in so far as 
deemed by us advisable. 

4. That paragraphs (5) and (6) of section 15a of the interstate 
commerce act be clarified by amendment. 

. That paragraph (f) of section 19a of the interstate commerce 
act be clarified by amendment. 

. That section 19 of the merchant marine act, 1920, be amended 
so that its provisions will clearly not be applicable to the Interstate 
Commerce Commission, that section 27 of this act be reconsidered by 
the Congress in the light of this report, and that section 28 of this 
act be reconsidered by the Congress in the light of the circumstances 
set forth in the chapter on the effect of this statute appearing at pages 
13 and 14 of our thirty-fifth annual report to the Congress. In this 
connection reference is made to our report dated June 29, 1922, to 
the chairman of the Committee on Interstate and Foreign Commerce 
on H. R. 12021, Sixty-seventh Congress, second session. 

7. That section 26 of the interstate commerce act be amended by 
making it the duty of every common carrier designated in that sec- 
tion to furnish all reasonable facilities to the engineers or other em- 
ployes of the Commission for inspection, at any stage, of installa- 
tions of the safety devices provided for by that section, and for that 
purpose to furnish such employes when properly identified, with 
transportation upon the locomotives or freight trains of the carrier 
at such reasonable compensation as may be fixed from time to time by 
the Commission. 

8. That section 204 of the transportation act, 1920, be so amended 
as to provide that no carrier shall be entitled to the benefits of that 
section unless claim therefor shall have been filed by the carrier with 


the Commission within a reasonable time, say six months, after ap- 
proval of the amendment. 





THE ALASKA RAILROAD 


A reduction of $504,795.32 or 30 per cent in the annual 
deficit of the Alaska Railroad in the fiscal year of 1926 was an- 
nounced December 6 in the annual report of its general manager 
submitted to the Secretary of the Interior. A summary of the 
report, issued by the department, follows: 


The deficit for 1926 amounted to $1,169,202.04 as compared with 
$1,673,997.36 for the year of 1925. According to the report, the rev- 
enues of the road increased during the year by $206,274.63, while the 
annual maintenance and operation cost, including replacements, was 
reduced over the preceding year by $298,520.69. A reduction of $136,- 
480 was effected in the road’s pay roll. 

Improved fintncial condition is attributed to the increased 
economic and efficient operation of the property, which is reflected in 
reduction in the pay roll and in gradual improvement of the right of 
way. During the year the report states that a number of steel 
bridges have supplanted trestles or wooden bridges at a number of 
places along the line, trestles have been filled in, cuts have been 
widened, and banks have been riprapped to prevent floods. The most 
notable addition to equipment was the purchase of a Brill 75 gas car, 
the operation of which during the summer season eliminated the use 
of one steam train during the summer between Seward and Fairbanks. 

The report states that the general policy of the Alaska Railroad 
remained unchanged during the year. This policy calls for the com- 
pletion of the railroad and the purchase of modern equipment at an 
estimated cost of $11,878,781. With the expenditure of this sum the 
cost of operation and maintenance, which now stands at a high figure, 
will be reduced to a normal outlay annually. Because appropriations 
so far made have provided only $1,865,000, including $500,000 available 
May 10, 1926, the greater part of the construction work proposed to 
complete the road has not been done. 

Commercial freight on the rail line, exclusive of coal, amounted 
to 32,483 tons, an increase of 7,044 tons over the previous year, the 
report states. Coal tonnage for the year was 32,553, an increase of 
4,127 tons. The total commercial tonnage hauled over the road for 
1926 was 65,036 or a gain of 11,171 tons. The number of revenue pas- 
sengers transported over the road was 57,567 in 1926, an increase of 
9,267 over 1925. The increase in tonnage was due to increased ship- 
ment of mining machinery and supplies for mining operations into 
Alaska. There was also a general increase in shipments of all kinds 
of commodities. 

With regard to the tourist business, the report records that an 
increased number of tourists reached the line at Nenana, coming from 
Dawson on steamboats along the Yukon by way of the White Pass 
route. The indications are that for the coming season there will be 
more than double the number of tourists reaching the line at Nenana 
and thence using the railroad to Seward. There is reported also an 
increased number of tourists who are staying for several weeks in 
Alaska instead of making the usual one-week trip. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 









Decembe 


Twent 


& 
z 
ye 


Ss alae 


rai maki S Ht 





orp ee a Re: 


pe Nic aes 


Th 
and at 
close V 
local t 
jndust} 

Tv) 


act as 
ceivi: 
railroé 
signet 
his €! 
frets? 
oods 
. A 


excep 
signe 
agent 
over 
If di 
freig 
be DP 
of t 
stati 


that 
freii 


by | 
driv 
inst 
suc 
bec 
int 
of 
to 
les 
for 


ee ae eee se ee a 









zu Ah SAGER RRO 8 


pre i Dont 20, 
Bae 


December 11, 1926 


THE TRAFFIC WORLD 


1381 


Industrial Traffic Administration 


Twenty-Sixth of a Series of Thirty-Six Articles on This Subject Written for the Traffic World, 
by G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Local Transportation—Part II 


The receiving of less carload shipments at railroad stations 

and at steamship piers is a specific instance of the value of 
close working relationship between the members of the plant’s 
local transportation forces and the traffic department of the 
industry. 
” The chauffeurs or drivers of the company’s trucks or teams 
act as receiving clerks or as agents of their employer in re- 
ceiving freight shipments and signing receipts for freight at 
railroad stations and steamship piers. A receipt for goods 
signed by a bona fide chauffeur, driver, or helper is binding on 
his employer. A receipt signed for goods acknowledging the 
freight to be in good condition is prima facia evidence that the 
goods were received in good order. 

An endorsement by an authorized employee or agent of 
exceptions to a bill of lading is also binding. If goods are 
signed for as being in good condition by such employees or 
agents, the presumption is that the freight has been turned 
over to the representatives of the consignees in good condition. 
If damage or loss is found to have been suffered after the 
freight is received and unpacked at the receiving room, it must 
be proved that such loss or damage was not due to the acts 
of the chauffeurs or drivers in hauling the goods from the 
stations of the carriers to the receiving rooms of the consignees. 

Truckmen should be instructed by the traffic department so 
that they may appreciate their responsibilities in receiving 
freight and delivering it to the agents of the carriers. 

Standard receiving and delivery instructions are issued 
by a number of industrial traffic managers to guide chauffeurs, 
drivers, and helpers on trucks and teams. The truckmen are 
instructed to refuse to accept freight obviously damaged to 
such an extent as to render it worthless. Shipments refused 
because of damage are reported by the truckmen to the super- 
intendent of local transportation. A representative or inspector 
of the traffic department is usually sent to the freight station 
to make a final inspection. If the goods are found to be worth- 
less, this fact is reported to the traffic manager so that a claim 
for the full value of the goods may be filed against the carriers. 

The truckmen are instructed to examine each package care- 
fully and to count the number of packages or pieces in each 
shipment, before signing a receipt. If the contents of the con- 
tainers rattle as if they were damaged, if the packages are 
crushed or broken, or if the condition of any of the containers 
indicates that the contents are damaged, the truckmen are 
instructed to have the packages opened by an employe of the 
carrier and examined before accepting the shipment. When 
there is reason to believe the goods are not in perfect con- 
dition, the carriers’ agents are required to make such inspections 
while the goods are still in their possession. The nature and 
extent of the loss or damage may then be learned by both parties. 
An exact description of the breakage or shortage is endorsed 
on the delivery receipt signed by the truckmen and an endorse- 
ment is made on the paid freight bill signed by the agent of 
the carrier. The settlement of claims based on such records is 
greatly facilitated. 

Shipments, signed for as being in good condition by truck- 
men, are sometimes found, when unpacked, to have been dam- 
aged or to be short. The truckmen, in such cases, are required 
to sign statements as to the circumstances surrounding delivery, 
condition of goods, how the goods were protected against the 
weather and thieves, and other pertinent facts as to the han- 
dling of the goods while in their possession. These statements 
are used, if necessary, to support concealed loss and damage 
claims. 

Outbound shipments to be delivered by trucks to railroad 
stations or steamship docks are protected by tarpaulins or other 
covers in wet weather so that notations indicating that the 
packages were received wet may not be made by the agents 
of the carriers. Truckmen are instructed not to accept such 
endorsements on bills of lading if the condition of the con- 
tainers does not justify the exceptions. It is a difficult thing 
to collect claims for water damage if such notations are en- 
dorsed on the original bills of lading. The liability of the 
carriers for such damage may be avoided if it can be proved 
by the bill of lading receipts that the goods were received in 
wet containers. Claimants cannot prove that the damage for 
which claim is made did not occur before the goods were de- 
livered to the carriers. 

The close connection between local motor trasnportation 
and other traffic and transportation matters is stressed -by 
many students of transportation problems and the need for 


careful co-ordination of local transportation service with other 
branches of industrial transportation is borne out (by the 
experience of many industrial concerns. 

White, in his work previously referred to, is emphatic on 
this point. “Every manufacturing concern, even one operating 
but three or four trucks, should have a traffic superintendent 
in charge. . The great argument for centralized manage- 
ment of trucks is the opportunity this allows the traffic man- 
ager of employing each truck in the most profitable manner. 
He is in a position to judge whether each transportation unit 
is doing the required: work in the best possible way.’” 


Motor Truck Routing 


A motor truck, whether it is owned by the industry or hired 
from a trucking company, must be kept busy if it is to be a 
profitable investment for the industry. The interest on the 
initial cost of the equipment, together with the wages of the 
driver and helper, depreciation, and overhead costs are fixed 
charges that are about the same whether the truck is used 
economically so as to get maximum service from it or is allowed 
to remain idle. The truck, or fleet of trucks, owned or hired 
by industrial establishments should not be despatched with 
partial loads or allowed to wait idly for loads at the factories, 
railway stations, or steamship piers. The indifferent control 
of truck movements results not only in high cartage costs per 
pound of freight to the industry, but in increasing street con- 
gestion in the already overcrowded terminal districts. Many 
trucks are often used to perform comparatively little work per 
truck. 


A special committee appointed by the president of the 
Chamber of Commerce of the United States reported: 


Under the prevailing system of miscellaneous cartage which, with 
very few exceptions, is in use in all terminal areas in the United 
States, each trader sends to the terminal station his own or a hired 
vehicle to deliver or receive his particular freight. As a consequence, 
those streets leading to the terminal station are burdened with in- 
numerable trucks and wagons containing only partial loads. The 
greater number of these vehicles are drawn by horses and contribute 
= = congestion far more than would the same number of motor 
rucks. 

The substitution of an organized trucking system for the miscel- 
laneous haphazard service now employed for station work would 
greatly increase the load efficiency of vehicles, thus reducing the 
number on the streets. It would speed up street traffic and reduce 
the danger to pedestrians.* 


‘Before a comprehensive program of organized cartage or 
trucking for terminal transportation is put through, much can 
be done by individual shippers and consignees to relieve con- 
gestion and to reduce their own trucking costs by systematic 
routing of their trucks. 

Each industrial plant has its own special problems that 
arise out of the character of the freight to be handled; its 
volume and weight per unit; the amount of freight to be handled 
annually; the daily, weekly, monthly, or seasonal variations in 
quantity; the locations of the industrial plant with reference 
to the locations of railroad stations, steamship docks, the fac- 
tories or warehouses of suppliers and customers in the local 
district; the arrangement of loading and unloading platforms, 
and other freight facilities within the plant; and the type of 
motor equipment used. These factors emphasize the importance 
of careful attention being given by competent industrial traffic 
managers to the problems of each individual industry. It is 
obviously impossible, therefore, to determine a specific routing 
system which would be entirely satisfactory to all industries. 
There are, however, certain principles to be observed by all 
industries that seek to manage their local motor transportation 
units effectively. 


Route Maps 


The first step to be taken in routing local freight vehicles 
by the local motor bureau is a study of the locations of the 
freight depots of the transportation agencies serving the ter- 
minal area in which the industry is located. The freight sta- 
tions, team delivery tracks, yards, and transfer stations of the 
railroads; the docks and receiving and delivering platforms 
of water transportation companies; the freight stations of 
electric railway lines; express stations and the depots used 
by motor freight carriers, are located and placed on maps of 
the city or district. The factories and warehouses of concerns 


2 White, P. E., ‘‘Motor Transportation of Merchandise and Passen- 
gers,” McCraw-Hill, New York, 1923. 

3 Special Committee IV, Chamber of Commerce of the United 
States, ‘Relations of Highways and Motor Transport to Other Trans- 
portation Agencies,’’ Page 15, Washington, D. C., 1923 






















1382 


in the immediate vicinity of which supplies are purchased or to 
which goods are sold are also indicated on such maps. 

The factory and its yards, warehouses, and storage areas 
in the district are shown with reference to other factories, 
warehouses, and freight depots. The distances, via the most 
direct usable routes, from the factory to the transportation 
depots and the places of business of suppliers and customers 
are shown on the maps. 

Highways suitable and available for motor trucks are 
selected as routes to be used to and from the factory. The 
locations of these roads are shown on the routing maps. The 
condition of the surfaces of these roads or streets, the relative 
amounts of traffic on them, speed and weight restrictions, are 
carefully studied. Changes in the routes are made from time 
to time as conditions make such changes advisable. 

Large wall maps are used to show these points and routes. 
Copies of the maps are kept in the general traffic office and 
in the office from which the trucks are routed, in order that those 
charged with the supervision as well as those doing detailed 
work may be supplied with the data. 


Zones 


After the transportation maps showing the routes and dis- 
tances between the plant and the points where goods must be 
delivered or received have been prepared, the next step is to 
divide the territory to be served into zones or truck or team 
routes to be served by each vehicle in the fleet. 

The division of the territory into zones, each of which is 
to be served by one or several trucks is, obviously, not an easy 
task. Zoning tends to eliminate cross-routing and confusion but, 
if the ‘boundaries of the zones are fixed too rigidly, much of the 
benefit of an orderly routing system is sacrificed. Calls for 
service at points close to the boundaries of a zone may often 
be handled more economically by a truck having work to do in 
an adjacent zone than by a truck working in another part of 
the same zone. Again, emergency work may be handled without 
regard to zones in certain cases. Rigid zoning, while it has 
many advantages, lacks elasticity. 

One successful plan of truck routing retains the desirable 
features of zoning without using the system entirely. Zones 
are laid out and used as the territories to be served by desig- 
nated trucks under normal conditions but exceptional routes 
are assigned to trucks in emergencies. Zones are designated 
within which the normal routine pick-up and delivery services 
are performed either by the company’s horse-drawn vehicles, 
electric trucks, or gasoline trucks. Horse drays are used for 
short distance hauling in congested areas, light electrics for 
local delivery service in less congested districts, and gasoline 
motors for heavy duty long distance service. Each vehicle has 
its normal zone, but routes are changed from day to day, so 
that variations in the volume and character of the freight to 
be handled may not unduly burden the vehicles assigned to 
one zone while the work of these in other zones is unduly 
lightened. 

Trucks or teams are routed into zones normally served by 
other vehicles so that the work is evenly distributed and the 
carrying capacity of each vehicle is used as efficiently as pos- 
sible. A large scale wall map of the terminal district and 
surrounding territory is mounted on a soft, wooden back so 
that colored push-pins may be placed to indicate stops to be 
made. The map is divided into zones nominally served by a 
truck assigned to a district and the boundaries of the zones 
are indicated by different colored lines. Each truck is desig- 
nated by a color or a combination of colors. The stops to be 
made by each truck in picking up or delivering freight are 
indicated by placing pins of the assigned colors on the locations 
where the calls are to be made. Black pins indicate the stops 
to be made by one truck; green, those to be made by a second; 
and so on. A black pin in the zone area ordinarily served by 
the truck assigned the green pin indicates that the former 
truck is to include that stop in its route for that day and that 
the latter truck is not to include that call in its route. 


Truck Dispatching 


The third step in the routing of the company’s vehicles 
is the adoption of a system of truck despatching which will 
insure the continuous use of all the trucks without congestion, 
overtime work, or idle time. This is an exceedingly difficult task, 
especially when the amount of work fluctuates from day to day 
so that the trucks cannot be assigned to more or less fixed 
daily routes. The truck despatcher must be in touch with 
all of the trucks under his control at all times so that he may 
know where each truck is and when it will be available for 
other work. To accomplish this result orders are prepared in 
the despatcher’s office indicating the kind and amount of 
freight to be carried, the truck to do the work, where the 
freight is to be picked up or delivered, the time the work is to 
ibe done and the time the truck is due back at the plant. 

A despatching board is sometimes placed in the shipping 
office. This board is used for the posting of copies of the 
daily truck routing orders, so that employes preparing freight 
for shipment may know when trucks are due to receive the 
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freight. The chauffeurs or team drivers to whom the assign. 
ments are given return the assignment orders to the despatch. 
ing office after the work has been completed. Reports are 
made showing the distance run and the time of departure anq 
the time of return, so that the actual time required for the work 
may be compared with the estimated time. Delays are required 
to be explained by the chauffeurs or drivers so that a record can 
be kept of the causes of delays, so that avoidable delays may be 
eliminated. 

While the teams and trucks are away from the plant other 
loads are prepared for them so that the trucks are not kept 
waiting for freight on their return. Stops for pick-ups are 
assigned to the trucks as they go out with loads, so that, as 
nearly as possible, the equipment is kept busy with loads in 
both directions. If trailers or semi-trailers are used the amount 
of idle time may be even further reduced by loading the trailers 
or semi-trailers while the power vehicle unit is away. The 
trailers or semi-trailers loaded are ready to be hauled away 
as soon as the motor reports back with its inbound load. Idle 
time, the one weak spot in motor transportation efficiency, has 
been greatly reduced in many industries by orderly despatching. 


Industries using horses and wagons often use a system of 
speeding up the movement of their teams by using extra 
wagons. More wagons are used than teams of horses. The 
extra wagons loaded at the loading while the teams and 
drivers are away picking up or delivering other loads. The 
horses are detached from the loading wagons as they return 
to the plants and attached immediately to a loaded wagon. 
The teams are kept busy continuously, and the loading and 
unloading gangs always have wagons to load or unload. The 
railways of Great Britain, extensive users of horses and wagons 
in their terminal delivery and pick-up services, use this plan 
very successfully. 


The Co-ordination of Local with Line Haul Transportation 
Services 


The most important function of the traffic department in 
connection with local motor or team transportation is the cor- 
relation of local with other transportation services. The traffic 
department must decide what portion of the through trans- 
portation services is to be performed by trucks or teams and the 
portion to be performed by other instrumentalities. 


When inbound shipments from supplies and outward ship- 
ments to customer are routed, consideration must be given to 
the class of goods, the weight of the goods, the distance to be 
transported, the fragility of the goods, their perishability, the 
degree of urgency, and the charges for the transportation of the 
goods by rail, by water, by express, and by highway. If costs 
of transportation are computed accurately, the cost of truck- 
ing to and from stations and piers must be added to the line 
haul rates quoted by these transportation companies.» Other- 
wise, the differences in rates between these various classes of 
transportation service will not be accurately compared. The 
cost of delivery to the freight stations and of cartage from the 
stations to the plants of the consigness is a factor which must 
be considered. 


Instructions to route the good should show not only the 
particular carriers to be used but should first specify the kind 
of service to be used, whether all-rail, water, express, or high- 
way, or a combination of these services. Standing routing in- 
structions are frequently given to shippers to forward all ship- 
ments by a specified class of service and via specified carriers 
unless special orders are given changing the routes. Rush ship- 
ments, or shipments that require little packing for transporta- 
tion by motor as compared with the amount required for safe 
rail, water, and express shipments are often routed by high- 
way even though the rates may be higher. 


Routing charts are supplied to the shipping room so that 
those preparing the shipments for forwarding may be informed 
as to the class of service and the exact route to be used. These 
directions are supplmented, in many instances, by bills of lading 
prepared in the traffic department and sent to the shipping room 
to guide the men in that department in the preparation of the 
goods for shipment. In other industrial plants, the bills of 
lading are prepared by a clerk in the shipping or local trans- 
portation department so that standing instructions from the 
traffic department as to routing are necessary. Special orders 
changing the routes to be used on specified shipments are 
issued as required. 


Similar charts showing routes to be used are prepared for 
the use of the receiving rooms so that inbound shipments may 
be checked to compare the routes actually used with those 
requested. Suppliers who ignore routing directions are sig- 
nalled out and the attention of the traffic managers are called 
to such cases. Steps can then be taken to correct the routes 
and, if higher charges have resulted from the misrouting, the 
suppliers at fault may be called on to compensate the buyers for 
the extra transportation charge due to the errors. In no other 


way can the best transportation be obtained at the lowest rates 
of freight. 
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December 11, 1926 


SHIPPING BOARD REPORT 


The Fleet Corporation’s statement of profit and loss, ex- 
cluding liquidation, for the fiscal year ended June 30, 1926, 
jncluded in the tenth annual report of the Shipping Board sub- 
mitted to Congress December 6, showed a loss of $19,606,608.75. 

The estimated voyage revenue was stated as $81,836,129.67, 
of which $53,629,991.28 was credited to freighters; $9,231,786.63 
to passenger and cargo vessels, excluding the United States 
Lines; $15,940,384.86 to the United States Lines (passenger), and 
$2,067,352.09 to tankers. Revenue from tugs was stated as 
$129,790.73, and from chartered vessels, $39,425.99. Total ex- 
pe.. e was estimated at $97,700,710.35, including estimated voyage 
expense, adjustments, insurance, repairs, advertising and ad- 
ministrative expense. The loss on operations was stated as 
$16,661,978.77. The cost of care and upkeep of inactive vessels 
was stated as $3,843,781.23. Deducting miscellaneous income of 
$899,151.25, the loss of $19,606,608.75 was obtained. 

The report reviewed the activities of the board’s seven bu- 
reaus—the bureau of traffic, bureau of regulation, bureau of op- 
erations, bureau of construction, bureau of law, bureau of finance 
and bureau of research. 

The board reported that it was instrumental in obtaining 
from the Post Office Department ocean mail contracts for the 
Munson Steamship Line, the Export Steamship Line, the Amer- 
ican-South African Line, and the Dollar Steamship Line. In 
addition, a contract with the Oceanic Steamship Company was 
renewed. 

Comment was made by the board that, although it had rec- 
ommended to the President extension of the coastwise laws 
to the Philippines, by resolution dated January 30, 1922, “It re- 
mains a fact * * * that the President has not acted on the 
recommendation of the board; hence commerce between the 
Philippine Islands and the United States is open to vessels of 
all flags.” 

As to application of the Hague Rules by treaty, the board 
revealed that it had adopted a resolution the effect of which was 
to ask the Secretary of State to defer transmitting to the Senate 
a proposed treaty to give effect to the rules. The treaty was 
not transmitted to the Senate at the last session of Congress. 

Referring again to railroad and steamship contracts, the 
board said the agreement between the Great Northern railway 
and the Nippon Yusen Kabushiki Kaisha, a Japanese-owned 
line, “is an illustration of these arrangements which were deemed 
sufficiently objectionable by the convention of the National Dem- 
ocratic Party to cause that party fo include a plank protesting 
against them in the national platform for the federal election 
in November, 1924.” The report did not state that the Demo- 
cratic party did not win that election. Few such contracts are 
now in existence, according to the board. The following is an 
extract from the report on the subject: 


ormerly there were a number of these agreements. This 
setae has p Anon consideration from time to time to not less than 
40 of them. Most of these have either expired by limitation, or 
have been canceled by consent (in some cases at the instance of 
the board), or have become obsolete. During the period when the 
United States gave little attention to the development of a mer- 
chant marine and the transportation of practically our entire for- 
eign commerce was done by vessels under foreign flags, such 
arrangements between railroads and foreign steamship lines were 
normal. At the present time any preferential arrangement be- 
tween trunk line railroads in their relations with transoceanic 
commerce should, it would seem, be made with the vessels under 
the American flag, and any such arrangement which gives pref- 
erential treatment to foreign lines, to the prejudice of American 
vessels, should be forbidden and it is to this end that this bureau 
is continuing its work on the subject. Whether such arrange- 
ments exist under formal agreements in writing or are based on 
oral understanding, the result is the same in the injury done to 
American shipping. 

The bureau of regulation reported that, to date from its 
inception, 32 formal complaints had been filed and 8 investiga- 
tions had been instituted by the board on its own motion. In- 


formal complaints totaling 539 had been filed, the report said. 


In the fiscal year the board approved the transfer to foreign 
registry of 82 vessels of various types, aggregating 102,207 gross 
tons, to foreign flag registry. 

The board reported that the amount credited to its con- 
struction loan fund was $60,830,499.25. Loans to date made 
from that fund to aid private construction of vessels were re- 
ported as follows: Minnesota-Atlantic Transit Co., two vessels, 
$400,000; Eastern Steamship Lines, Inc., two vessels, $1,825,000; 
Robert E. Lee Steamship Corporation, one vessel, $1,000,000; 
Cherokee-Seminole Steamship Corporation, two vessels, $2,618,- 
000; Coamo Steamship Corporation, one vessel, $1,462,500. In 
addition commitments have been made for the following loan#: 
New York & Miami Steamship Corporation, two vessels, $2,500,- 
000; American Line Steamship Corporation, one vessel, $3,000,- 
000; and Eastern Steamship Lines, Inc., two vessels, $1,800,000. 
In no case, the board said, was a loan made for more than 
two-thirds of the cost of the vessel. 

The board reported that the total of commitments as of 
June 30, 1926, in connection with its conversion of ships to Diesel 
propulsion, amounted to $6,875,969.25. 

As to replacement of vessels of the present government- 
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owned fleet, the board said action by Congress having in view 
such replacement was becoming more urgent with the passing 
of each successive session “for obvious reasons.” 

Statistics were submitted showing that, in 1926, the British 
Empire had 9,923 steam and motor ships of 21,952,460 gross 
tons; while under the flag of the United States there were 
3,621 steam and motor ships, aggregating 13,740,099 gross tons. 
The amount of tonnage under construction on June 30, 1926, 
was reported as follows: Great Britain, 839,215 gross tons; 
United States, 133,268 gross tons. The board renewed its pro- 
posal that two additional passenger ships be constructed for use 
in the north Atlantic passenger trade. 

The board reported that, in the fiscal year, 353 ships were 
sold by it. 

The part of the report dealing with the Fleet Corporation 
showed that, in the fiscal year 1925, there was a reduction in 
personnel of 788 employes, with annual salaries amounting to 
$1,630,865, and that in 1926 further cuts were made involving 
601 employes with an annual payroll of $1,125,246. The per- 
sonnel on the payroll of the Fleet Corporation on June 30, 1926, 
totaled 1,644, with annual salaries amounting to $3,802,769. Of 
this total, 119 employes with a payroll of $260,980 annually, 
were assigned to various offices of the Shipping Board. 

The report showed that the total losses of the Fleet Corpo- 
ration were reduced from approximately $41,000,000 in 1924 to 
approximately $30,000,000 in 1925, and that in 1926, the loss 
was under $20,000,000, as heretofore shown. 

“Part of the reduction in total losses during 1926 was the 
result of savings incident to the sale of cargo and passenger 
lines, but a much larger part is directly traceable to improved 
operations, particularly in the cargo services,” the report said. 
“Better revenues were obtained and expenses were kept within 
reasonable limits with the result that average losses were mate- 
rially reduced.” 

As of June 30, 1926, the fleet of the board consisted of 881 
vessels, aggregating 6,876,069 deadweight tons. There was an 
average of 719 ships in the laid-up fleet in the fiscal year. 

The report contained no specific recommendations as to 
legislation with respect to future policy, because the report 
requested by Senate resolution will be made not later than 
Jaanuary 1 on that subject. 


“DECK-BOY” RULE CHANGED 


College students and others desiring occupation in their 
summer vacation periods will no longer be placed on Shipping 
Board vessels as “deck boys,” the Shipping Board has announced 
in a statement continuing as follows: 


Some while ago the Shipping Board established the classification 
of deck boys on its vessels, placing one deck boy on the deck and 
one in the engine room. The purpose of the establishment of this 
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classification on the vessel was to enable the young American boy 
who was desirous of following the sea to obtain a position on the 
ship through which he could work up through the classifications of 
ordinary seaman, able seaman and on to an officer’s position if he 
could qualify. ; ; 

Before the establishment of this practice it was impossible for 
an American boy without previous sea experience to obtain a posi- 
tion on an American ship, and in most cases they were substituted 
by employment of foreign seamen who had had some experience. 

Experience has shown, however, that the practice of assigning 
as deck boys college students and others who did not intend per- 
manently to follow the sea was demoralizing to the crews and inter- 
fered seriously with the efforts which the Shipping Board is making 
permanently to Americanize the crews of our ships and to build up 
an efficient personnel. In many cases students have been given 
employment, as it developed, to the exclusion of young men wishing 
places on ships as a means to a livelihood. Consequently, it has 
been decided that all the applications received on the part of vaca- 
tionists for ‘‘work-travel’’ next summer will be rejected, as will all 
others which may be received in the future. — ; 

“The position of deck boy is one of great importance to the ship, 
and to the American merchant marine as a whole, as it is about the 
only position which can be adequately filled by an inexperienced man 
and because it may be considered the first step in a career at sea. 
It is practice, therefore, when applications are received from boys 
wishing to follow the sea as a life work, to assign the applicants 
as deck boys wherever possible. The board is anxious to attract 
young men between the ages of 18 and 23, who are of good physical 
and moral character, to a sea-faring career on American-flag ships. 
Considerable progress has been made in this direction already, and 
it is proposed to remove as many of the present obstacles to further 
progress as possible in order to increase the numbers of American 
young men working up in our merchant marine service. 


PHILBIN DISCUSSES OCEAN RATES 


The Trafic World New York Bureau 


J. Harry Philbin, vice-president of the Emergency Fleet 
Corporation, addressing the New York Board of Trade and 
Transportation in conjunction with Brig. Gen. A. C. Dalton, 
emphasized the importance of considering an American mer- 
chant marine as not only a means of transporting goods, but 
essentially a form of national insurance maintained at an ex- 
ceptionally low premium rate. Mr. Philbin, who has had direct 
and active association with the Shipping Board sales division 
for the last seven years, said that, in that time, about 1,400 
vessels had been sold, and that in one year these transactions 
brought in a total of $97,000,000. In his discussion, Mr, Philbin 
said: 

The question is frequently asked by those who ship goods on 
ocean vessels, ‘‘Why should we ship by any other than the cheapest 
carrier? If foreign fiag ships can carry our goods cheaper, why should 
we not let them do it?” é 

It is, of course, an obvious thing to men of your close associa- 
tion with the industry that the foreign vessel does not charge lower 
rates fhan does the American vessel. If American flag vessels are 
available at all they are available at rates as low as the rates of 
foreign carriers. The competitive market and conference agreements 
take care of this. There is, of course, a difference in cost of opera- 
tion, but this is absorbed by the carrier and not by the shipper. 

This difference in cost of operation, means, therefore, that in 
time of low freight rates it is possible for a foreign flag ship to 
operate at a slight profit while an American ship on the same revenue 
will show a loss. The net result of this condition is that in times 
of low rates American ships are unable to continue in operation. 
The services are discontinued and the organization disbanded or 
turned toward other fields. When freight rates again increase it is 
difficult or impossible to put American vessels back in service and 
the American shipper is wholly dependent upon foreign bottoms at 
such rates as this foreign tonnage may decide that the traffic will 
bear. 

American tonnage will always be available at a price during peace 
times, but each nation reserves to itself the right to make use of its 
own tonmage during periods of national emergency regardless of what 
effect withdrawal or diversion of that tonnage may have upon some 
other nation which has thoughtlessly been depending upon it. The 
net result of the entire situation, therefore, amounts to this: Patron- 
age of foreign shipping secures no lower rates in depressed times, 
exposes the shipper to greater inflation of rates when movements of 
cargoes are brisk, and leaves him utterly helpless in any emergency 
when his foreign carriers are called to national service by their na- 
tional government. 

Almost every shipment of goods that moves on the seas is covered 
by an insurance policy which is intended to reimburse the owner of 
the goods for loss or damage suffered by those goods in transit. 
Premiums are paid on those policies in an amount dependent upon 
their values. In case loss is proven the shipper is reimbursed for his 
money loss under the policy, but no insurance payment makes up 
to the shipper for his loss in profit, his loss of market, his loss of good 
will. Failure to deliver contracted for goods involves all these losses. 

It is this intangible asset of good will that may be considered as 
covered by ships under our own flag and money spent to maintain 
such ships is in effect an insurance premium on our foreign trade. 

How much does our foreign trade amount to? The direct mone- 
tary valuation of our 1925 water borne foreign trade amounts to 
about eight billions of dollars. The value of this trade to the country 
is immeasurable. Inability to have continued an interchange of 
goods to this extent would have resulted in demoralization of our do- 
mestic welfare. Our exportable surplus would have remained upon 
our hands and broken the local market. Without imports, vast in- 
dustries would have come to a standstill for a lack of essential sup- 
plies. There is hardly a thing that we eat, or wear, or use in our 
daily life but is composed of materials brought from the uttermost 
corners of the earth. 

A great deal of the 1925 foreign trade was carried in shipping 
board vessels. A fair estimate of value of that portion of our fleet 
that was actively employed during 1925 is approximately $75,000,000. 
The interest on this valuation and the depreciation of the vessels 
themselves can be taken at ten per cent per annum, making an an- 
nual capital charge for the fleet of $7,500,000. This fleet operated at 
a loss which is approximately $24,000,000. Its total cost to the tax- 
payer is, therefore, $31,500,000 for that year. This relatively insignif- 
icant sum of $31,500,000 represents the premium that we pay to insure 
a foreign trade amounting to $8,000,000,000 and the rate of premium 
on this basis is less than one quarter of one per cent. 
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The central point of General Dalton’s address was the need 
for replacement of vessels. He said foreign companies were 
proceeding rapidly with the construction of fast motorships, 
making 14 to 15 knots, and that the present American freighters, 
making 10 to 11 knots, were finding it difficult to compete on 
certain trade routes. If the American merchant marine is to 
hold its own and be maintained as a protection for American 
shippers, it is necessary for Congress to consider the advisa- 
bility of constructing new vessels, he said. 


DECLINES IN OCEAN RATES 


The Trafic World New York Burcay 


Collapse of the British coal strike and the consequent de. 
cline in orders for coal have resulted in a steadily declining 
market for full cargo vessels. Fixtures in the last week show 
a progressive decrease from the high figures noted in previous 
dealings. As one example, charters for Rio fell from $7.50 a 
ton in the preceding week to $6.00 a ton last week, with indi- 
cations of still further drops. Rates have not yet become 
stabilized, so that any review of the market at the moment can 
merely show the trend. 

The decline in ocean rates which would naturally follow 
the diminishing demand for vessels has been accentuated by 
cancellations of previous fixtures. This has thrown on the mar- 
ket a large number of ships which had been considered fixed 
for the trade. It is apparent that many coal operators had over- 
loaded themselves with commitments, so that ships arriving after 
their cancelling dates were promptly released. 

Among the recent grain fixtures have been 26 cents per 
100 lbs., for December, from the Gulf to Bordeaux-Hamburg 
range; 25 cents to Antwerp-Rotterdam; 21 cents from the At- 
lantic to Antwerp-Rotterdam; 23 cents to the Mediterranean. 
Coal cargoes have been fixed from Hampton Roads to West Italy 
at $5.00 and $5.50 a ton. 

Numerous changes in conference rates have been announced, 
though at present the minimums as specified in the tariffs are 
below the going rates charged by individual lines. Among the 
recent revisions are the following: 

Trans-Atlantic-Great Britain and Ireland—Batteries are now 
50 cents per cubic foot or 90 cents per 100 lbs. Glass globes 
and shades for electric lighting fixtures are now 35 cents and 
lantern globes, 25 cents per cubic foot; barley, meal and clothes 
wringers, $1.20 per 100 lbs. 

Trans-Atlantic-Continental changes— Paper confetti and 
crepe paper now $1.60 per 100 lbs. to Antwerp, Rotterdam and 
Amsterdam, and the same to Hamburg and Breman, $1.75. Fur 
waste, 50 cents per cubic foot to the first three ports and 55 
cents per cubic foot to the latter two; cloth winding board, in 
bundles, 27% and 30 cents per cubic foot, respectively. The 
following changes have been definitely arranged from Gulf ports 
to Antwerp, Amsterdam, Rotterdam, Hamburg and Breman over 
the periods designated: cotton, standard compression, from 
Gulf until Dec. 31, 70 cents; same, Jan. 1 to April 30, 75 cents; 
cotton linters, 6744 cents and 72% cents, respectively. These 
rates apply on first class liners per 100 lbs., except that high 
density cotton takes a rate of 15 cents per 100 lbs. less than 
standard compression. To the same five ports the rates on 
cottonseed soap will be 45 cents; cottonseed oil, 47144 cents; 
rice hulls and bran, 50 cents; clean and rough rice, in bags, 45 
cents; rosin, ‘on deck,” 40 cents; rosin, “under deck,” 45 cents; 
and tar 45 cents, all per 100 lbs. It is reported that Belgium 
has reduced the import duty on oil cake by half, the new rate 
being 3 francs per 100 kilos. 


Trans-Atlantic-French Atlantic ports—Lines on this route 
have made a horizontal increase of about 10 per cent over the 
old tariff, appying from Dec. 1 to April 30, with the exception 
of the rate of $7.00 per ton on agricultural implements, The 
rate on this commodity has not yet been established for 1927. 

Azores and West Africa—General increases averaging 10 
to 15 per cent, effective January 1. 

Argentine, Uruguay, River Plate—Kitchen scales now take 
the same rate as kitchen utensils; oilers in cases now take 
first cass; caustic soda, which is moved largely on contract like 
agricultural implements over periods of three, six or twelve 
months will probably be arranged on the same basis for 1927 
as obtained during 1926. 

Brazil-Rio, Santos and Bahia—Oiled paper now takes fourth- 
class weight rate, while felt takes first class rate, weight or 
measurement. Effective as of December 20, the steamship lines 
will charge 50 cents per 1,000 kilos, Brazilian import tax, but 
the effective date is governed by the arrival of the vessel at 
the Brazilian port of destination. 

Porto Rico—This conference covering Atlantic and Gulf 
ports has issued the following notice: “Effective on all steamers 
sailing from New York and/or Baltimore on and after Jan. 1, 
1927, there will be some changes in freight rates, and we shall 
be pleased to quote rates on application.” 

No changes are in prospect at the moment to the Far East, 
China, Japan, Manila, Straits Settlements, and Indo China. No 
changes, except of minor importance, are expected to Austral- 
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asia. The rate situation to Cuba is still generally unsettled. 
None of the lines is quoting more than thirty days in advance, 
though contracts may be secured for longer periods. No changes 
are anticipated at present in the rates to the West Coast of 
South America. 

Levant, Black Sea and Adriatic—Effective January 1 the 
lines in this service which operate to Venice, Fiume, Greek 
ports, Black Sea ports, Alexandria, Constantinople and Smyrna, 
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After a thorough study of the practicability of establishing 
a free port-at Boston, the Massachusetts division of waterways 
and public lands has recommended against any further efforis 
pending the enactment of additional legislation by Congress, 
The commission, however, asked that it be authorized to con- 
tinue its inquiries. 

The ‘new tariff covering shipments from Atlantic ports to 
the West Coast of Africa, effective January 1, is as follows: 


Ports 


St. Vincent, Dakar, Conakry, Freetown (Grand Bassam, Lome, 
Bathurst, Bissao, Sherbro, Liberia, Grand Lahou, Assinie, Gold 
All ports south of Calabar except ports mentioned in Group 4. 
Victoria, Rio Del Rey, Duala, Fernando Po, Boma and Matadi. 


ooh 


Commodities 
Te ee eT Pe Te TTT eT TT TUT Te 
Cement, lime, and asphalt on deck 
Fertilizer 
NS nc headin saa ee ace HEE es RECOUNT STERS OEE ENENSSNHEE Hers gE ReRRE 
Iron and steel unmanufactured N. O. S 
ee EE SN Is gcc ck bo drng/ Ce hebe F006 4 8 MERE ES eee CES Cam ema em 
Iron and steel manufactured N. O. S 
Nt le, I I ND I 6 oss i060 5 6002 bo eccdenoneeeeseuseeeens 
EASMUSE, DOCCWOOE DOF TGEP DORE FO ic cc cc ccacccccvescescccoesncecs 
Lumber, hardwood, per 1,000 board feet 
Machinery, including agricultural 
Metal roofing, asbestos covered 
Nails 





NIN givcscac aiiiens boinc Gaia nl sge ose se ea aL Baa al. wi ed SIRF cal Aral Ol mn'e SARIS Bela eee ee a Seale wel 
Sarsaparilla root 
alk ceca cs oy Gi wa tac Ae Poe en a Canal lp ee Ra hag aes alc wha aaa Gcaraicel’ lack oa ate 
Tobacco 
I a Sarat ance ia cago ch sia rt Ge sds algreaha vee <p easel WI Siem ap Bw ine ae alae 
en Se GUUS IOI os: og ip alain. 0: o'e'e Hach ea boo oe Miniewia aaa wihawwee 
Alcohol, brick, creosoted timbers (on deck), earthenware, empty casks, 
gin, old newspapers, packing paper, permanent way material, 
roofing material, rope, rosin, rum, soap, soda, tar, wooden millwork 
Beer, bells, bread, brooms, candies, cordage, cotton cards, corn oil, 
cowries, crookery, disinfectant, electrical machinery, enamelware, 
furniture, galvanized ware, glassware, glucose, hardware, iron 
safes, lamps, liquors, machets, mineral water, paint, paint oil, 
pipes (clay), provisions, pumps, rolling stock, rowboats, scales, 
small motorboats, starch, tacks, tea, wines, vaseline............... 
Beads, brassware, canvas, cigars, cigarettes, cottons, cotton yarn, 
Florida water, guns, matches (safety), mirrors, musical instru- 
ments, perfumery, plate glass, talcum powder, toys............. - 
Automobiles, automobile parts, trucks, tractors and trailers, tires and 
accessories, also motorcycles and side cars 
NN ONIN I UR aig Seaturiroad gb ak keak Siar eda Role Oiiin/a eraialnalank cine edieniimeweaa 
Acids, carbide of calcium and all other dangerous goods carried only 
by special arrangement 
Kerosene 


ee ee ee ee 


CeCe re eee reser ereresererereesreseeeeoee 


and gasoline 


PAHO SOHO OCOS SOOO CEEEEC COOH WK OE OCECCEOOO 69666000 OHO CES 


Cotonou, 10 per cent surcharge). : : 
Coast and all ports South up to and including Calabar. 


PORTS 
(1) (2) (3) (4) 
$20.00 Wt. $22.00 Wt. $24.00 Wt. $24.00 Wt. 
10.00 Wt. 12.00 Wt. 12.00 Wt. 12.00 Wt. 
12.50 Wt. 12.50 Wt. 12.50 Wt. 12.50 Wt. 
15.50 Wt. 17.50 Wt. 20.00 Wt. 19.00 Wt. 
9.00 Wt. 11.00 Wt. 13.00 Wt. 12.50 Wt. 
8.00 Wt. 10.00 Wt. 12.00 Wt. 11.50 Wt. 
11.50 W/M 13.00 W/M 15.00 W/M 14.00 W/M 
35 ft. 40 ft. 40 ft. .40 ft. 
24.00 26.00 29.00 27.00 
26.00 28.00 31.00 29.00 
14.00 W/M 16.00 W/M 18.00 W/M 17.00 W/M 
12.00 W/M 14.00 W/M 16.00 W/M 16.00 W/M 
15.00 Wt. 17.00 Wt. 20.00 Wt. 19.00 Wt. 
10.00 W/M 12.00 W/M 13.50 W/M 13.00 W/M 
12.00 W/M 13.00 W/M 15.00 W/M 14.00 W/M 
30.00 Wt. 33.00 Wt. 36.00 Wt. 35.00 Wt. 
16.50 Wt. 18.50 Wt. 20.50 Wt. 19.50 Wt. 
26.00 Wt. 29.00 Wt. 32.00 Wt. 31.00 Wt. 
7.00 W/M 7.00 W/M 10.00 W/M 9.00 W/M 
12.50 Wt. 12.50 Wt. 12.50 Wt. 12.50 Wt. 
15.00 W/M 18.00 W/M 20.00 W/M 19.00 W/M 
17.00 W/M 20.00 W/M 22.00 W/M 21.00W/M 
20.00 W/M 23.00 W/M 25.00 W/M 24.00 W/M 
21.00 W/M 22.00 W/M 22.00 W/M 22.00 W/M 
23.00 W/M 26.00 W/M 28.00 W/M 27.00 W/M 
30.00 W/M 33.00 W/M 36.00 W/M 35.00 W/M 
open open open open 


Heavy Lifts—Above rates to apply on pieces and/or packages weighing up to and including 5,600 pounds. On heavier pieces and/or packages, 


Over 5,600 pounds up to 4 tons 


following charges will be assessed in addition to the freight rate on all tons (2,240 lbs. or 40 cu. ft.). 
$4 


Nae Se Kg Sign Sana Ghee! aralglalWGiove wacarai@le wie eumecd 0 Cire & Cee Ui 10 10) CONE 5a 6.05504 bis. 010101010 0in 0:0. 0s ere nels wie rnareiaiecememeeUD 
Over I IN 6a, 5:0'6 @ 5:5 Sas & Sie Stel ni se eee Cee bean 6.00 Over 10 tons up to 15 toOnsS...........cccccccccccccecccssecce see eee 17.00 
Over ee NI EE NIN rai ws wrincae gs rs os 8s eae alow wae aman oiarer: 9.00 CI IE Sore cece cornea edie osGewesine eee wmepiers Special contract 


_ Ad valorem valuable cargo; 2 per cent ad valorem on declared value in addition to tariff rate: 
Minimum B/L Charge $5.00. If a shipper has other cargo to the same port after one B/L has been issued the second and subsequent Bs/L. 


will be actual freight but not less than $2.50. 
Lighterage Axim and Half Assinie, for account of consignee. 


Must Be Prepaid—Charges at following ports in addition to above rates: Lagos and Port Harcourt, harbor tax $1 per ton W/M on general cargo; 


$1.50 per 40 cu. ft. on lumber. 








etc., will increase their tariffs 15 to 20 per cent. 


Effective on all Red D. Line steamers sailing from New 
York on and after Jan. 1, 1927, there will be several changes in 
freight rates. The actual cost of transferring merchandise at 
New York and Brooklyn will be assessed and collected. Ship- 
pers claiming an inland differential on merchandise shipped on 
local bills of lading will be required to indicate on the same 
bills of lading the number of the railroad car, and must sub- 
stantiate their claim by surrendering to the line either the 
original railroad bill of lading or way bill, or a certified copy. 
Effective on the same date, an attendance fee of $1 per set of 
bills of lading will be assessed and collected for bills of lading 
prepared by the steamship company in behalf of shippers. The 
Red D. Line also calls attention of shippers to changes in freight 
rates from San Juan, Porto Rico, to New York, which will be 


effective on steamers sailing from San Juan on or after Jan. 1, 
1927. 


A new schedule of rates, effective January 1, between 
Atlantic ports and the West Coast of Africa has been issued 
by the American West African Line. General cargo rates will 
range from $23 to $28 a ton, weight or measurement, depending 
upon destination. The same line has issued a new schedule of 
rates to the Canaries, Azores and Madeira Islands, effective 


January 1. General cargo rates to all ports in this group will 
be $22 a ton. 


Reports from Guayaquil state that pilferage is on the in- 
crease at the port. Under the new law promulgated on July 1, 
no claims of any description are now accepted by the Guayaquil 
Customs, and no rebates of duties are made for goods arriving 
pilfered or damaged. Consignees are given the option of receiv- 
ing their goods and paying full duty or sending them back to 
the senders. If this is not done within one month, the customs 
notify the consignees that the goods will be seized to cover 
duties and sold at public auction. 


In order to take care of heavy cargo offerings for Germany 
and Belgium, the United American Lines have diverted several 
extra steamers to their service between Pacific Coast ports and 
Hamburg, Antwerp and Bremen. 


Calabar, lighterage charge 60 cents per ton W/M. 


The new tariff covering shipments from North Atlantic 
ports to the Canaries, Azores and Madeira Islands, effective 
January 1, is as follows: 


Canaries Azores, Maderia 

Autos, accessories, parts, tires, trailers 

ee Bo eter rers a $20.00 W/M $22.00 W/M 
Cy Ie a eo 6 so we seeds 17.00 W/M 21.00 W/M 

All Ports 

Seeman seen. eC ie nce kenccenevasicnewseeteeeenwe $22.00 W/M 
nS rr Re rc nee ee eee er 12.00 W 
eI IID occa onic Coc anaes c aiinl gt Gr dav aces @iailor-ak Bites Vevexet Biers Tau pCerD leeare 17.00 W 
IIE a cores chgaiaic. 5:40 oan eee owe ein ceils unis eeden caw eeumeee 10.50 W 
Cpe, Memeenee, COC... TE. Cy. Boaieicce. cess o'ee:s dccrosiersoseigeioe 1.25—100 Ibs. 
NINE dic eicioigreminidsbcO oO OSS POS Die iden-nie wane Oerbla Ke aed see 9.00 W 
I NN lia ii chialax tented Goins aiabanine.oeieiw aautwcaleces¥ ore 6/2 ain arava acaraietns 13.50 W 
Rn I MINN NII ag. dog acne acalecg ed. 0.5 oreo eserereraiwin-a wewlavareues .55—100 Ibs. 
I hens tates date aledall ate & assinld SOS INH Saabs ow wi everacoure em eck .-50—100 Ibs. 
Se EE I ceca enc aasies aivience ey enue cmaleres open 
Iron and steel articles (up to 20 feet)............cceees 14.00 W 
Iron and steel artciles (over 20 feet).............eceeee 19.00 W/M 
RAMROT BOC WOOG, DOT Ma occ visccccccescccvcecessccesee 23.00 
PAUMDST—-TIATOWOOG, POF Mow ccccccccscvccscccsceccscees 28.00 
aN a te ooo: ae net en m'el el G gre Win&4-0 ob reeds Digrarate operons .85—100 Ibs. 
NII ix Sif ak aloud ary antprars wie bs ciel kee Gcucex otive rw maaan ea acon 1.10—100 Ibs. 
UN edi ci aa hcds shen blade hl @voadn @ a epdta 02d) ot Ba lana achat Guarana ar wlens 13.50 W 
Oil, fuel and lubricating, grease and wax.............. .35—cu. ft. 
Provisions (packing house products and canned goods) -.90—100 Ibs. 
III NN 4. a a ssn sieve arts ei'sk bred er: wigrwinndehinaveieine eines -70—100 Ibs. 
SUONOG GRLS CHASE GNA COREE) < oo.6:0.c:ccccrcccdsccccccecwws .90—100 Ibs. 
Na a argos bs bas essas'a 'oacasewe’ Greer aca OMI EL OS 14.50 W 
LEER SSS 8 SSAC ee Sra eer area ane on re a ete ae 14.00 W 
aI ON INNO 5 3) 5; 6s) axe dare: eincu'ere ecaieicavararereiess Wacenimeleie 17.00 W 
a eS A vig 6.9 as ec ares coscc so) BSS ire wat NCRN IS T0 Ue 9.00 W 
FoOeRCCO CGMMANUfactured) .....ccccccscccccccvccvcvess 1.20—100 Ibs. 
OE 8 ee eee 10.00 


Parcel receipt 5.00 
Heavy life—An additional charge of $2.50 per ton W/M for each 
ton or fraction thereof over 4480 lbs. each piece and/or package. 
Harbor tax funchal—32%c per ton W/M prepaid. 
Fayal—Discharging costs account consignee. 
Through B/L—To Arrecliffe and station Cruz de la Palma, $3.50 
per ton W/M additional to above tariff rates. Minimum B/L $12.50. 


COP eee ee ese reset ereesreeeseesssesesseseees 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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GALVESTON DIFFERENTIAL CASE 


The Traffic World Washington Bureau 


A broad discussion of the port differential question took 
place before the whole Commission, December 9 and 10, in 
arguments on No. 12798, Galveston Commercial Association vs. 
Gulf, Colorado & Santa Fe et al., No. 17850, North Texas Pe- 
troleum Traffic Bureau vs. A. T. & S. F. et al. and I. and S. No. 
2560, commodit'y rates to and from Gulf ports. The formal 
docket cases and the suspension case, resulting from an effort 
on the part of the railroads to adjust a situation against which 
Texas interests complained, were up on appeal from the decision 
of division 2 in which that division sought to draw a line from 
the territory beyond which rates should be lower to Texas 
ports than to New Orleans and other Louisiana ports. 


After the division had made a decision the matter was re- 
opened and a proposed report submitted by Examiner Koch. 
In the division decision 100 miles in distance controlled the 
question whether the Texas ports should have lower rates from 
the affected territory than those to the Louisiana ports. 


Koch recommended the continuance of equalization of rates 
on petroleum and its products but not on any other commodity. 
On all other commodities, except grain and grain products, he 
said the Commission should not permit equalization. On grain 
he proposed equalization east of a line of the Santa Fe through 
Sapulpa, Okla. On and west of that line he proposed differen- 
tials favoring the Texas ports. 

Two days were assigned but, even so, all the applicants 
for an opportunity to discuss the cases were not satisfied with 
the allotments of time made to them. H,. H. Larimore, speak- 
ing for the Missouri Pacific, for illustration, said he had not 
been given enough to do any more than explain his vete, which 
was in vigorous opposition to the plan proposed by the ex- 
aminer. He said he knew of no better way for rendering the 
Kansas lines of the Missouri Pacific useless than the plan pro- 
posed by the examiner. Equally definite opposition was voiced 
at the morning session of the first day by E. A. Smith speaking 
for the Illinois Central. He said that application of the princi- 
ples proposed by the examiner would result in shutting the 
gulf port lines out of traffic to and from Central Freight Associ- 
ation territory and favor the north Atlantic ports. They were 
asked questions from the bench about further equalization, as 
for instance, as between New Orleans and Mobile. Broadly 
speaking, they favored equalization where conditions were not 
such as to make it out of the question. 

Nuel D. Belnap, one of the attorneys for the New Orleans 
Joint Traffic Bureau, said there was no reason of which he knew 
for the failure of lines serving territory not now equalized as 
between New Orleans and Galveston. He said that New Orleans 
favored equalization upon the sole condition that the equaliza- 
tion was not made a burden on other traffic, regardless of 
distance. 

Robert Thompson, for the Texas & Pacific, said that impos- 
ing higher rates from the proposed non-equalization territory 
would deprive that carrier of tonnage flowing in the direction 
of the empty haul. Similar statements were made by R. E. Mill- 
ing, Jr., speaking for the Louisiana Railway & Navigation Co., 
a carrier, which he said, in 27 years, earned more than enough 
to pay the interest on its bonds in only five years. He said 
the deprivation of tonnage by the proposed scheme would result 
in making it necessary for that carrier, each year, to find $100,000 
to be used to pay operating expenses, or to reduce its service. 
He pointed out that the L. R. & N. and the Texas Pacific were 
on opposite sides of the Mississippi and Red rivers and did not 
serve the same territories at all because those rivers were real 
dividing lines in that part of the country. 


Mr. Larimore said that this was not a controversy between 
ports but a fight between railroads, the Santa Fe trying to mo- 
nopolize the grain traffic from southern Kansas which the Mis- 
souri Pacific had been handling for thirty years and which it 
desired to continue to handle. He pointed out that the Santa Fe 
was not the short line to Galveston and that, under the existing 
conditions, it was not the big grain carrier except in the case 
of one of three or four big grain exporting firms, figures for 
which he mentioned. 

No line, he asserted, could have a vested interest in a 
mileage scale of rates. Mileage, he said, was made the control- 
ling factor in the proposed disposition of this case. He said 
there was no record to support disposition on mileage and that 
nowhere in the west were rates on grain and grain, products 
made on a mileage scale. 

Mr. Belnap called attention to figures which, he said, showed 
that under the equalization of rates the Texas ports had grown 
more in tonnage than the Louisiana ports, upon any base for 
figuring that was mentioned in the record. He said that export 
and import rates were not made on mileage and called atten- 
tion, as did Mr. Larimore, to cases in which the Commission 
had shown that such rates could not be based upon mileage. 

The assignments of time to discuss the case were made to 
Robert Thompson and T. J. Freeman, for the Texas & Pacific; 
H. H. Larimore, Missouri Pacific; E. A. Smith, Illinois Central; 
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N. D. Belnap and L. M. Walter, New Orleans Joint Trafi, 
Bureau; H. C. Keene, New Orleans refiners; H. W. Rowe, mig. 
continent refiners; Willis Crane, Tidal Refining Co.; J. R. Vay 
Slyke, Roxana Petroleum Corporation; W. R. Scott, Kansas City 
Board of Trade; H. P. Long, Louisiana commission; R. C. Fy. 
bright, Texas ports; E. H. Thornton, Galveston; Elmer West. 
lake, Santa Fe; C. S. Burg, ‘Missouri-Kansas-Texas; and Ed. Pp. 
Byars, North Texas Petroleum Traffic Bureau. 


LIGHTERAGE RATES AT NEW YORK 


The Traffic World New York Bureay 


While approving the proposal for an increase in lighterage 
rates, which have not been changed in forty years, while the 
price of nearly everything has been raised, the New York Board 
of Trade and Transportation declares that the carriers should 
absorb the proposed increase, and that it should not be passed 
along to freight. To increase the charges borne by freight, said 
the board, would only have the effect of diverting heavy traffic 
from the port of New York to other ports, where the expense 
of lighterage would not be incurred. 

The committee on harbors, in its report to the board, which 
was adopted, said: 


It is claimed by Merritt-Chapman & Scott Corporation, which is 
one of the largest private contractors engaged in this work, that 
these allowances should be doubled in order to compensate for pres- 
ent operating costs. 


Your committee offers no opinion as to the reasonableness of 
this claim because it has had no figures before it on which to form 
a judgment, but believe that, in view of the large increase in the 
cost of labor and materials in the past forty years, some readjustment 
of these allowances is necessary. It is of the opinion, however, that 
this is a matter that should be settled by the carrier and the lighterage 
company which it employs as its agent. 


The New York Board of Trade and Transportation, however, is 
concerned as to the effect the payment of increased allowances may 
have on the total charges assessed against the freight, as under the 
existing tariffs the carriers absorb 60 cents per ton out of their rail 
earnings on this class of freight and add the remainder to the freight 
charges. It therefore follows that any material increase in the allow- 
ances will mean a similar increase in the charges borne by the freight, 
which may have the effect of diverting such heavy freight from 
the Port of New York to other ports where the expense of lighterage 
would not be incurred. 


In your committee’s opinion, the New York Board of Trade and 
Transportation should support the fundamental principle that the 
allowances paid by the carriers for the lighterage of heavy articles 
should represent a fair return for the service rendered, and that the 
earriers increase their absorption for lighterage out of their rail earn- 
ings on heavy lift freight to the level of the cost of lightering all 
classes of freight, which recent investigations have shown is con- 
siderably in excess of 60 cents per ton, so that in the final analysis 
the cost to the shipping and receiving public will not be out of line 
with the cost at other ports for like service. 


The matter is to be taken up soon by the Trunk Line Asso- 
ciation. 


THE PACIFIC SHIPPER 


“To aid Pacific coast shippers to direct their ocean traffic 
with the greatest efficiency and economy,” is the announced 
purpose of a new weekly publication, “Pacific Shipper,” which 
has made its appearance on the coast and in the east. The 
paper affords a listing of sailings to and from all Pacific coast 
ports, arranged alphabetically as to ports of call and consecu- 
tively as to dates. The basic features are like those of other 
weekly schedule publications on the Atlantic coast and in Eu- 
rope, but “Pacific Shipper” contains some innovations. 

Principal among them is the intercoastal section, which 
shows future sailings from all east coast and Gulf ports to the 
Pacific coast with the expected arrival dates at the several 
Pacific ports of call. The due dates of both intercoastal and 
foreign-line ships en route are revised weekly until the vessel 
arrives, thus giving consignees the best information available on 
arrival of their shipments. 

Several pages of the 32-page booklet are devoted to a review 
of Pacific coast traffic, the freight and charter market, and for- 
eign exchange market. George E. Martin, for several years 


identified with shipping publications on the Pacific coast, is the 
editor and publisher. 


STEVEDORING CONTRACTS MADE 


Contracts for stevedoring of Shipping Board vessels oper- 
ating out of Galveston and Texas City, Tex., have been awarded 
to the Southern Stevedoring Company and the Globe Stevedor- 
ing Company, both of Galveston. Other bidders for the work 
included the Atlantic Coast Shipping Company, the Lallier 
Steamship Line, E. Gondge and Son, and the R. P. Williamson 
Stevedoring Company, all of Galveston. The lines which will 
be served by the Southern company are as follows: American 
Pioneer Line, Southern States Line, Texas Star Line, and the 
Gulf West Mediterranean Line. The contract for work on the 
American Dixie Line and the American Premier Line went to 
the Globe Company. The contracts will be effective about De- 
cember 20 and continue for one year. 
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RATE REVISION CASE 
The Trafic World Ottawa Bureau 


The general freight rates revision case, opened in Ottawa 
December 1, is still in session, and is likely to be for some time. 
A large number of submissions have been filed and thirty attor- 
neys are engaged at the hearing. 

At the opening, H. W. McEwen, counsel for Saskatchewan, 
desired to know whether or not the applications made and ar- 
gued some months ago for revised grain rates to the Pacific 
were transferred into the general rates investigation. The chief 
commissioner said counsel would be advised later on the matter. 

The inquiry opened with the presentation of the case of 
British Columbia. D. O. Lewis, consulting engineer, was exam- 
ined by counsel for British Columbia regarding tonnage statis- 
tics, with the object of proving exorbitant rates in B. C. 
Dispute arose over the inclusion of the Esquimault and Nan- 
aimo and the Kettle Valley railrways tonnage being included 
with that of the Canadian Pacific. Mr. McGeer, counsel for 
British Columbia, contended that originating tonnage of the C. P. 
R. in the province should include the two subsidiary railways. 
Mr. Flintoft, counsel for the C. P. R., said it was merely an 
attempt to put into the press a statement that the road was 
withholding information. “The same thing was done in British 
Columbia,” said he, “by Mr. McGeer with a press agent at his 
elbow, within five minutes of the adjournment of a sitting.” 

That the cost of railway operation in the mountain section 
was not much greater than on the prairies, and that the volume 
of traffic supplied by British Columbia and western Alberta was 
greater than the railways were willing to admit, were two of the 
submissions made. One comparison after another was placed in 
evidence in an effort to show that the mountain scale of rates 
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NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 
THE COMMERCIAL WAREHOUSES 
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BALTIMORE, MD. 
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should not be higher than the prairie and north shore scales. 
Gradients on the prairies and in the United States were com: 
pared with those of the British Columbia lines, and it was 
claimed that the latter were not more difficult on the whole. 
Rates on the main products of British Columbia, including 
lumber, sugar, and canned goods, were discussed and Mr. 
McGeer sought to show that the rates from the Pacific Coast 
were too high on those products. The expert agreed with him 
that the railways appeared to be making more than a reasonable 
profit on the traffic from British Columbia eastbound. He said 
the rate on sugar from Vancouver to Winnipeg was much higher 
than that from Montreal, and that the railways made an “unrea- 
sonable” profit on that commodity. Mr. Pitblado, counsel for 
the Winnipeg Board of Trade, said it was only a “book profit,” 
because there was little sugar moving from Vancouver to Win- 
nipeg. Mr. McGeer said that was proof of his contention. 
Gradients on railway lines in British Columbia are no worse 
than those on the prairies, according to Mr. Lewis. Comparative 
gradients on both sides of the Rockies were compared, and Mr. 
McGeer claimed that it was as easy to haul grain to the coast 
as to Fort William. Comparison was made between grades in 
the United States and Canada and their effect on the coast of 
operating freight trains. Figures on originating tonnage, as sup- 
plied by the railways, were criticized by the expert, who thought 
that, analyzed in a different way, they would show that a much 
larger volume of tonnage originated in Alberta and British Co- 
lumbia than the railways showed. He said British Columbia 
held its own with any other province in supplying tonnage for 
the railways, and from this Mr. McGeer argued that there was 
no justification for the higher scale in British Columbia. 
Mr. Pitblado, counsel for the Winnipeg Board of Trade, said 
Mr. McGeer classed tonnage originating and tonnage terminat- 
ing in British Columbia as business produced by that province. 
He said tonnage carried through Manitoba provided revenue for 
the railways even if it neither originated or terminated there. 
«Mr. McGeer claimed that one piece of information given him 
by the Canadian Pacific was “not only incorrect, but obviously 
misleading.” This was figures giving the cost of hauling grain 
to the coast. The opinion of the rate expert was that the figure 
given was the gross ton mile rate, not for grain in particular, 
but for the whole railway traffic in general. Commissioner Vien 


did not agree that the railway reply was “inaccurate or mis- 
leading.” 


Mr. McGeer undertook to establish that operating costs to 
the railways had fallen in British Columbia in 1925 as compared 
with 1921, and the decrease had been greater in the prairie 
provinces than elsewhere. British Columbia costs were now 
coming in close relation with other provinces. Train mile ex- 
penses in B. C. had been reduced because of increased operation. 
The cost per car mile in British Columbia of the Canadian Pa- 
cific was lower than similar costs in Quebec and New Brunswick. 

British Columbia’s case will probably take some days. There 
will be no sittings on Saturdays or Mondays, and the hearing 
will adjourn December 17 for the Christmas holidays. 


When the discussion on the rates case was resumed Decem- 
ber 7, counsel for the provinces of Alberta and Saskatchewan 
filed a petition with the Federal Government praying the Gov- 
ernor-in-Council to cause to be rescinded a ruling of the board 
which the petitioners claimed seriously prejudiced their case. 

In October last year these provinces applied to the board 
to compel the railways to put into force a tariff which had been 
ordered by the board, reducing the rates on grain and flour to 
Pacific ports within Canada for export, to the same rates pro- 
portioned to distance as such grain and flour would carry if 
moving eastward for export, and further to adjust the eastbound 
rate which it was claimed was one to five cents in excess of the 
tariff authorized by the board. The effect of these charges is 
alleged to give the railways approximately $2,000,000 a year 


— than they were entitled to under the tariff approved by the 
oard. 


In February last the board rendered an oral judgment, in 
which three commissioners held that the matter of freight rates 
west of Port Arthur should be dealt with independently of the 
general rates investigation, while the other three commissioners 
held that it should be dealt with as part of the general case. As 
a result the application was refused. 

Alberta and Saskatchewan now avail themselves of a provi- 
sion of the act which allows appeal from the decisions of the 
board and pray “that the decision of the Board of Railway Com- 
missioners for Canada, as a result of which the determination 
of the applications of your petitioners hereinbefore referred to 
are and have been postponed until the hearing and determination 
of the general rates investigation, be rescinded, and that the 
board be directed to hear, dispose of and determne the said 
applications of your petitioners, independently and in advance 
of the general rates investigation, and that such hearing and dis- 
position to take place immediately or for such further or other 
order as may be just.” 

The petition is signed by S. B. Woods for Alberta and W. H. 
McEwen for Saskatchewan. 
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Should this petition be granted, the whole procedure woul 
have to be revised and right of way given to the West, where, 
it is claimed, the greater grievance in the matter of freight dis. 
crimination exists. 

When the afternoon session opened, W. M. Scott, traffic 
manager for the Associated Growers of British Columbia, was 
called to testify as to the figures which had been filed with ref. 
erence to fruit transportation from the Okanagan Valley to vari. 
ous points both east and west. The system adopted was to 
calculate traffic from a central point in the Okanagan Valley to 
a central point in each province. The central point in the Oka. 
nagan was Kelowna and the provincial points were Vancouver, 
426 miles from Kelowna; Medicine Hat, Alberta., 572 miles, 
Moose Jaw, in Saskatchewan, 832 miles; and Portage la Prarie, 
in Manitoba, 1,175 miles from Kelowna. 

A breezy passage between counsel enlivened the proceeding. 
G. G. McGeer, K. C., had filed certain exhibits which the board 
desired to have authenticated, and Mr. Wrong, of the Dominion 
Bureau of Statistics, was called to the box. Mr. McGeer ob. 
jected to witness being called at that stage, as he was not pre. 
pared to examine him until he had studied the exhibits, so, as 
counsel declined to proceed, the chief commissioner conducted 
the examination personally and several counsel assisted. Mr, 
McGeer retired from the counsel table, remarking that he would 
resume when he was permitted to re-enter the case. 

The Montreal Board of Trade has addressed a letter to the 
Railway Commission protesting against any attempt to equalize 
the rates throughout Canada. The communication claims that 
conditions vary greatly in different sections. In the East the 
traffic was mainly the output of industrial activities furnishing 
a high-class tonnage paying high rates but competing with water 
transportation and United States railways. On the prairie sec- 
tion, there is no competition of this kind, and the goods offered 
are subject to a low rate, while the Pacific territory is moun- 
tainous and the traffic a low rate class. The contention is, 
therefore, made that it would be detrimental to the best inter. 
ests of Canadian commerce to attempt any equalizing of rates 
throughout the Dominion. 

Further examination of D. O. Lewis of Vancouver, freight 
rate expert for the province of British Columbia, by G. G. 
McGeer, K. C., the chief counsel for the province, was proceeded 
with. - 

Figures of actual operating expenses had been filed to show 
that the haulage costs were, as a matter of fact, not greater in 
B. C. than in the East. Witness characterized the supposed 
increased cost of mountain haulage as a “bugaboo” and con- 
tended that the greater cold, lack of water, necessity of hauling 
fuel, timber and other material for repairs and maintenance for 
greater distances were all heavy handicaps in the Prairie Prov- 
inces, which fully offset any increase of mountain haulage in the 
Pacific province. 

Witness further contended that a reduction of freight rates 
would result in a corresponding increase of business which 
would be a benefit to the transportation companies and a mate- 
rial incentive to greater development both in manufactures and 
crops and other natural resources. 


GOVERNMENT RAIL PROBLEMS 


The Traffic World Ottawa Bureau 


One of the measures almost certain to form a part of the 
business of the new session of the federal Parliament is a bill 
to ratify the agreement recently arrived at between the Cana- 
dian National Railways and the holders of the Grand Trunk 
Pacific 4 per cent debentures. 

The amount outstanding held by the public is $34,879,263. 
It is proposed to issue for each debenture a Canadian National 
Railway security to be guaranteed by the government, which 
will pay interest at two per cent and carry a sinking fund provi- 
sion of another two per cent. From the sinking fund those who 
desire to surrender their holdings will be paid out over a period 
of years. The agreement is a terminating agreement, which will 
probably require 35 years to conclude. 


No interest has been paid on Grand Trunk Pacific deben- 
tures since the railway went into receivership in March, 1919. 
There was no government guaranty of the debentures, but there 
was a conditional guarantee by the Grand Trunk Railway. The 
present arrangement is a compromise, which is the result of 
negotiations between Reginald McKenna’s committee of bank- 
ers and the Canadian National management. It required 75 per 
cent of the debenture holders to approve the scheme. This has 
been secured and it now remains for Parliament to ratify the 
agreement. 

The program of branch line construction of the Canadian 
National for the next three years probably will be revealed when 
the Minister of Railways brings down his “little budget” next 
session. It is not known when the minister will make his an- 
nual statement to Parliament on national railway problems, nor 
is it indicated what his program will be, but gossip has it that 
the practice of planning extensions of the national railways three 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 
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Prompt and intelligent service. 
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years in advance will be followed. 
three years ago. 

No official statement has been issued on the subject. At 
this stage no official of the Department of Railways cares to dis- 
cuss the matter but it is generally supposed that the new pro- 
gram will not be an extensive one. It can be always added to if 


immigration and business conditions in the next few years war- 
rant it. 


This system was adopted 
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Total loadings were less than last year by 337 cars, the log 
of 2,658 cars of grain more than offsetting gains of 1,547 Can 
of merchandise and 775 cars of miscellaneous freight. 
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One of the most important problems in government railway a ae =“ 
administration is the Hudson Bay Railway. The government’ Grain and Grain Products................ 5,258 4,418 47 
has repeatedly stated its intention of completing construction Live Stock ieee Hood 1,307 
of the road, and all the major parties in the House have declared 998 m 415 = 
themselves in favor of it, so long as the cost is not unreasonable. 2,742 2,538 2,62) 
Last year’s estimates, which probably will be voted when the he ye Pisa ebenn ss enn ta rhode eer ens a oo 1511 
House reassembles, provided for the construction work now meena <tr errarereseerens ae 1115 2,28 

: z Other Forest Products... ..cccccccccaccce 1,401 os 1,423 
under way. A further vote will be asked for or, possibly, a eae Dans o6-o-sengengeenets 840 866 134 
government bill will be brought in to provide money for a pro- ene, Ly, Cy. Lie. e cee e cere eee eeeneee eis 13.418 11a 
gram that will take more than a year to complete. Some work rE PITR STORRS Te >See RTT KE TSS * ees " , 610 
has been done this summer, and in the winter materials are Total Cars Loaded...............000+ 44,651 44,637 42,15) 
being hauled over the snow to complete track-laying from end ot Soa ae 
of steel to the seaboard. The possibility that the terminus may Total Care Received from Connections . 33,087 $0,015 30,715 
be changed from Port Nelson to Fort Churchill is not admitted, WESTERN CANADA 
but it is significant that the government has engaged a prom- s , 
inent British port engineer to study conditions at Port Nelson } ean tana Lopes eet mee eeee . ithe 15980 4 
before any more money is spent on terminals at that port. Coal ..cccccccccccccccccccccuccivcuaccceces 4,296 4,159 4,176 
Some $6,000,000 has been spent on Port Nelson terminals. In Coke ....... bee eeeeceereeneeeeees seeee eens as? Had x 
any case, the completion of the Hudson Bay Railway is the pol- eed eenenas "997 134 135 
icy of the government. I a ania shin madithraieeicick 139 127 195 

In the meantime a gang of 120 men has begun laying rails —" Forest Products.............+-+eee —— a = 
on the uncompleted 92 miles of the railway. The approaches to Merchandise, i. G. 0.000000. 4635 4,859 4a 
the Kettle Rapids bridge, on the north side, have been com- , Miscellaneous............0..0eeeeeeeeeee ees 3,315 3,452 2,964 
pleted, and it is the plan to lay the rails to the Limestone River waa 
this winter if weather permits, so that footings for the Limestone Total Cars Loaded.................+-- ate oA — 
bridge can be put in before spring. Total Cars Received from Connections 3,355 3,207 3,250 

In all, 700 men are now at work on the railway. Two 35 TOTAL FOR CANADA 
per cent freight engines, the sort used for heavy main line Grain and Grain Products................ 19,413 20,959 22,071 
traffic, are now in operation to Mile 214, and one trainload of _— Nas cre: o)cia.e;oainve-ncisie'cig.caicnneimiarnrie ules 93 oie eo 
supplies a day is moving up the line for construction. pe NMRA ANCE SECIS SAL RT "536 "B53 

eae  eeesss—“‘isé™OCO™OCOCOCCCCCC OCS RR as oe er cectoreree ta 3,356 2 

PONG cccccsevveves 1,176 1,650 

REPORT ON CANADIAN NATIONAL ae @ae See e708 3119 
Other Forest Products...........seeeeeeee or et ae 

The annual report of the Department of Railways and Canals 1 RE BRC EES OR ere a ae : ,675 1, 

i i i i EG ae eee ; 17,872 15,866 
contains an analysis of the Canadian National Railways’ re- ee, hentia ARC TS 14°349 15,398 13,514 
quirements and results of operations over the six years 1920 to = 
1925. ee 76,127 78,770 76,464 

It includes statements showing an improvement that has Total Cars Received from Connections 36,442 38,222 33,963 
taken place since the taking over of the various railways. The 
reports deal with the long term debt from the standpoint of CUMULATIVE TOTALS TO DATE 
individual lines and shows the complete advances to date 1926 1925 
($601,406,082) by the Dominion to the companies. Grain and Grain Products..............+-- 454,326 434,844 

Following are the operating results of the national railways Live Stock.............ceee cece eee e eee eeee 106,563 115,701 

j : WE Gaia, ciowtinreclecroeciesneiermercsesicleae.cinisiers 291,108 208,394 
for the calendar years since 1920: a RA ED OAR rial SS RCE AE 17,848 14/320 
BOO cacancewensvereei ee ROT I alos ccsicicin-scisttows winieinarojeocineolvicieusisisios 171,166 168,239 
SSE E Te po a eeeeeeeneennteres: GU RRON PNNIOD a carck cosicws cxrewirnoeneeicinaseueieece 119,537 115,394 
BE a ratio neocnceteus MER TAOS oe ncaaicccceciesisiones ee errr rere 111,624 97,0 
BEES icndavGundncenaes ae. eee eeeaeeers 51,697,000 Other Forest Products............ss.seee. 144,778 132,812 
19Z4F oc ccccccccccccees DE BE once sc vosswesececs ROE Mc acacas cvsieeedwceredeccdinceinshecndeceee 82,783 67,399 
BREE daincvive vewancdones SE SOE, COU TGEGT ccc ceciscccwcceeces 41,444,000 Merchandise, L. C. L......ccccccccccccers 775,083 723,075 
CSIR GAS NIN 9-5, erties taceid- 0 vie: 4 bee 4-o'bielelaerers 680,839 615,498 
RNS ee IEE i002 Gocitarda te G bueeke aeaensiae eee $356,308,000 —_——_- es 
TOCA! Care EGGGGG «oo. vcciecescsvecices 2,955,655 2,692,760 

*Deficit. tSurplus. j;Total deficits after all charges over the same ———— ee 

period, , Total Cars Received from Connections 1,756,182 1,569,752 


“Continued improvement” is noted in the report of Major 
Graham Bell, Deputy Minister of Railways. “In last year’s re- 
port, attention was drawn to the marked improvement in the 
national railway results over the five-year period,” he says. “It 
is now possible to add the more marked improvement of 1925, 
which carries with it the expectation that 1926 may find the 
Canadian National management in position to pay all interest 
charges due the public from its own earnings, which would 
mean that for the first time it will have been possible to meet 
such charges without borrowing from either the government or 
the public for interest purposes.” 

Major Bell points out that the improvement can be seen 
in a number of directions. In the fiscal year 1921-1922, it was 
necessary to provide $183,000,000 on Canadian National Railway 
account, while in 1925-1926 the requirement of the government 
was $10,000,000. In 1920 the additions to the funded and un- 
funded debt of the railways amounted to $145,000,000, of which 
sum $14,000,00 was unpaid government interest and $131,000,000 
other debt. In 1925 the addition to the funded and unfunded 
debt of the railway amounted to $63,000,000, of which $31,000,000 
was interest due the government and $1,000,000 actual outlay. 
The operating deficit was $34,500,000, while for 1925 there was 
an operating surplus of $32,264,000. 


CANADIAN CAR LOADING 


Car loadings for. the week ended November 27 showed a 
seasonal decline from the previous week’s loadings of 643 cars. 
Grain fell off 1,546 cars, miscellaneous freight 1,049 cars, mer- 
chandise 459 cars, live stock 307 cars, pulp and paper 246 cars, 
and ore 154 cars. Coal increased 513 cars, lumber 175 cars, and 
pulpwood 294 cars. 








CANADIAN BOARD ORDERS 

The Board of Railway Commissioners has passed the fol- 
lowing orders: 

Suspending, pending hearing, a number of tariff schedules 
naming rates on iron and steel articles. 

Approving by-law No. 91 of Canadian Pacific Railway and 
Kettle Valley Railway, appointing certain officials to prepare 
and issue tariff of tolls. 

Authorizing Canadian Pacific Railway to open for traffic the 
portion of its Maniwaki subdivision as relocated from mile 14.96 
to 15.28, Quebec. 

The Board of Railway Commissioners has passed an order 
requiring the Canadian National Railways to amend the tariff 
applying on coal, carloads, by publishing competitive rates on 
coal from Three Hills, Alberta, to common points in Saskatche- 
wan and Manitoba which shall not exceed the rates published by 
the Canadian Pacific Railway from Carbon, Alberta, to the 
same destinations on the line of that company. 

With regard to the complaint asking for internal distribut- 
ing rates on Alberta coal generally to enable it to compete with 
United States substitutes for anthracite on the Winnipeg and 
Manitoba markets, the judgment says this is a matter which 
should come under the general freight rates inquiry. 


CANADIAN RAIL STRIKE OFF 
Adjustment of the difficulties between the Canadian railways 
and the members of the Brotherhood of Railroad Trainmen and 
the Order of Railroad Conductors has been completed, and the 
prospects of a strike are dispelled. 
The employes wanted more money and when refused the 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
SAILINGS: 
From Philadelphia. ..Wednesdays and Saturdays 
From Houston. ....... Mondays and Thursdays 








Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





Low Rates 






IN THE CHICAGO SWITCHING DISTRICT 


Fing PRang 


MERCHAND: 
SE ann 
COLO Steg 
SToRAce 





GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Sertice, Efficient Handling, Low Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammend, Ind. 





Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 


“Service That Satisfies’’ 







Direct from ships’ holds to warehouse, 
oe Teed concrete snd, steel~equipped. with 
Rendon Fy ‘shipments mailed same movement. 

Your shipments can be financed through our AF Ry 
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means of electric conveyors, with one handling:—No trucking, switching or draying. 

———_ automatic Ay > —insurance 12c 
=e business, familiar the requirements necessary to 

, eoeet ew Ea reports furnished, if desired. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 


From—SAN FRANCISCO AND LOS ANGELES 
TomHAVANA AND NEW YORK 


EASTBOUND SAILINGS 
Prom Som Francisco From Los Angeles 


December 13 
January 2 
January 24 

Also regular sailings for Mazatlan, Manzanillo, Champerico, 

San Jose de Guatemala, Acajutla, La Libertad, La Union, 

Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 

Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
350 M tte Bldg., Chi Ml. 2 Ping Str San Francisco, Cal 
arquette op . n ° 
10 Sinmover Se-, New York, N.Y. 548 So Steet kao Loe Angeles, Cal. 


S. S. 
Ss. S. 
5.8. EC 









MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 






From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 














DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE. 
Munson Building, 67 Wall St., New York 


~~ Baltimore, 
ChictTiadelphio: Mobile New Ovlesns 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 

















dollars per annum. 


per ae 
the proper handling of your shipments. 
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established rates for men in similar capacities in the United 
States, took a strike vote. Over 90 per cent of the men voted 
to authorize their executives to call a strike. Following this 
decision, negotiations were resumed, with Ottawa intervening, 
and further conferences were held, at which Sir Henry Thornton, 
president of the Canadian National Railways, and E. W. Beatty, 
president of the Canadian Pacific Railway, met S. N. Berry, 
senior vice-president of the Order of Railroad Conductors, and 
W. J. Babem, vice-president of the Brotherhood of Railroad 
Trainmen. The conclusion reached was that increases in part 
should be granted. The extent of these increases is not disclosed 
in either the statement issued by E. W. Beatty and Sir Henry 
Thornton jointly, or the one by the employes’ leaders. How- 
ever, both sides make it clear that the increases to be granted 
are not what were asked, and it is also laid down in the state- 
ment by the railway presidents that the principle of acceptance 
of the United States railroad wage standards is not a matter for 
acceptance, ipso facto, by Canadian roads. In the statement 
issued by the two presidents, reference is made to anticipated 
demands of other classes of railway labor. 

The manifesto of the men states that their wishes have 
not been fully met. 


SHEPPARD PLEASED WITH INCREASE 


“Labor,” the publication of a number of the organized rail- 
road brotherhoods, publishes the following statement by L. E. 
Sheppard, president of the Order of Railway Conductors, with 
reference to the wage increases obtained by railroad conductors 
and trainmen in the eastern district: 


I am delighted with the award made by the eastern arbitration 
board. While it is not as much as the conductors are entitled to, it 
is a big step in the right direction. 

For once, conductors’ wages are not fixed on the cost of living. 
I have argued for years that the compensation of conductors should 
be based on the duties and requirements of the position. In the east- 
ern case, the board of arbitration was requested to take into con- 
sideration the human elements and to apply justice without regard 
to freight and passenger rates or the profits made by the carriers. 

Four of the factors named in the transportation act of 1920 as 
bases for fixing the compensation of conductors and other railroad 
employes, and which are as pertinent today as when they were first 
written, have at last been recognized. 

The arbitration board states in effect that it was on account of 
the responsibility and important duties and the conditions surround- 
ing the employment of men in train service that the increase was 
granted, thus recognizing their plea to award compensation in accord- 
ance with the hazard of employment, the training and skill required, 
es the character and the regularity of employment, age 
imit, ete. 

We were fortunate in the personnel of the board, all of whom were 
men of wide experience. All of them had come up from the ranks 
of labor and, while they represented different great interests, they 
demonstrated their desire to advance the right kind of rélations be- 
tween capital and labor. 

The award does much to encourage labor to adjust its difficulties 
through the orderly procedure of the machinery set up by Congress, 
rather than by the use of its economic power. 


LUMBER SHIPMENTS 


The feature of the national lumber movement for the week 
ended Dec. 4, according to the National Lumber Manufacturers’ 
Association, was a gain in softwood shipments and production, 
and some decrease in the current order file, as compared with 
the immediate preceding week. It should be noted, however, 
that in that week seventeen more mills reported than for the 
week of* December 4, which points to the conclusion that new 
business was about the same for the two weeks, whilst ship- 
ments and production were much larger in the latter. As com- 
pared with a year ago, there was, however, a heavy decrease 
in new business, a falling off in shipments, with production 
about the same. The 138 hardwood mills in the foregoing total, 
report a gratifying increase in new business, and marked ex- 
pansions of production and shipments. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 





Corresponding 


Preceding Wk., 
Week, 1925 1926 (Revised) 


, Past Week 
Mills 345 


Pea teesinndamewots 347 362 
PONENT. vcccesgeces 210,707,435 210,263,968 198,546,501 
NE, isensveee sie 189,832,788 209,030,282 175,886,162 
Orders (New. Bus.).. 172,994,684 238,980,839 181,257,762 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-eight weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
EE cccaSavanewemuucede 11,415,258,908 11,564,896,762 11,432,977,085 
BOGE éccbiteuceeseutucn 11,573,906,233 11,413,572,756 11,266,973,947 


CONDITIONS IN SOUTHWEST 


The car service division of the American Railway Associa- 
tion has made a report on conditions in the southwest, com- 
piled under the direction of R. C. Andrews, district manager, as 
of December 1. 


Grain and grain products: Wheat exports continue through 


Galveston at the rate of about a half million bushels a week. 
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Substantial increases are expected as soon as ocean rates are 
adjusted to a more nearly normal basis. Estimates point to ay 
increase of about ten per cent of the acerage this year, a, 
against last. Receipts of grain at the Galveston port for the 


period July 1 to December 1 this year were 33,913,900 bushels 3 
and for the same period last year 28,242,000 bushels; the re. ¢ 


ceipts at Houston for the same period in 1926 were 3,750,309 
bushels and none for the previous year; at Texas City,2,038,599 
bushels, none the preceding year; at Port Arthur, 611,441 busgp. 
els, none the preceding year. 

Cotton: The movement at Texas ports continues abnor. 
mally heavy. Storage stocks at both Houston and Galveston are 
the heaviest on record. Exports and all-rail shipments have 
also been appreciably heavier. Congestion has been avoided 
despite the heavy movement, due to the cooperation of shippers 
and carriers. Considerable cotton remains to be picked. Re 
ceipts at Galveston show a decrease of 15,906 bales this season 
under last; an increase at Houston of 298,618 bales, this. season 
over last; a total receipt at Texas City of 84,144 this season, 
none last; 41,000 bales received at Corpus Cristi this season, as 
against none for the preceding season. The total number of 
bales exported to foreign countries from all points this season 
4,114,647, as against 3,685,109 last season. Total number of bales 
on hand this season as against last shows 2,794,951 this season 
and 1,495,412 last season. ' 

Live stock: Shipments have recently been running ahead 
of last year. Conditions good. 

Oil: Increases over October last year amounted to 1499 
per cent in the north Texas field; 31.7 per cent for the central- 
west Texas field; 89 per cent in the Texas coastal field, and 47.8 
per cent in all Texas and north Louisiana fields. Decreases of 
31.7 per cent were recorded for the east-central Texas field, and 
4.7 per cent for the north Louisiana field. 

Coal: Shipments of coal and lignite have continued to 
increase with the advance of the winter months. 

Forest products: Southwestern carriers report an increase 
of 6.5 per cent in lumber loadings for the period covered this 
year against last. The Southern Pine Association reports pro- 


duction and shipments below normal for the week ended No- 
vember 26. 


Vegetables and fruits: 
Texas; some increase. ._ 
Sand, gravel and stone: 
Cement: 
much greater. 
Sugar cane: 
swing. 
Rice: Harvesting and threshing practically completed; 
yield about that of former estimates; price a disappointment. 
Equipment supply: No shortage, but a necessity for close 
supervision, particularly on coal cars and class A and B box cars. 
Financial: Deposits less than usual at this season. 
Revenue freight: Continues to establish new high levels; 
48,586,821 cars were loaded up to and including November 20, 
this year, as against 45,542,689 cars for the same period last year. 
Building: A substantial decrease in building for next year. 
In summing up the condition in the southwest the report 
said the railroads were handling the heaviest traffic of record, 
but that “there is a strong undertone of discouragement and 
uncertainty, due to the unfortunate cotton situation;’” unemploy- 
ment was rare and the production of other commodities was 
exceeding all previous records. Merchants were buying only 
as stocks were needed and collections were bad. Oil production 
continues high and perishables promise to surpass all previous 
records for shipments. 


Shipments confined to southwest 


Moving in heavy proportions. 
Production on a par with last year, but shipments 


Short crop this season; movement in full 


INCREASED FREIGHT CAR INTERCHANGE 


E. J. Cleave, New York district manager of the American 
Railway Association, has issued a statement on the volume of 
trade in the middle Atlantic states for the first three-quarters 
of 1926 showing an increase in the interchange of freight cars 
amounting to 7.7 per cent. This survey covers New York, New 
Jersey, eastern Pennsylvania, Maryland, Delaware and part of 
Virginia. In the first five months of 1926 the report shows that 
a total of 1,591,000 cars were interchanged between roads in the 
New York terminal district, an increase of 114,356 cars over 
the corresponding period a year ago. The statement continues: 


A total of 37,113 cars of grain were unloaded to elevators and 
boats at New York terminal, a decrease of 1,465 cars as compared 
with a year ago. At Philadelphia terminal, 9,915 cars of grain were 
unloaded, as compared with 20,613 cars during the first nine months 
of 1925, or a decrease of 51.4 per cent. The falling off of the grain 
handled through the port of Philadelphia this year is attributed 
to the heavy movement now being made by the water route of 
Montreal. 

For the first nine months of 1926 there were 324,372 cars of coal 
unloaded at different points in the New York Harbor district. This 
represented an increase of 8,102 cars, or 2.6 per cent as against the 
first nine months of last year. Eastbound lighterage freight unloaded 
in the Philadelphia Harbor district totaled 24,731 cars, an increase 
of 2,918 cars over last year, while such freight unloaded in the New 
York Harbor district increased 8,242 cars to a total of 256,447 cars. 

The heaviest week on record for unloading lighterage freight in 
New York Harbor, the bulk of which is for export, is 7,484 cars for 


the week ending October 8. Apples constituted 1,762 cars of this 
movement. 
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“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
Balti Md. Phila P P. Va. 
Saeko. Drent Bee "Otimrbigs” Law Beditin 
And at our Branch Offices at ports of call, etc. 


ea Ship by Water 
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GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
H. H. KENNEDY, General Western Agent 
320 Merchants Exchange Building St. Louis, Mo. 
W. J. SMITH, General Agent 
209 South La Salle Street Chicago, my 








EXPEDITE YOUR SHIPMENTS 


PEORIA & PEKIN UNION RAILWAY CO. 


PE OR A 
The gateway between the Eastern 
and Western trunk line territories. 
















Of the sixteen railroad lines entering Peoria, the Peoria and 
Pekin Union Railway Company, a terminal and switching 
line, is the connecting link used in the interchange of all the traffic 
between Eastern and Western lines and the greater portion of traffic 
between Northern and Southern lines passing through the Peoria gateway. 







Transfers of traffic between these many line-haul carriers are 
made within a few hours by the use of the facilities of the 
Peoria and Pekin Union, while a much longer period is required for such 
interchange of traffic through some of the larger and congested gate- 
ways. Traffic is handled with sufficient dispatch to avoid congestion, thus 
"= regular and expeditious service in the movement of all through 
traffic. 


Peoria and Pekin Union Railway Company has unexcelled 
facilities for carrying on local and industrial traffic at and 


between Peoria and Pekin, Illinois and serves efficiently all industries 
located upon its rails. 


Ss INQUIRIES SOLICITED 


PEKIN 





















UNION STATION, PEORIA, ILL. 


UNION RAILWAY G. 
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C. N. Whitehead, president of the M. K. T., died at St. Louis 
December 10, after an illness from Bright’s disease. 

F. C. Reilly has been appointed assistant traffic manager 
of the Mississippi-Warrior Service at St. Louis; H. E. Ruddiman 
has been appointed assistant. traffic manager at Chicago; J. W. 
Mooney has been appointed assistant traffic manager at New 
Orleans. 

Max V. Beckstedt has been appointed assistant general 
freight agent at Albany, N. Y., of the Delaware & Hudson. 

F. O. Stafford has been appointed freight traffic manager at 
Chicago of the New York Central, succeeding W. A. Terry, who 
died. J. P. Patterson has been appointed assistant freight 
traffic manager at Chicago. 

L. F. Malum has been appointed coal freight agent at Chi- 
cago of the C. M. & St. P. 

A. R. Savage has been appointed traveling freight agent 
at Tampa, Fla., of the Atlantic Coast Line; G. P. LeMoyne has 
been appointed commercial agent at Arcadia, Fla. 

Richard B. Mellon, president of the Mellon National Bank 
of Pittsburgh, was elected member of the board of directors of 
the Pennsylvania Railroad at a meeting of the board December 
8. He was elected to fill the vacancy caused by the death of 
George H. McFadden, of Philadelphia. 


DOINGS OF THE TRAFFIC CLUBS 


The Lansing Traffic Club elected the following officers at 
a meeting December 8: President, D. C. Whitmore, traffic man- 
ager, Olds Motor Works; vice-president, T. R. Tompkins, agent, 
Michigan Central; secretary-treasurer, C. B. Tefft, traffic com- 
missioner, Lansing Chamber of Commerce; board of directors, 
Ray Brown, chief clerk, Pere Marquette; C. V. Colvin, traffic 
manager, the Briggs Company; A. J. Foster, traffic department, 
Olds Motor Works; Hugh Hage, traffic department, Motor Wheel 
Corporation. 


<—— -oveers. ee —————— 


ay ) 


The women’s Traffic Club of San Francisco held its annual 
dance at the Hotel Whitcomb November 26. Members of the 
Pacific Traffic Association were invited. 


The Savannah Traffic Club held its monthly meeting De- 
cember 2 in the auditorium of the Y. W. C. A. W. H. Lums- 
den, assistant manager, Mente and Company, Savannah branch, 


spoke on the jute and burlap industry and its relation to the 
transportation companies. The annual meeting will be held 
January 6 at the Shriners’ Country Club. Officers will be elected 
and installed. Following the meeting there will be a dinner 
and dance. 


The Traffic Club of St. Louis held its annual dinner at the 
Hotel Statler December 7, with more than six hundred in at- 
tendance. Prof. Edward A. Steiner, of Grinnell College, Ia., 
spoke on “Straight Thinking in a Crooked World.” 


The Traffic Club of Chicago will hold a “gentlemen’s eve- 
ning” in its club rooms at the Hotel La Salle, December 16. 
‘ Re 
The York Traffic Club held a meeting December 9 at the 
Manufacturers’ Association assembly room. The annual banquet 
will be held January 20. 


The Traffic Club of New England will hold its annual meet- 
ing for the election of officers December 14 at the Copley-Plaza 
Hotel. A dinner and program of entertainment will follow the 
business meeting. 


The Traffic Club of Minneapolis held a meeting at the Hotel 
Nicollet December 9. A hundred and twenty-one new members 
were present. Members of the University of Minnesota football 
team were guests. Frank C. Cochran, Minneapolis manager for 
the Standard Oil Company, spoke on “Business Organization.” 

The Knoxville Traffic Club will hold a meeting at Kern’s 
Banquet Hall December 13. 

The Mixed Feed Manufacturers’ Traffic Committee, of Kan- 
sas City, has elected the following officers: Chairman, L. N. 
Conyers, traffic manager, Arcady Farms Milling Co.; secretary, 
R. H. Steinacker, traffic manager, Tarkio Molasses Feed Co.; 
treasurer, F. H. Nesmith, traffic manager, Ralston-Purina Co.; 
executive committee, S. T. Henderson, traffic manager, Southard 
Feed & Milling Co.; C. C. Ryan, assistant traffic manager, Wash- 
burn-Crosby Milling Co.; and S. T. Aitcheson, assistant traffic 
manager, Ralston-Purina Co. 


The Grand Rapids Traffic Club has ratified the resolutions 
pertaining to the educational program and dealing with the 
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consolidation of railways, adopted by the National Association 
of Traffic Clubs at its meeting in Milwaukee. 


The Traffic Club of Wichita elected the following officers a 7 


a meeting December 2: 
Derby Oil Co.; 


agent, A. T. & SF; ; second vice-president, A. H. Webb, super. 
intendent, Missouri Pacific; 


President, H. G. Watts, traffic manager, 


Mills; H. E. Morris, assistant general freight and passenger agent, 
Frisco; 


Petroleum Co. The annual dinner will be held January 6. 
The Cincinnati Traffic Club will have a dinner meeting ip 
honor of the Ohio Valley Shippers’ Advisory Board the night of 
December 14, at the Hotel Gibson roof garden. The Miami Val. 
ley Traffic Club, Indianapolis Traffic Club, Transportation Club 
of Louisville, and the Columbus Transportation Club will be 


guests, as well as the members of the board in attendance at 
its meeting. 


The Traffic Club of Newark held a meeting December 6. 
P. H. W. Ross, trade consultant of the city of Newark, N. J., 
spoke on “The Traffic Club of Newark as a Fairy Godmother.” 
The club is conducting a membership campaign. 


The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, December 7. A. M. Reinhardt, assistant 
general freight agent, A. T. & S. F., spoke on the “Railroads 
of Australia.” Several reels of moving pictures depicting the 
geography and products of Australia were shown in connection 
with Mr. Reinhardt’s talk. 

The Junior Traffic Club of St. Louis will have a meeting 
December 14 at the American Annex Hotel. A committee will 
be elected to nominate officers for the coming year. A dance 
will be given at the Forest Park Hotel January 29. 


The Transportation Club of St. Paul held a meeting at the 
St. Paul Hotel December 7. L. A. Rossman, editor of the Grand 
Rapids Herald, Grand Rapids, Minn., spoke on the iron ore in- 
dustry. At its meeting November 9 the club voted, on the rec- 
ommendation of E. J. McMonigal, Twin City Brick Co., and 
R. B. Hudepohl, Ballard Storage and Transfer Co., delegates 
to the Milwaukee meeting of the Associated Traffic Clubs of 
America, to continue affiliation with that organization. 


The Transportation Club of Louisville will hold its anunal 
meeting and election of officers December 16 at the Tyler Hotel. 
The two groups, the “Go-getters” and the “Live Wires,” will 
present their selection of candidates. 


The Traffic Club of Kansas City held a meeting at the Hotel 
Baltimore December 7. There was a program of entertainment. 


The Junior Traffic Club of Chicago elected the following 
officers at its annual meeting held in the rooms of the Traffic 
Club of Chicago at the La Salle Hotel December 2: President, 
H. W. Hamilton, Western Electric Co.; vice-president, Clarence 
Giles, Grand Trunk; secretary, J. E. Paulin, Acme Steel Co.; 
treasurer, A. D. Llewellyn, C. I. & W.; directors, R. I. Gates, 
A. T. & S. F.; G. H. Shafer, International Harvester Co., and 
J. T. Wright, Southern Pacific. 


The Birmingham Traffic and Transportation Club was the 
guest of the Birmingham Belt Railroad on a special train trip 
December 7 through a portion of the Birmingham district. A 
number of industries were visited, including the Continental Gin 
Company, United States Cast Iron Pipe and Foundry Company 
and American Cast Iron Pipe Company. A barbecue luncheon 
was served at the Birmingham Packing Company plant. 


RATES ON PEANUTS 


Hearing in docket 18432, Armour and Company against the 
Atlantic Coast Line and others, was held before Examiner Walsh 
in Chicago, December 9. 

The complainant charges that rates on peanuts, carloads, 
from points in Alabama and Georgia to North Fort Worth, are 
unreasonable, and asks the establishment of reasonable through 
rates for the future, and reparation. 

J. R. Baker, assistant traffic manager, Armour and Com- 
pany, said the present rate from the origin points in question 
averaged $1.49 a hundred pounds, which rates were combinations 
of the local fourth class rates, and he asked an average rate 
of 70 cents. He said the peanuts were used in making peanut 
butter at the plant of his company at North Fort Worth, from 
which the company distributed over a wide area. He said the 
transportation characteristics of peanuts were favorable in that 
they were received in the unshelled, uncleaned state by Armour 
and Company, and they required only ordinary box cars, and 


first vice-president, G. R. Piper, division freight ; 
secretary-treasurer, W. C. More © 
house, assistant traffic manager, Kansas Milling Co.; board of © 
directors, C. C. Reynolds, assistant traffic manager, Wichita Flow 


and R. A. Collins, assistant traffic manager, Vickers & 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those-of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 








Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. 





Chicago, Illinois 
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New York—California 


Fastest Service by Sea 
1 5 day Ss Passenger and Freight 

Itinerary: New York—Havana—Panama Canal— 
Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 

Through Bills of Lading to or from other Pacific 
Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 


gage at moderate charge. All steamers equipped for 
refrigerator cargo. 


Proposed Sailing Dates 


Westbound from New York Eastbound from San FranciscomLos Angeles 


S.S. Finland Dec. 23 S.S. Mongolia Jan. 1 Jan. 3 
S.S. Manchuria Jan. 13 S.S. Finland Jan. 15 Jan. 17 
S.S. Mongolia Jan. 27 S.S. Manchuria Feb. 5 Feb. 7 
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P IAMA PACIFic Line 


INTERNATIONAL MERCANTILE MARINE COMPANY 


fer 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
tw 28rd St.) Tel. ry Low Tel. Bowling Green 8300 
Chi $27 So. La Boston, 84 State Street 


cago, 
Philadelphia, Public Ledger - Blas. Baltimore, Chamber of Commerce Bldg. 
n Francise Los Angeles, Central Bldg. 


which is the quickest route between the Orient and 
the United States. The ADMIRAL ORIENTAL 
LINE is one of the official government Mail Carriers 
across the Pacific. Seapost Clerks (ocean counter- 
parts of railway mail clerks) are carried on each 
A. 0. L. ship to sort mails at sea. Express, Passen- 
ger and Cargo Service. Sailings every twelve days, 
from Seattle, to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicage, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victeria, B. C. 


SEATTLE, WASH. 
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that, so far as the history of his company went, he knew of no 
claims made for damage. He said that, in all the cases in 
which the Commission had prescribed rates on peanuts, the 
rates fixed, so far as he knew, had been 50 per cent of fourth 
elass or less. The rate he asked was slightly above 47 per 
cent of fourth class. He presented exhibits to show that the 
earnings on the traffic involved at the rate he suggested would 
be greater than on other commodities moving in the territory, 
and that those earnings would be in excess of the average earn- 
ings on all commodities on 21 lines in adjacent territory. He 
pointed out that, under the present adjustment, the freight 
charges on three cars of peanuts at the minimum weight of 
30,000 pounds from Selma, Ala. (one of the origin points in- 
volved), to Fort Worth would be $1,341, and that the same 
shipment could be made from Selma to Memphis for $405, where 
the peanuts might be turned into peanut butter and the result- 
ing 75,600 pounds of peanut butter then might be shipped to 
Fort Worth at a freight charge of $612, which would be a saving 
of $323.64 cents in shipping the peanuts to Memphis and con- 
verting them, over shipping the peanuts directly to Fort Worth. 

F. E. McKenzie, assistant general freight agent, Atlantic 
Coast Line, said he did not propose to defend the high class 
rates applicable on the movement of peanuts in question, but 
that he did not think the complainant was entitled to as low 
a rate as asked. He said the carriers he represented would 
be willing to put in a rate of 51 cents from the Georgia pro- 
ducing points and 48% cents from the Alabama producing 
points to Mississippi River crossings and would give 
reparation down to that point. He developed the history of 
the peanut industry in the southeast, showing that the produc- 
tion in question was relatively new and introduced facts relative 
to the history of the rates involved. He said the present low 
rates to Ohio River crossings were depressed, necessitated by 
competition in C. F. A. territory with Virginia territory peanuts, 
which territory had very low rates to the competitive territory 
referred to. He made numerous comparisons between the rates 
on such commodities as move in any quantity between south- 
eastern and southwestern territory to show that the rates asked 
by the complainant were not justified. 

B. F, Morris, commerce agent, Louisville & Nashville, said 
the carrier represented by him would be willing to join in lower- 
ing the rate to Mississippi crossings, but that the rate asked 
by the complainant was too low to allow the carriers a reason- 
able return. He made further comparisons between the rates 
in the territory involved and the rates asked to support his 
statement that the rates asked were too low. 


G. A. Ryser, commerce clerk, Texas & Pacific, represented 
the carriers west of the Mississippi. He said the 47.2 per cent 
of fourth class asked by complainant on peanuts was consid- 
erably below the level of commodity rates generally applicable 
in southwest territory. He pointed out that, if the 51 cent rate 
to the Mississippi were put into effect and the complainant got 
a through rate of 70 cents, that would leave only about 27 or 
28 cents for the haul west of the river. Such a rate, he said, 
would be lower than any rate now in effect in southwest ter- 


ritory for a similar distance and would completely disarrange 
present adjustments there. 


USE OF EQUIPMENT 


Increased utilization of freight cars, locomotives and other 
railway equipment is necessary if the carriers are to continue 
to meet the constantly growing volume of freight traffic resulting 
from the natural development of American industry, L. K. Sillcox, 
of Chicago, general superintendent of motive power for the 
Chicago, Milwaukee & St. Paul, told the annual meeting of the 


American Society of Mechanical Engineers held in New York 
on December 7. 


In addressing the meeting, Mr. Sillcox, who is also chairman 


of the mechanical section of the American Railway Association, 
said, in part: 


In order to assist in bringing about a maximum use of freight 
train cars, improvements must be made in the arrangement of freight 
terminals, particularly freight yards where cars are being assembled 
into trains. Improvement can further be attained by developing a 
proper supply of cars and locomotives needed. There is now a move- 
ment toward increasing the utilization of locomotives, particularly by 
increasing the length of runs so as to reduce the number actually in 
service and increase the number of miles covered by each locomotive 
per day. It should be possoble to develop a proper anticipation of re- 
quirements for prompt movement, not only in equipment units but 
roadway facilities to reduce the number of unnecessary stops. 

There is a necessity for further expediting the movement of 
freight, not only to reduce the cost of handling but to reduce the 
time from initial to final destination for freight shipments and assist 
ba present trend of merchandising small stocks by means of rapid 

elivery. 

The average load per car has not increased in the past five years 
but the loading of a freight car more nearly to capacity, is a matter 
which is nearly, but not entirely beyond the control of a carrier. 
It is of vital importance that there be an increase in the average load 
carried per car and that there be an increase in the speed with which 
ears are handled by the railroads if the rail carriers are to continue 
to provide adequate transportation in the face of the constantly in- 
creasing industrial development of this nation. If for no other reason 
this is necessary from an economical standpoint. Investment in equip- 
ment is a heavy burden since carriers must make suitable charges 
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for depreciation in order to take care of the cost of equipment durin, 
its life. Consideration has to be given by the carriers to the interes 
on the investment in order to cover the cars themselves as well a, 
the cost for carrying the investment in facilities for maintaining thoy 
cars. The cost per day per car, it is estimated, to cover such features 
is at least one dollar. Therefore a carrier owning 100,000 cars ha, 
a burden of about $100,000 per day. For that reason, the increase 


use of freight cars is therefore highly desirable in order to furthe; 
minimize this burden. 


It would seem that the number of freight cars now in use is gy. 
ficient to handle an increase in business, provided there is an increag 
in the utilization of cars. However, there are many older and lighte, 
cars still in existence of a design not fitted for heavy train movemen 
and this means that there must be continued a proper rate of retire. 
ment of old and acquisition of new cars. 


Statistics show that the average train tonnage has increased more 
rapidly than the average train speed. Improvements are necessary 
to permit trains to operate with a minimum number of Stops so as 
to; reduce considerably the running time between terminals. Train 
tonnage cannot be increased materially without larger power, put 
train speed can be increased by having reliable cars and locomotives 
and by improving roadway facilities. The average freight train speeg 
is only about 11.6 miles per hour but improvements in operation should 
be made to permit freight trains to operate with a minimum number 
of stops at a speed of about 25 miles. 


To accomplish this would not necessarily mean that the actual 
speed of trains would be materially advanced but the increase wouli 


be brought about largely by doing away with delays now encountereg 
at terminal points and along the line. 


CENTRAL WESTERN BOARD 


The Central Western Shippers’ Advisory Board held its 
twelfth regular meeting December 8 at the Chamber of Com. 
merce, Lincoln, Neb., with an attendance of approximately 35), 

The reports by the commodity committees were optimistic 
for most lines of industry. The railroad situation, as reported 
by E. O. Howard, president, Walker Brothers, Bankers, Salt 
Lake City, was said to be satisfactory. Unusual activity in the 
metal, mining and smelting industry was anticipated for the 
first quarter of 1927, an increase of 300 per cent in volume of 
shipments being expected. It was said that storage facilities 
for perishable crops had been increased 59 per cent in Idaho 
the last year, due to interest developed by the board, and it 
was decided to make a survey of available storage facilities in 
the five states embraced in the territory for the stimulation of 
orderly marketing. The extension of such processes in the live 
stock industry, especially as to sheep, was advocated as in- 
portant to future development. A resolution was adopted that 
a committee of five producers and distributers be appointed to 
develop recommendations designed to bring about uniform ac- 
tion by the railroads in eliminatinng peddling from railroad 
cars. It was decided that the next meeting would be held at 
Casper, Wyo., April 7. 

A banquet given by the Lincoln Chamber of Commerce 
closed the day. The speakers were Donald C. Conn, manager 
of the public relations section, car service division, American 
Railway Association; S. R. McKelvie, former governor of Ne- 


braska; and C. N. Wright, vice-president, Platte Valley National 
Bank, Scotts Bluff, Neb. 


RATES ON MEAT, ETC. 


Hearing in 18435, John Morrell and Company against the 
Great Northern and others, and 18090, Swift and Company 
against the C. M. & St. P. and others, begun at Chicago De- 
cember 2, before Examiner Walsh, was completed December 3. 

A. E. Smith, assistant general freight agent, Northern Pa- 
cific, presented further information regarding the westbound 
rates in the territory involved and cited movements of the com- 
modities in question on which the full class rates applied, the 
latter in contradiction of the contention of the complainants 
that, in general, less than the class rates were applicable wher- 
ever there was any considerable volume of traffic. On cross- 
examination it was brought out that some of the movements 
pointed out by him were intrastate in character. 

P. B. Beidelman, assistant general freight agent, Great 
Northern, presented information bearing on the adjustment of 
the rates via his line in Minnesota and North Dakota and gave 
further explanations of the eastbound adjustment from Grand 
Forks and Fargo. In general, his presentation was an elabora- 
tion of the facts offered by the Northern Pacific witnesses. He 
introduced exhibits making comparisons between the car and 
car-mile earnings of a selected list of commodities between the 
points involved to show that the rates complained of were not 
excessive and that the eastbound rates from Fargo and Grand 
Forks on fresh meat and packing-house products were depressed. 
He said a reduction of the rates in question would mean a re- 
duction all across the state of North Dakota, due to combinations 
which would be available on Fargo and Grand Forks. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Pursuant to an agreement between this department and the postal 
administration of the Bahamas, effective January 1, 1927, senders of 
parcels exchanged between the United States and the Bahamas Will 
have the option of attaching a single customs declaration to only one 
parcel comprised in a shipment consisting. of any number of parcels 


mailed simultaneously by the same sender to the same addressee at 
one address. 
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C } TY OF AMERICA Consolidated 


ADAMS 
) Transfer & Storage Company 


228-236 West 4th Street 


ta Located in the Heart of the Wholesale District 


I Low Insurance Rates 


Modern Warehouses 


Prompt and Efficient Service 
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Merchandise Distribution 


FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all Parts 
of Greater Kansas City 


Car Service With Free Store Door Delivery 


Most Complete and Up-to-Date System of 
Stock Records and Reports 
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Overland 
“Route— 


Only Two Business Days 


Los Angeles Limited 


63 hours between Chicago and Southern California. All- 
Pullman. Barber, Bath, Valet, Maid. Extra Fare $10. 


8:00 p. m. Lv. Chicago - - - - Ar. 10:50 a. m. 
9:00 a. m. Ar. Los Angeles - - - Lv. 5:50 p.m. 


San Francisco Overland Limited 

The only 63-hour train between Chicago and San Francisco 

—latest type of Pullmans—Barber, Bath, Valet, Maid. 
Extra Fare $10. 


8:10 p.m. - - - Lv. Chicago - Ar. 11:00 a. m. 
9:10a.m. - - - Ar. San Francisco - - Lv. 6:00 p.m. 


Gold Coast Limited 


All-Pullman—68 hours Chicago to San Francisco and Los 
Angeles. Barber, Bath, Valet, Maid. No Extra Fare. 
8:30 p.m. - - - Lv. Chicago - - Ar. 9:00 a. m. 


2:30p.m. - - - Ar.San Francisco - - Lv. 11:00a.m. 
- « « Ar. Los Angeles- - - Lv. 11:00a.m. 


Open-top observation car between Yermo and Los Angeles. 


Continental Limited 


Observation, Standard and Tourist Sleeping Cars, Dining 
and Chair Cars. 4 hours, 15 minutes faster. No Extra Fare. 


2:30p.m. - - + Ly.Chicago - - - + Ar. 3:55p.m. 
8:30a.m. - - Ar. Los Angeles - - - Lv. 5:55 p.m. 


Pacific Limited 


Observation, Standard and Tourist Sleeping Cars, Dining and Chair Cars, 
3 hours, 45 minutes faster to San Francisco. No Extra Fare. 


2:30p.m. - - - Ly.Chicago - - - - Ar. 2:00p.m. 
8:30a.m. - - - Ar.San Francisco - - Ly. 4:00p.m. 


Further details of this new service to be announced later. 


W.H. Murray, General Passenger Agent 
Union Pacific System Omaha, Nebraska 
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En Route to California 


NION PACIFIC 

























N. Y. WAREHOUSE RULES 


The Trafic World New York Bureau 

Commercial warehousemen and storage-housemen, at the 
instance of the Merchants’ Association, which has recently 
made a survey of warehouse conditions in New York, conferred 
with the object of getting together to improve the procedure 
ruling in the industry. Martin Dodge, manager of the industrial 
bureau of the association, presided. 

The general sentiment seemed to favor a drafting of pro- 
cedure governing the practices prevalent in the industry and 
for this purpose it was agreed that the Merchants’ Association 
should appoint a committee of five warehousemen, two bankers 
and two merchandise men to draft such a set of rules. 


The speakers advocated a larger spirit of cooperation be- 
tween all engaged in the industry and the elimination of dis- 
trust of each other. Nearly every local warehouse was repre- 
sented. 

H. S. Yohe, one of the speakers, said that the work of his 
department had been devoted to “plugging up holes.” He said 
collateral in the warehouses must be better protected. Since 
warehousemen had been licensed in 1919, he said, there had been 
a great increase in the number of warehouses and in the volume 
of the merchandise handled and its value. The United States 
warehouse act, he stated, does not apply to the port of New York, 
where conditions are different to other parts of the country. 

Mr. Yohe said that his department was most particular in 
finding out who should be licensed and who should not be. He 
was against paper subsidiary warehouse organizations, he added, 


and was ready to join any movement to improve conditions in 
this city. 





COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended November 27 
amounted to 13,409,000 net tons, a decrease of 873,000 tons as 
compared with the preceding week, according to the Bureau of 
Mines of the Department of Commerce. The decrease was 
due to the Thanksgiving holiday. Anthracite production 
amounted to 1,638,000 net tons. 

Tidewater bituminous coal shipments from Charleston, S. C., 
the week ended November 27 totaled 735,806 net tons, of which 
215,182 tons were for New England delivery. 

Tidewater bitumious coal shipments from Charleston, S. C., 
the week ended November 27 totaled 29,985 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended November 20 were 
reported as follows: Bituminous, 4,126; anthracite, 3,234. 

‘Bituminous coal dumped into vessels at Lake Erie ports 
the week ended November 28 totaled 984,793 net tons, bringing 
the total shipments for the season to November 28 to 28,999,265 
net tons as compared with 27,263,902 tons for the corresponding 
period of 1925. Anthracite shipped from Lake Erie ports the 
week ended November 28 totaled 66,786 net tons, bringing the 
total shipments for the season to November 28 to 2,796,930 net 
tons as compared with 1,794,367 tons for the corresponding 
period of 1925. 

Bituminous coal shipments for the week ended November 
20 were the greatest for any week on record, according to the 
car service division of the American Railway Association. The 
total fo, the week was 251,842 cars, or 14,253,000 tons, which 
broke all production records. This exceeded by 8,754 cars the 
previous record loading made the week ended November 13, 1926. 

“The railroads are moving this heavy coal production with- 
out transportation difficulties and virtually without car shortage 
except in certain isolated instances and then only of short 
duration,” the division said. 

From January 1 to November 20 this year production of 
bituminous coal totaled 502,062,000 tons, an increase of 47,876,000 
tons over the same period last year. From January 1 to No- 
vember 20 this year, production of anthracite coal totaled 75,- 


139,000 tons. For the week ended November 20 it amounted to 
34,545 cars, or 1,760,000 tons. 





RATES ON LUMBER 


Hearing in I. and S. 2793, lumber from Chicago to Illinois 
and Wisconsin points, was held before Examiner Walsh, in Chi- 
cago, December 6. 

The rates on lumber in carloads to Milwaukee and Racine, 
Wis., Aurora, Ill., and other points, from Chicago, were increased 
from 1 to 2 cents in tariffs filed by the C. & N. W. and the C. M. 
& St. P., effective November 15. The proposed rates were sus- 
pended on the protest of the Edward Hines Lumber Company, of 
Chicago. 

J. E. Flansburg, commerce assistant, C. & N. W., explained 
that the proposed increase in the applicable rate to Milwaukee 
from Chicago from 8 cents to 9 cents a hundred pounds was 
published to permit an increase in the rate from Chicago to 
Joliet. He presented exhibits showing the territory involved in 
the proposed changes and the rates and distances to the points 
in question. He said the rates to other points in Illinois and 
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Wisconsin showed conclusively that the suspended rates wer, 
not unreasonable. 

A. M. Timm, chief clerk, commerce department, C. M. & ¢ 
P., adopted the testimony of Mr. Flansburg and made numeroys 
rate comparisons to show that the proposed rate to Milwaukee 
was low for the distance involved, and introduced facts pertaip. 
ing to the history of the rates involved to show justification fo, 
the action of the carriers in publishing the tariff under suspep. 
sion. 

A. A. Adams, traffic manager, Hines Lumber Company, saig 
the increased rate to Milwaukee was directly predicated on the 
existing 9-cent rate to Rockford, Ill., and that the Rockford rate 
was a result of a compromise with the carriers in 1925, at which 
time it was agreed there should be no further increases in cer. 
tain other rates. He said that, had the lumber interests which 
he represented known, at the time the rate to Rockford was 
increased, that the carriers would attempt to raise the rate to 
Milwaukee, there would not have been agreement on the Rock. 
ford rate. He said the lumber industry as a whole had not 
opposed rate increases where such increases would not hurt 
business, but that, in this instance, there were considerations 
that would result in a considerable hardship to Chicago lumber 
interests if the increase to Milwaukee were allowed to go into 
effect. He offered information concerning rate discrepancies on 
lumber in the territory affected, to show the unreasonableness 
of the proposed rates. 


RECIPROCAL DEMURRAGE 
Editor The Traffic World: 

I am very glad to see the expressions of traffic men in 
comment on the reciprocal demurrage rule proposed in your 
recent issues, even though the expressions so far have not been 
very encouraging. 

Mr. Adams, of Minneapolis, cites the state law of Minnesota 
and its fate at the hands of the Supreme Court, and, on looking 
up the case, I agree with the decision of the court. In dealing 
with the case, the court did not deal with it except in so far 
as the question of whether or not the state law could be ap- 
plied to interstate traffic, the attorney for the complainant taking 
the position that, in the absence of similar action by Congress, 
the state had the authority to enact legislation, and the decision 
of Chief Justice White. simply stated that Congress had pro- 
vided a means of relief in the interstate commerce act whereby 
the shipper, if damaged, could take his case to the Commission 
or to the proper federal court, and I have no doubt that the 
Minnesota law is still in full force and effect within that state. 

Florida has a similar rule of the Florida Railroad Commis- 
sion, which still remains in effect, and so has the state of 
Georgia, and it is my belief that a proper petition to the Inter- 
state Commerce Commission to reopen the reconsignment case, 
and the proper handling of the matter of reciprocal demurrage, 
would result in the adoption of such a rule by the Commission, 
as it could be shown that the interest of the shippers, who 
make it possible for the railroads to do business, was not now 
being properly taken care of, and that the Commission, being 
charged with the fixing of just and reasonable charges and 
rules and regulations affecting interstate commerce, would rec- 
ognize the justice of our position and adopt such a rule. 

I do not doubt that our friends of the railroads would in- 
terpose every possible objection to the adoption of such a rule, 
as its adption would lose them some money until such time 
as they could get their transportation and mechanical depart- 
ments educated up to the fact that cars of freight should not 
be allowed to remain on their tracks and, in cases of bad order, 
where it was not possible to repair the cars promptly, to trans- 
fer the lading at once and start it on its way to destination again. 

And, by the way, the adoption of a reciprocal demurrage 
rule would eliminate a part of the evil of the soliciting man and 
his quart of liquor, about which there has been some discussion 
recently, as he would not then have to placate some irate ship- 
per or consignee who had received very poor service on his 
shipments, and the soliciting man could go around and have 
a pleasant visit with his friend the shipper, and they could take 


a social drink if they had the inclination and the quart at the 
same time. 





G. L. Moore, Traffic Manager, 
Jacksonville Wholesale Lumbermen’s Association. 
Jacksonville, Fla., Dec. 8, 1926. 


CONDITION OF EQUIPMENT 

Freight cars in need of repair on November 15 totaled 140,- 
539, or 6.1 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. This was an increase of 1,055 cars 
compared with November 1, at which time there were 139,484, or 
6.1 per cent. Freight cars in need of heavy repair on November 
15 totaled 101,554, or 4.4 per cent, a decrease of 2,016 cars com- 
pared with November 1, while freight cars in need of light re- 
pair totaled 38,985, or 1.7 per cent, an increase of 3,071 compared 
with November 1. 


Class I railroads on November 15 had 9,460 locomotives in 
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INTERCOASTAL 


An unrivalled coast-to-coast department, giving: 


Consecutive sailings from all East Coast and Gulf ports 
to all Pacific Coast ports, showing due dates on the Pacific. 


Consecutive sailings from all Pacific Coast ports for all 


ports of call indicated. 
Approximate due dates of vessels en route westbound. 
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514 DOLLAR BUILDING 


SHUPE TERMINAL CORPORATION 


THE TRAFFIC WORLD 


T LAST-—A KEY 


TO PACIFIC COAST SHIPPING! 


Strictly Informative; A Complete Handy Bulletin of Future Sailings 
and Arrivals at All Pacific Coast Ports 


You require this weekly reference, if you route or receive freight via any of the Pacific Coast ports—32 pages of reliable information 


North Atlantic and Gulf ports, with rotational order of - 


Plus: Authentic news of Pacific Traffic in condensed form for busy readers 


INTRODUCTORY SUBSCRIPTION PRICE, $1 A YEAR — Expedite check now to 


CIFIC SHIPPE 


The Pacific Coast’s Fastest Growing Publication 



















EXPORT and IMPORT 


An indispensable guide to Pacific Coast foreign trade: 


Consecutive sailings from all Pacific Coast ports to all 
foreign and Hawaiian ports, alphabetically arranged. 


Consecutive sailings from foreign ports for Pacific Coast 
ports. 


Approximate due dates of general cargo carriers en 
route to Pacific Coast ports. 


















SAN FRANCISCO, CALIF. 


Lincoln Highway and Passaic River, South Kearny, N. J. 


The Gateway of Commerce to the Port of New York 


TERMINAL—A strictly modern Terminal, consisting of 73 
acres on which are erected 45 buildings. 

LOCATION—Lincoln Highway and Passaic River, 
Kearny, New Jersey. 

FLOOR AREA—500,000 square feet, of which 215,000 feet 
have an unlimited load carrying capacity; 160,000 square 
feet are on raised concrete ramps even with car floors. 

LAND—Available for open storage and new buildings, 28 acres. 

RAILROADS—Terminal located on Pennsylvania Railroad just 
east of Waverly Transfer, and within a quarter of a mile 
of their great Manhattan Produce Terminal. Through 
tariff rates via Lackawanna on inbound carload shipments, 
as well as Storage in Transit Privileges Westbound via 
Pennsylvania R. R. 

TRACK STORAGE—Nine and one-half miles of sidings. 

WHARFAGE—1,400 feet of dock on Passaic River. 


We solicit your inquiries 
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FACTORY SITES—We will erect buildings to suit your par- 
ticular requirements. 

EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
ers. Steam crane service. 

HIGHWAYS—Located on the Lincoln Highway, the main 
artery of traffic from coast to coast, twenty-five minutes 
from Broadway. The new Hudson Tunnels will assure 
prompt deliveries to the Metropolitan District. 

LABOR—A thickly populated territory to draw from with no 
labor troubles. 

SERVICE—Daily trap car service for L.C.L. shipments via 
Pennsylvania Railroad to Waverly Transfer. Distribution 
and Warehousing. Daily truck deliveries within radius 
of 30 miles. We handle your shipments. Traffic service 


unsurpassed. Direct service to Boston via Port Newark 
& New England S/S Co. 


Rates quoted on application 
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need of repair, or 15.2 per cent of the number on line, according 
to reports filed by the carriers with the car service division of 
the American Railway Association. This was an increase of 
806 compared with the number in need of repair on November 
1, at which time there were 8,654 or 13.9 per cent. Of the total 
number of locomotives in need of repair on November 15, 4,980, 
or 8 per cent, were in need of classified repairs, an increase of 
339 compared with November 1, while 4,480, or 7.2 per cent, were 
in need of running repairs, an increase of 467 compared with 
the number in need of such repairs on November 1. Serviceable 
locomotives in storage on November 15 totaled 3,841 compared 
with 4,102 on November 1. 





UNENVIABLE RECORD ACHIEVED 


In the opinion of W. P. Borland, director of the Commis- 
sion’s bureau of safety, three derailments due to poor track 
conditions, on the same division of the Atlanta, Birmingham & 
Atlantic, within thirteen months, causing the death of five em- 
ployes and the injury of others, constitutes a record which is 
not to be envied. That is the record, according to the report 
of a freight train wreck at Deerhurst, Ala., on October 27. In 


the derailment on that day one employe was killed and three 
were injured. 


Other derailments to which Borland referred took place at 
Westover and Parkwood, the three wreck scenes being on a 


stretch of track 28 miles long. Concerning the latest wreck 
Borland said: 


Three fatal derailments on the same division within a dis- 
tance of 28 miles and within a period of 13 months, resulting in 
the death of five employes and the injury of others, all of the 
accidents being due more or less directly to track conditions so 
bad as to be obvious to the most casual observer, constitutes a 
record which is not to be envied. A management responsible for 
such conditions, placing the lives of its employes and the travel- 
ing public in continual jeopardy, cannot be too strongly condemned, 
and it is to be hoped that the conditions disclosed in these three 
investigations will be remedied in time to prevent the occurrence 
of other accidents of a similar nature. 
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Digest of N G laint 
SO ee ed 
i 
No. 19014. 

O. et al. ; 

Rates or charges in violation of first three sections of the act, 
on copper and or brass sheets, tubes, drawn bars and or straight 
rods from Baltimore to points in Pennsylvania, Ohio, New York, 

Indiana, Illinois, Michigan, Wisconsin and Minnesota. Asks rates 

for future and reparation. 

. 19015. The Cincinnati Oil Works Co., Cincinnati, O., vs. A. & V. 

et al. 7 

Rates and or charges in violation of sections 1 and 6 of the 
act, on petroleum and its products, from points in Arkansas, 

Louisiana, Oklahoma and Texas, to Covington, Latonia and New- 

port, Ky., and Cincinnati, O. Asks reparation. 

. 19016. Modern Chemical Mfg. Co., Inc., Dallas, Tex., vs. A. & S. 
et al. 
Unreasonable rates on liquid solder because of rating at second 


class in less carloads and fourth class in carloads. Asks just and 
reasonable classification and reparation. 


. 19017. The Inland Waterways Corporation, operating Mississippi- 
Warrior. Service, vs. Chicago Great Western et al. 

Cpmplainant seeks joint through routes via Dubuque, Ia., and 
reasonable joint through barge-and-rail rates and/or rail-and- 
barge rates on all classes and commodities upon which all-rail rates 
are maintained between the same points over such joint through 
routes between the Twin Cities and points on lines of defendants 
in Illinois, Indiana, Missouri and Iowa. 

- 19018. Deline Mfg. Co., Denver, Colo., vs. C. B. & Q. et al. 


Unreasonable classification on fancy candy boxes. Asks for clas- 
sification of first class. 


\ peg American Stores Co., Philadelphia, Pa., vs. Pennsylvania 
et al. 
Unreasonable rates and charges on canned goods from points in 
Maryland and Delaware to Philadelphia. Asks reparation. 
- 19020. Western Paper Makers Chemical Co., Kalamazoo, Mich., 
va. 2. €. ky B..B. tab 
Unlawful charges on eight carload shipments of rosin dross from 


Jacksonville, Fla., to Pensacola, Fla., via interstate routes. Asks 
reparation. 


3 se M. Card Lumber Co., Chattanooga, Tenn., vs. N. C. & 
at. i. Ry. 
Rates and charges in violation of Sections 1 and 4 of the act, 
on lumber from New Market, Ala., to Chattanooga, Tenn. Asks 
for rates for the future and reparation. 
. 19022. Harry Schimmel, New York. N. Y., vs. Southern et al. 
Alleges overcharge on three carload shipments of cottonseed 
hull fibre shavings from Lancaster, S. C., and Chester, S. C., to 
Washington, D. C. Asks reparation to basis of applicable rate. 


. 19024. Federated Metals Corp., New York City, vs. N. Y. C. et al. 
Charges in violation of section 1 of the act, on scrap brass from 


Trenton, N. J., to Rome, N. Y., and from Rome, N. Y., to New 
York City. Ask reparation. 


The Baltimore Tube Co., Inc., Baltimore, Md., vs. B. & 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Liability of Carrier as Warehouseman 

North Dakota.—Question: A packing plant in this city 
shipped on August 3, 1926, one case of lard to Brocket, N, p. 
The shipment arrived on August 5, and consignee was properly 
notified by the carriers. The consignee did not refuse to ac. 
cept the shipment, but neglected calling for it, and on August 
11 someone broke into the depot and the carriers say that the 
case of lard was stolen. On filing claim for the loss the car. 
riers claim that they are liable as warehousemen only after 
the 48-hour period. I do not deny that they are responsible as 
other than warehousemen after the free time has expired. | 
do claim, however, that as warehousemen they are liable for 
the safekeeping of the goods. Further, I have no proof that 
the lard was stolen, it being necessary so far to accept the 
railroad’s advice that it was stolen. 

My contention is, however, that the carriers’ liability as 
warehousemen does not end by turning the key in a station 
door, any more than that rule would apply to the public ware. 
house. They have absolutely declined to pay, stating that there 
does not seem to be any negligence on the part of the railroad 
company, that on the night of August 11 the station was broken 
into, access being gained by breaking the window of the station 
office, and that on that account they, as warehousemen, are 
not liable. 


Will you let me have a ruling on this, and if you are able 
to cite authority for your ruling, I would be pleased to have that. 

Answer: The storage of the goods does not create a new 
contract, and the action against the carrier for negligence in 
keeping the goods at their destination may be based on the 
contract of shipment. As the action against the carrier as ware 
houseman is founded on negligence, the burden of proving neg- 
ligence is on plaintiff, and also of showing that such negligence 
was the proximate cause of the loss or injury complained of. 
But, as in the case of other bailments, the unexplained failure 
to produce and to deliver the goods is generally sufficient to 
make out a prima facie case for plaintiff. The custody of the 
goods being shown to have been in the carrier, and their loss 
or the failure to produce them being established, the burden of 
showing that there was no negligence, or at least of explaining 
the loss in a manner not prima facie negligent, is usually held 
to rest on the carrier. This burden, it has been said, is not 
merely the burden of going forward with the evidence, nor a 
shifting burden, but a burden of establishing before the jury 
the absence of negligence. On the question of care, evidence 
that the care used about the keeping of the freight was such 
as carriers exercised with similar freight is competent, but not 
controlling, evidence on the question of due care. On the ques- 
tion of negligence in storing goods in an unsafe place, evidence 
is admissible which shows the condition of surrounding build- 
ings and that smoking in the locality had been prohibited by 
ordinance. The presumption of negligence raised by a proof 
of failure to deliver goods on demand is not rebutted by mere 
proof that the goods cannot be found without any affirmative 
explanation of their disappearance. Ordinarily the question of 
negligence is for the jury; but where there is no dispute as to 
the facts, the question of whether the goods have been properly 
cared for may become one of law. 

With respect to the matter of proof of negligence, see 
Thomas Canning Co. vs. Pere Marquette Ry. Co., 178 N. W. 851 
(Mich.); Farmers Mercantile Co. vs. No. Pac. Ry. Co., 146 N. W. 
550 (N. D.). These two cases are representative of the two 
views of the courts as to whether the warehouseman has the 
burden of showing that the loss or destruction of the goods 
was without negligence on its part, or whether the burden of 
proving negligence on the part of the bailee is on the bailor, as 
was held in Southern Ry. Co. vs. Prescott, 24 U. S. 632; R. Co. 
vs. Kendall, 72 Ill. App. 105; Gulf, ete., R. Co. vs. Ferguson- 
McKinney Dry Goods Co. (Miss.), 52 So. 797. 

In Thomas Canning Co. vs. Pere Marquette Ry. Co., 178 
N. W. 851, the court, on page 854, said: 


Running through some of the cases treating the subject will 
be found criticism of the use of the term “burden of proof.” In 
the criticism some text and editorial writers join. Possibly the 
expression that the “onus of exoneration” rests on the defendant 
would be more correct, technically speaking. But the effect 15 
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the same. In the instant case, as we have noted, the trial judge 
charged that the burden of proof was upon the plaintiff to estab- 
lish every element of its case, including defendant’s negligence, 
but that when certain facts were proven the burden was upon 
the defendant to show due care. We think this was the equiva- 
lent of using the more technical term “onus of exoneration,” and 
was probably better understood by the jury. 


In the Farmers’ Mercantile Co. case, 146 N. W. 550, which 
is a decision by the Supreme Court of North Dakota, the court, 
on page 555, said: 


We, too, concede that a bailor “seeking to recover from a 
warehouseman for the non-delivery of goods or an injury thereto” 
must prove negligence. When he shows that the goods were not 
delivered on demand or were delivered in damaged condition, he 
has made a prima facie case. If the defendant accounts for the 
non-delivery or injury by showing that the goods were stolen 
or were lost or damaged by fire or in any other manner not in- 
consistent with the exercise of ordinary care on his part, the 
plaintiff’s prima facie case is overcome, and he must prove posi- 
tive negligence occasioning the loss. See Schmidt vs. Blood, 9 
Wend. 269, 24 Am. Dec. 143. 


Under the decision in the Farmers’ Mercantile Company 
case, 140 N. W. 550, which states the law of your state, upon 
proof by the carrier that the shipment was stolen, the burden 
will be upon you to show that negligence on the part of the 
carrier occasioned the loss. 

Limitation of Actions—Delay in Delivery of Telegram 

Pennsylvania.—Question: Will you please advise what is 
time limit, if any, in which suit must be instituted for recovery 
of claims caused by non-delivery of telegrams by telegraph 
companies? 

Answer: Actions against a telegraph company for delay in 
the delivery of telegrams are subject to the statutes of limitation 
of the several states, there being no federal statute, so far as 
we are aware, which is applicable to such an action. See Penob- 
scot Fish Co. vs. Western Union Telegraph Co., 98 Atl. 341 
(Conn.); Western Union Telegraph Co. vs. Witt, 110 S. W. 889 
(Ky.). 

In the case first referred to, the court, in considering the 
limitation period applicable to such an action, said: 

It is an action for damages at large, and not for injury to 


any specific property, and therefore cannot be within the special 
class of actions carved out by the act of 1903. 


In the Witt case, 110 S. W. 889, it was held that an action 
against a telegraph company for delay in delivering a telegram 
is an action upon a contract to which Kentucky Statutes 1903, 
section 2515, providing limitations of five years, applies. 

Classification —Evidence in Support of 

Illinois—Question: We are manufacturers of electrical 
appliances. One of our commodities is rated rule 25 in Official 
Classification and first class in Western and Southern. 

We would like to secure a second class rating in Western 
and Southern territories and realize that we must show in our 
argument evidence sufficient to show that second class would 
bring enough returns to the carrier as compared with other 
commodities of similar nature, considering weight per cubic 
foot, risk in carriage, packing, etc. A tariff naming rates from 
Chicago to Pacific coast points quotes a rate on this commodity 
of $3.38 per cwt., which is $1.72 less than first class rate. 

What we would like to know is if we may bring this in 
as an krgument in favor of second class or must our comparisons 
be strictly with classification? 

Answer: Evidence of the publication of a commodity rate 
on the article in question would, in our opinion, be of weight 
only in so far as it might tend to show that there apparently 
are reasons, such as volume of movement, etc., justifying the 
publication of commodity rates much lower than the class basis, 
which reasons should affect the classification rating. 

Notice of Claim—Rail-and-Water Shipments 

Minnesota.—Question: Will you kindly advise as to what 
bill of lading has precedence on a shipment from Duluth to 
British Honduras, bill of lading made on standard uniform straight 
bill of lading, shipment consigned to consignees care of a broker 
at New Orleans, the fina) destination and consignee’s name ap- 
pearing on the original bill of lading? 

When shipment arrived a shortage was discovered, but on 
account of the delay in the mail the shortage was not reported 
until more than thirty days had elapsed. After accumulating 
the necessary papers in order to file claim, several months had 
elapsed and claim filed with initial carrier, who, after tracing 
shipment, discovered that complete delivery was made to the 
X S.S Line, the initial carrier declining payment of the claim. 
Within the nine months’ period which is allowed by the uniform 
bill of lading on export shipments, we in turn filed claim against 
the X S.S. Line, but papers were returned by them, claiming 
that on account of their bill of lading contract, section 22, claims 
must be filed within thirty days or suit commenced within six 
months and, as our goods moved on domestic bill of lading show- 
ing complete destination, we are, as we said before, wondering 
which bill of lading has precedence. 

Answer: In so far as a claim against the steamship com- 
pany is concerned, the provisions of its bill of lading will govern 
the time within which a claim must be filed with it. The steam- 
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ship company is not bound by the provisions of the inland 
rail bill of lading for, even as to a shipment moving on a throug, 
export bill of lading, the shipment moves subject to the proyj. 
sions of two separate and distinct bills of lading, namely, th, 
inland bill of lading and the ocean bill of lading. 

See, in this connection, the Commission’s report in Bills ¢ 
Lading, 52 I. C. C. 671, 730. 


As to the time within which a claim covering an expo; 
shipment may be filed with the rail carrier, see our answer t 
“Massachusetts” on page 1340 of the December 4, 1926, Trafj, 
World. 

Tariff Interpretation—Minimum Carload Weights 


New Jersey.—Question: During the early part of this yea 
we made several shipments of steel tanks, which are subjec; 
to rule No. 34 of the Official Classification. 

On account of length, these shipments required an extra ca, 
to act as an idler, but no part of the shipment rested on same. 


The size of cars ordered for these shipments was furnishe 
by the carriers and charges were assessed on the basis of actua] 
weight for each car carrying the load, plus 24,000 pounds for 
the idler. It is our opinion that this shipment should have beep 3 
charged at the actual weight, which weight exceeds the minimum F 
for the size of cars ordered. 


Will you kindly advise us your ideas of this or cite Inter. 
state Commerce Commission conference rulings, if any? 


Answer: Section 1 of rule 34, as amended, of Consolidate 
Classification No. 4, reads as follows: 


fate 


af 
& 





When articles shown in the classification, exceptions thereto 
or_in tariffs governed thereby, subject to the provision of this 
rule, are loaded in or on cars 36 feet 6 inches or less in length, 
they shall be charged at the minimum carload weights specified 
therefor in the separate descriptions of articles. Except as pro- 
vided in sections 2 and 3, when such articles are loaded in or 
on cars exceeding 36 feet 6 inches in length, the minimum carload 
weights to be charged shall be as provided in section 6. Weight 
in excess of the minimum weight provided for in this rule must 
be charged for. 


In paragraph (b) of section 3 of rule 34 it is provided that: 


In the furnishing of more than one car in lieu of a single 
car ordered for open car freight when articles loaded on flat or 
gondola cars are of such continuous length as to rest upon two 
or more cars or are loaded on one car and extend over the other 
ear or cars, the shipment will be charged for as follows: The 
weight for one car shall be that provided as the minimum carload 
weight for the article or articles constituting the shipment and 
for every additional car in the series that weight shall be in- 
creased 24,000 pounds, actual or authorized estimated weight to 
be charged for when it exceeds the weight determined as specified, 
it being further provided that if the articles are of such length 
as could have been loaded on car of size ordered the charges 
will not be in excess of the minimum carload weight applicable 
to the size of car ordered unless actual or estimated weight is in 
excess of such minimum, in which event actual or estimated 
weight will apply. 


In its opinion in Indiana State Highway Commission vs. 
c. c. C. & St. L. Ry., 87 I. C. C. 95, the Commission has applied 
the provisions of rule 34 to a shipment similar to yours. In 
this case, the Commission, on page 96, said: 


Complainant’s contention that the charges should have been 
based on the actual weight of the shipment is based on the errone- 
ous assumption that the above note applied in connection with 
derricks loaded on flat cars. It was applicable only in respect 
of derricks moving on their own wheels. The applicable rating 
was subject to rule 34 of the governing classification. That ren- 
dered inapplicable rule 29 of the same classification in respect of 
carload shipments requiring two or more open cars. Under rule 
34 the 30,000 minimum was applicable only to cars 36 feet 6 inches 
or less in length. The Erie car, upon which the greater portion 
of the shipment was loaded, was 45 feet 11.5 inches, the B. R. P. 
car 41 feet, and the B. & O. car 40 feet 2 inches, in length, and 
the minimum weights applicable thereto were 42,600, 35,100, and 
33,600 pounds, respectively. As the Erie car was loaded in excess 
of the minimum the actual weight governed, and the charges on 
that car were properly collected on that basis. The charges on 
the two remaining cars should have been on the basis of 35,100 
pounds for the one and 33,600 pounds for the other. ‘Undercharges 
are therefore outstanding on those cars. 


Limitation Governing Action for Amount Erroneously Refunded 
as Overcharge 


Ohio.—Question: Referring to .“Minnesota,” page 1304, 
Weekly Traffic World, November 28, 1925, covering the limita- 
tion governing actions for the amounts erroneously refunded as 
overcharges: 

While we have not seen the decision, we understand that 
the Supreme Court of the United States (265 U. S. 59) made a 
recent decision covering this subject, and you may want to 
change answer on this subject. 

Answer: The decision to which you refer is that of the 
Supreme Court of the United States in Louisiana Ry. & Navi 
gation Co. vs. Central Iron & Coal Co., 265 U. S. 59. This case 
involved the liability for the amount of an undercharge due 4 
carrier where a shipment was made by one party for the account 
of another party. The question to which you refer involves 
the limitation period governing an action for an amount errone- 
ously refunded by a carrier under a mistake of fact. : 

We see nothing in the decision above referred to which 18 
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tunity for additional manufacturing to meet the needs 
of this population. 
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lishment of manufacturing or distributing enterprises 
along its line. 
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determinative of the matter involved in the answer to ‘“Minne- 
sota” on page 1304 of the November 28, 1925, Traffic World. 
Freight Charges—Liability of Transit House Acting as Carrier’s 

Agent for Freight Charges on Shipments Consigned to Its 

Care 

Alabama.—Question: A carrier makes a contract with a 
transit house to unload, store, hold subject to carrier’s order, 
collect charges, take up order ladings, for the carrier, certain 
inbound shipments that are billed and consigned to certain local 
consignees (such shipments are subject to reconsignment later 
on basis of through rate, but are at this time local shipments). 

The carrier embodies in the contract certain of the demur- 
rage rules pertaining to notice of arrival, placement, construc- 
tive placement, and charges—i. e., $2 and $5 per day. No ref- 
erence in the contract that this portion is a demurrage regula- 
tion. 

The carrier’s tariff granting the transit arrangements con- 
tains a note stating that such shipments are subject to the car- 
rier’s demurrage rules. (The written contract with the transit 
house is not published.) 

The carrier makes no effort to collect demurrage from the 
local consignee, but attempts to collect from the transit house. 

The written contract with the transit house, as to detention 
charges, was made to cover shipments billed through from origin 
to final destination, stopped at transit house for certain privi- 
leges, but no distinction is made as to shipments billed to local 
consignees. Under the circumstances related do you feel that 
the carrier can lawfully enforce collection of the charges for 
detention from the transit house and make no effort to collect 
from the lawful owner of the property? Your opinion, with 
authorities, will be much appreciated. 

Answer: Apparently, under the contract between the rail- 
road and the transit house, the latter is to act as the agent of 
the carrier in the performance of certain services which the 
carrier is obligated or has undertaken to perform in connection 
with what we understand are transit shipments. 


It does not appear, however, that the transit house is shown 
in the bills of lading as the consignee of the freight so as to 
bring the situation within the decision of the Supreme Court 
in New York Central R. R. vs. York & Whitney Co., 256 U. S. 
406, but that the freight is merely consigned in care of the transit 
house for the account of the consignee named in the bills of 
lading. 

If the above be true, the situation is, as we see it, similar, 
at least in so far as the liability of the transit house as consignee 
for freight or demurrage charges is concerned, to the situation 
which was the subject of the decision in In re Tidewater Coal 
Exchange, 292 Fed. 225, which case is cited and quoted from in 
our answer to “Indiana,” on page 1684 of the June 19, 1926, 
Traffic World,” under the caption, “Freight Charges—Liability 
of Warehouse Company Where Goods Consigned in Its Care.” 

The liability of the transit house as agent of the railroad, 
under its contract with the carrier is a separate and distinct 
matter from the liability of the transit house under the law for 
the payment of transportation charges. 

Damages—Measure of, Where Part of Released Value Shipment 
Is Lost or Damaged 

Mississippi.—Question: I would be pleased if you would 
kindly render me your opinion on the following subject: 

A shipment consisting of one rug, weighing 100 pounds and 
released to a valuation of $125 per cwt., the actual value of the 
rug being $200, was damaged in transit and upon arrival at des- 
tination was accepted and disposed of by the consignee for $150, 
claim being presented carriers in the amount of $50. 

Carriers contend that, in view of the damaged rug having 
been salvaged for $150, which was more than the released valua- 
tion, they are not liable for any amount. It is our contention 
that in view of the claim being for an amount less than $125 
carriers should pay it. In other words, carriers are liable for 
any amount in the event of loss or damage to the rug up to 
and including $125. 

Answer: The fact that goods in their injured condition are 
worth more than the agreed valuation does not free a carrier 
from liability. See Frank vs. Mich. Cent. R. Co., 154 N. Y. S. 701; 
Baird vs. D. & R. G., 162 Pac. 79; Dee vs. S. P. L. A. & S. L. 
R. Co., 167 Pac. 246; Washington Horse Exchange vs. Wilson, 
176 S. W. 1036. In the case last referred to it was said: 


The usual rule as to the measurement of damages is not 
changed by the above clause, and this rule is the allowance to 
the shipper of the difference between the market value of the 
horses in the condition in which they would have arrived at des- 
tination but for the negligence of the defendant, and their market 
value in the condition in which, by reason of such negligence, 
they did arrive. New York, etc., R. Co. vs. Estill, 147 U. S. 291; 
Missouri, ete., R. Co. vs. Fagan (Tex.), 9 S. W. 749; Hutchinson 
on Carriers, 770 (a); Railroad vs. Hale (Tenn.), 1 S.. W. 620. 

The appellees correctly urge that the stipulation as to value 
in the above clause has nothing to do with the ascertainment of 
any depreciation in the value of the animals, or with the measure- 
ment of damages, and that it operates solely to limit the amount 
of recovery of damages, when measured by the rule above out- 
lined. When the amount of loss is thus fixed, only so much 
thereof may pass into a recovery as does not exceed the contract 
limit on liability. 

The parties may, of course, by express provision to that effect, 
stipulate that in case of partial loss the damage shall be pro- 
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portioned as is here contended it should be, on the basis of the 
sum named as the maximum limit. But where, as in this instance, 
this is not done, the question becomes one of construction, ang 
very generally the view is entertained that such stipulations are 
to be construed as permitting recovery for the damages actually 
done, the amount reeoverable, however, not to exceed that agreed 
upon as compensation for a total loss. 4 R. C. L. 793, 250; Note 
88, Am. St. Rep. 113, 114, citing Georgia R. Co. vs. Reid (Ga), 
17 S. E. 934; Starnes vs: Railroad (Tenn.)), 19 S. W. 675 

In the last cited case it was said: 

“The question is not, What did each animal bring in the 
market in its injured condition, but rather, To what extent and 
in what amount, not above $100, was it damaged through the 
fault of the defendant? Not what value is left in the animal, but 
what elements of value were wrongfully taken away. To illus- 
trate: A horse shipped under such a contract loses one eye 
through the negligence of the carrier, and the owner sues for 
damages. The question in such a case is, How much has the 
animal been damaged by the loss of the eye? and not, Will he 
sell for as much as $100 with but one eye ” 

The agreement is that the carrier shall not be liable for more 
than $100 in case of damage; not that no liability shall attach 
if the horse, though injured, should sell for as much as that sum. 

Conversion—What Constitutes 

Massachusetts.—Question: A shipment is forwarded on open 
account via express collect, to a consignee in Brooklyn, N. Y, 
who refuses to take delivery at their established place of busi- 
ness. The express agent mailed their customary post card to 
shipping point, notifying us that shipment was on hand refused 
and requesting written instructions for disposal. We accord- 
ingly advised them to make delivery to another concern. 

In the meantime the original consignee had requested the 
Brooklyn agent to reforward the shipment to themselves, care 
of a second party, in New York City. The express company 
carried out consignee’s wishes several days before receipt of 
our instructions. The goods have not been paid for and, since 
consignee was insolvent at time he placed instructions for a new 
delivery, it is obvious that he should have refused delivery and 
allow the matter to be handled between the shipper and carrier. 
It is the established practice of the express company that des- 
tination agents communicate direct with shipper on refused 
shipments, as no other order but the shipper’s will be honored. 
Would the express company be responsible to shipper for neg- 
ligence in this respect? 

Answer: The doctrine that delivery of goods by the seller 
thereof to a carrier for transportation to the buyer is prima facie 
a transfer of title, so that the goods in the carrier’s hands are 
presumed to belong to the consignee, belongs to the law of sales; 
but that doctrine is nevertheless of significance to the carrier 
in so far as it may determine its duties to the respective parties 
and its right to the possession of the goods. Where there is 
no bill of lading, it is presumed that the title vests in the con- 
signee absolutely on delivery of the goods to the carrier, subject 
only to the carrier’s lien for freight, and the consignor’s right 
of stoppage in transitu. Therefore, in the absence of notice to 
the carrier of the existence of a different relation, it must treat 
the consignee as the owner of the goods, with authority to con- 
trol them in transit. And in following the directions of the con- 
signee, the carrier will not subject itself to any liability for 
losses which may result from so doing, unless the directions in- 
volve the omission or non-performance of some service or duty 
the performance of which is by law made essential in its trans- 
portation. But, if the shipper has taken the bill of lading to 
himself or order, he will be presumed to have retained the title; 
and if the shipper still has the right to dispose of and control 
the goods, notwithstanding their delivery to the carrier for the 
consignee, any subsequent arrangement with the: carrier will 
be valid. In the absence of a reservation of title by the con- 
signor, the presumption of the passing of title to the consignee 
on delivery to the carrier will protect the carrier in delivering 
the goods to the consignee at the end of the transportation. 
But if it is notified by the consignor before delivery to the 
consignee not to make such delivery, then its duty in the prem- 
ises depends on the actual facts as to whether the relations be- 
tween the consignor and the consignee were such that delivery 
to the carrier would constitute as between them a transfer of 
title. If the consignor ships goods to a factor or other agent 
in pursuance of a previous agreement so to do, but the factor 
or agent has made no advances on the strength of the delivery 
of the goods to the carrier for him, then his right to the goods 
has not yet attached, and the consignor may change their direc- 
tion or countermand the order for delivery. But if the right of 
the consignee to the goods has become complete on their deliv- 
ery to the carrier, the consignor cannot by notice or direction (0 
the carrier prevent such delivery. The carrier derives from the 
shipper no higher right with reference to possession of the goods 
than that which the shipper has, and, in case of wrongful de- 
livery to the carrier without authority, the real owner may 4& 
sert his rights as against the carrier. 

Under the above statement of the law, whether or not the 
express company is liable for the delivery of the shipment in 
accordance with the directions of the consignee is dependent 
upon whether or not title to the goods passed to the consignee 
on delivery of the shipment to the carrier. Apparently, title to 
the goods did pass to the consignee at the time the shipment 
was delivered to the carrier for transportation and therefore the 
carrier was justified in making delivery of the shipment 12 ac: 
cordance with the directions of the consignee thereof. 
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The Chesapeake and Ohio Railway 


Penetrates the Richest Field 
of History in America 


(Covomiat \Vircinia 


The Cradle of the Republic 
The Theater of Two Wars 
The Birthplace of 8 Presidents 

















he Route of fiistoric Interest 


The C. & O. traverses the most picturesque and 
historical region in America. In Virginia one may 
visit Yorktown, where Lord Cornwallis delivered his 
sword to General Washington. Not far is Jamestown, 
where in 1607 our first English settlement was made. 
Williamsburg, the oldest incorporated city in America, 
Richmond, the capital of the Confederacy, and “Mon- 
ticello,” the home of Thomas Jefferson, at Charlottes- 
ville, are visited annually by thousands. 





























The numerous battlefields in Virginia are of great 
interest and have been the study of both American and 
foreign military officers. 












Write for “Colonial Virginia” 
to— 


T. H. GURNEY, General Passenger Agent 
Richmond, Va. 











Note, items In the Docket marked with an asterisk (°) are new, 
anaving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


December 13—Washington, D. C.—Examiner Konigsberg: 
15199—Washington Publishers’ Assn. et al. vs. B. & O. R. R. et al. 
15229—Evening Star Newspaper Co. vs. Can. Pac. Ry. et al. 
17596—Labor-Co-cperative, Educational and Publishing society vs. B. 

& O. R. R. et al. 


(Further hearing on question of damage.) 
* 18920—Independent Publishing Co. vs. B. & O. R. R. et al. 


December 13—Washington, D. C.—Examiner Law: 
vane No. 3633—Excess Income of the Bessemer & Lake Erie 


Finance No. 3966—Excess Income of the Union R. R. Co. (of Pa.). 
December 13—St. Louis, Mo.—Examiner Disque: 


1. & S. 2755—Stoves and gas ranges from eastern points to Pacific 
Coast states, transcontinental. 


17075—Peninsular Stove Co. vs. Mich. Cent R. R. et al. 
December 13—Chicago, Ill.—Examiner Walsh: 


1. & S. 2788—Pig iron between points within Central Freight Associa- 
tion Territory. 


1. & S. 2788 (first supplemental order)—Pig iron between points 
within Central Freight Association territory. 
* |, & S. 2788 (2nd supplemental order)—Pig iron between points with- 
in Central Freight Association territory. 
December 14—Memphis, Tenn.—Examiner Glover: 
Fourth Section Application 2331 filed by St. St. L.-S. F. 


.. Seah 
Fourth Section ag oe 2421, 2473, 2474 filed by St. L.-S. F. Ry. 
Fourth Section 12210—Filed by F. L. Speiden. 


Fourth Section Application 12823 and 1618 (portion) filed by F. A. 
Leland. 


Fourth Section Application 12873 filed by Mo. Pac. R. R. 

Fourth Section Application 12890 filed by G. M. & N. R. R. 

Fourth Section Application 458 (portion) filed be N. C. & St. L. Ry. 
— Section Application 12898—Filed by Columbus & Greenville 


y. 

Fourth Section Application 12907—Filed by J. E. Johanson. 

Fourth Section Application 12958—Filed by G. M. & N. R. R. 
Pao —_— Section Application No. 4948 filed by N. O. M. & 


Fourth Section Application 12835 filed by F. A. Leland. 


December 14—Seattle, Wash.—Commissioner McAnamy and Examiner 
Weaver: 


18635—In the matter of application of Great Northern Hy. for an 
order requiring the Northern Pacific Ry. to grant the Great North- 
ern Ry. the use of certain terminal facilities at Seattle, Wash. 
December 15—Washington, D. C.—Examiner Boat: 
Fourth Section Application 12696—Filed by H. Wilson. 


Fourth Section Application Nos. 12853 and 12870—Filed by F. L. 
Speiden. 


Fourth Section Application Nos. 4309, 601, 1546, 609 et al. 


December 15—Seattle, Wash.—Commissioner McAnamy and Examiner 
Weaver: 


1. & S. 2785 (1st supplemental order)—Cedar poles and piling from 
North Pacific Coast to destinations east of Rocky Mountains. 
December 15—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director General, A. & V. Ry. 


et al. 

13869 Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 
et al. 

one Cement & Supply Co. et al. vs. A. & W. P. R. R. 
t 


et al. 
14101—Birmingham Traffic Bureau vs, A. G. S. R. R. et al. 
14360—Allen and Jemison Co. et al. vs, A. G. S. R. R. et al. 
* 15865—Florence Chamber of Commerce vs. L. & N. R. R. et al. 
December 15—Seattle, Wash.—Examiner Weaver and Commissioner 
McAnamy: 
9971—-National Pole Co. vs. A. T. & S. F. Ry., Director General, 
as agent, et al. 
1. & S. 2785—Cedar poles and piling from North Pacific Coast to 
destination east of Rocky Mountains. 
December 16—St. Louis, Mo.—Examiner Disque: 
* 18834—T. J. Moss Tie Co. vs. B. & O. R. R. et al. 
December 16—Argument at Washington, D. C.: 
15006—In the matter of rates, charges, classifications, regulations 
and practices governing the transportation of anthracite coal. 
16555—C. L. Amos Coal Co. vs. L. V. R. R. et al. 
1. & S. 2637—Anthracite Coal, Pennsylvania to New Jersey, New 
York and Pennsylvania, 
December 17—New Orleans, La.: 
17000—Rate Structure Investigation, Part 3, Cotton. 


18390 (and Sub. Nos. 1 to 10, incl.)—Arkansas Cotton Growers’ Co- 
operative Assn. vs. A. & R. R. R. et al. 


18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 
= Commission of Oklahoma vs. A. T. & S. F. Ry. 
et al. 
December 17—St. Louis, Mo.—Examiner Disque: 
18677—Illinois Supply Co. vs. Sou. Ry. et al. 
December 17—Argument at Washington, D. C.: 
Finance No. 3908—Excess Income of St. Louis & O'Fallon Ry. 
Finance No. 4026—Excess Income of Manufacturers Ry. 
16719—Southern Agricultural Chemical Corp. vs. A. & V. Ry. et al. 
December 18—St. Louis, Mo.—Examiner Disque: 
18433—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
December 18—Argument at Washington, D. C.: 


15255 (and Sub. No. 1)—Chestnut and Smith Corp. et al. vs. A. & R.. 
R. R. et al. 


ee ¥ er Sub. No. 1)—Indian Refining Co., Inc., vs. L. & N. R. R. 
e . 


December 17—Toledo, O.—Examiner Hosmer: 
* 16170 (Sub. No. 1)—Washington Building Lime Company vs. Akron 


& Barberton Belt et al. Further hearing solely with respect to 
the distance scale from Ohio points. 


December 20—Washington, D. C.—Examiner Davis: 
* Finance No. 5924—Appliction of C. & O. Ry. Co. for authority to 


THE TRAFFIC WORLD 


= ~ - Docket of the Commission ; 





Vol. XXXVIII, No, % 





acquire control, by lease, of the railroad of the Chesapeake ¢ 
Hocking Ry. Co. 
December 20—St. Louis, Mo.—Examiner Disque: 
16323 (and Sub. Nos. 1 to 3, incl.)—The Scott County Milling Co. ¢ 
al. vs. Butler Co. R. R. et al. 
December 20—Washington, D. C.—Examiner Konigsberg: 
18207—The Cliquot Club Co. et al. vs. A. C. L. R. R. et al. 
—e Mineral Water & Beverage Assn. vs. B. & O. R. k. 
et al. 
December 20—Argument at Washington, D. C.: 
16341 (and Sub. Nos. 1 and 2)—Nebraska State Ry. Commission ys, 
A. & W. Ry. et al. 
16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. et al. 
17536—Rates and minimum weights on salt within the state of Ohio. 
December 21—Argument at Washington, D. C.: 
16016—Savannah Traffic Bureau, Inc., vs. S. & A. Ry. et al 
= Sub. 1)—Sinclair Wyoming Oil Co. vs. C. & N. W. Ry. 
et al. 


16696 (and Sub. Nos. 1 and 2)—Sinclair Crude Oil Purchasing Co, 
vs. C. & A. R. R. et al. 

16479 (and Sub. 1)—Southern Sewer Pipe Works vs. L. & N. R. R. 
Finance No. 5656—Acquisition of control of Buffalo, Rochester & 
Pittsburgh Ry. by Delaware & Hudson Co. 

December 22—Washington, D. C.—Examiner Davis: 

* Finance No. 5931—Joint application of the Bell Telephone Co. of 
Pennsylvania and Home Telephone Co. of Ridgway for a certifi- 
cate of advantage and public interest. 

* Finance 5947—Application of Sacramento Valley Telephone Co. for 
a certificate that the acquisition by it of the telephone properties 
of the California Telephone & Light Co. will be of advantage to 
pow — to whom service is to be rendered and in the public 


December 22—Argument at Washington, D. C.: 
16678—Chamber of Commerce of Beaver Dam, Wis., et al., vs. A. C. 
& Y. Ry. et al. 
16951—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Penna. R. R. et al. 
Ha. ge oS 3—Chicago Fire Brick Co. vs. C. & N. W. Ry. et al. 


= — nntamAOO Vegetable Parchment Co. vs. C, K. & S. Ry. 


17767 (and Sub. 1)—Manufacturers’ Association of Chicago Heights 
et al. vs. A. T. & S. F. Ry. et al. 
December 22—Cincinnati, O.—Examiner Disque: 
18755—Burger Bros. Co. vs. A. & B. B. R. R. et al. 
December 23—Argument at Washington, D. C.: 
15216—John M. Buckland, Trading as National Slag Co. vs. B. & 
A. R. R. (N. Y. C. R. R., lessee) et al. 
17145—Rome Metallic Bedstead Co. vs. B. & A. R. R. et al. 
17311—Medal Brick & Tile Co. vs. B. & O. R. R. et al. 
17426—The West Virginia Rail Co. vs. C. & O. Ry. et al. 
December 28—Argument at Washington, D. C.: 
17838—American Linseed Co. vs. C. M. & St. P. Ry. 
17880—United Zinc Smelting Corp. vs. Penna. R. R. et al. 


17892 (and Sub. 1 and 2)—North American Cement Corp. vs. W. 
Md. Ry. et al. 


17927—J. ‘G. Curtiss Leather Co. vs. Penna. R. R. et al. 

December 29—Argument at Washington, D. C.: 
17397—Manufacturers’ Traffic Bureau et al. vs. B. & O. R. R. et al. 
17413—The Keystone Steel & Wire Co. vs. C. & A. R. R. et al. 
17452—Southern Clay Manufacturing Co. vs. A. G. S. R. R. et al. 
17665—Manufacturers’ Traffis Bureau for Auto Specialties Manufac- 

turing Co. et al. vs. B. & O. R. R. et al. 

December 30—Argument at Washington, D. C.: 
17465—Traffic Bureau—Chamber of Commerce (Lynchburg, Va.) vs. 


nH. 2. C. Be B.. Ot. at. 
16968 (and Sub. 1)—Traffic Bureau—Chamber of Commerce vs. D. L. 
& V. R. R. et al. 


17470—National Association of Ice Cream Manufacturers vs. Amer. 
Ry. Exp. Co. et al. 


17784—Hylonite Products Co. vs. A. T. & S. F. Ry. et al. 
January 3—Washington, D. C.—Examiner Haley: 
Finance No. 4086—Excess Income of the D. T. & I. R. R. Co. 
January 4—Little Rock, Ark.—Arkansas R. R. Commission: 
* Finance No. 5602—Joint application of St. Louis Southwestern Ry. 
and Central Arkansas & Eastern R. R. for authority to abandon 
a line of railroad between Rice Junction and Hazen, Ark. 
January 4—Jacksonville, Fla.—Examiner Hillyer: 
i. S. 2797—Clean rice and rice flour from points in La. to South 
Atlantic Coast points. 


January 5—Argument at Washington, D. C.: 


* 15408—Milne Lumber Co. vs. C. C. C. & St. L. Ry. et al. 
* 16460, Sub. 2—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
* 16912—Milne Lumber Co. vs. D. & T. S. L. R. R. et al. 


* 1. & S. 2662—Pitch and tar between points in C. F. A. territory. 
January 5—Pittsburgh, Pa.—Examiner Keeler: 

18458—Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River and south of Ohio River 
and east of the Indiana-Illinois State Line. and from points with- 
out to points within said territory. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—Amercan Refining Co. et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 

18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 

18253—The Texas Co. vs. A. & R. R. R. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 

18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

ae Rate Structure Investigation, part 4, petroleum and petroleum 
products. 

(To be heard with No. 18458, rates on petroleum and petroleum 
products within territory on and east of Mississippi River and 
south of Ohio River and east of Indiana-Illinois state line, and 
from points without to points within said territory.) 
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AL FREI 


Economical shipping is just 
as important to business as 
economical buying. 


Only it is more difficult to 
recognize the possibilities of 
economy in shipping on ac- 
count of its many technical 
points. ; 


Trans-Continental Freight is 
specially schooled in matters 
of this kind. We are often 
able, on investigation, to rec- 
ommend methods which re- 
sult in important savings. 


Our nearest branch will gladly 


confer with you 





Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Leos Angeles, Cal. 

Minneapolis, Minn. 

Philadelphia, Pa. 

Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 

San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Kansas City, Mo. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 28 years. 
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McCormiick- 
Deering— 


—the Industrial Tractor 
of 1000 Uses 
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Compact, powerful, flexible, economical, ss fae = . 
° . N ° : Il ‘ . 
durable, reliable, and highly profitable! LN PR Se seer Here Pith Avenue thie MeCormicl, 


Deering tractor and cross-walk plow did the work of 75 men. 





The McCormick-Deering and this street flusher make 
a beautiful and effective combination in Shorewood, 
a suburb of Milwaukee. Yes, they use this tractor ; j he 
on a variety of other jobs. In Lincoln Park, Chicago, snow removal is! accom- 

plished in this modern way. The photograph in itself 
is a convincing demonstration al aha and easy : ° ‘ 
handling. A remarkable variety of trailer types behind the 

McCormick- Deering industrial tractor haul loads 

around manufacturing plants, railroad yards, etc. 













The demand for crawler equipment in road work is Many municipalities are using the McCormick-Deer- 


admirably met by McCormick-Deering units similar ing for garbage removal, and effecting great savings. 
to the above. Here the McCormick-Deering indus- Trailers are loaded individually, and the tractors are 
trial is pulling a 3’%-ton detachable scarifier with full continuously at work enroute to and from the dump. 


8-inch penetration. 




















Capacity for smoothing any type of road is incorpo- 
rated in this roller. The McCormick-Deering power 
plant handles like outfits up to 10 tons. 






Compressed air equipment is used with extraordinary 

success with the McCormick-Deering. Where lighter 

outfits could handle only one rock drill, this power 
easily operates two, doubling the efficiency. 






The most effective pole-setting device on the market 
is the above arrangement. Hauls and setsaclass-A 
pole in a minute’s time. The winch is operated by 
power take-off from the McCormick-Deering. 


One of many combinations of grader machinery with 

the McCormick-Deering. Road builders all over the 

United States testify to the economy of operating one- 
man maintainers. 














HE McCormick-Deering Indus- 
trial Tractor has a 4-cylinder 
power plant and is equipped with disk 
wheels, rubber tires, spring-mounted 


Scarifying Yellowstone Trail at a cost of $13 a mile Starkey, prominent on the West Coast in the storage front axle, and is geared for high road 


against usual cost of $50 a mile. The high-grade, and warehouse business, operates unique vans as : 
heavy-duty McCormick-Deerings are rapidly replac- trailers behind the McCormick-Deering industrial speed. Sold and serviced through 120 





ing steam units. tractor. Has made trips up to 500 miles with this outfit. branches— largest Company-owned 
truck and tractor service organization 

INTERNATIONAL HarRvESTER CoMPANY in the world. We will be glad to 
OF AMERICA demonstrate this tractor for you. Write 


606 So. Michigan Ave. (incerperaed) Chicago, Illinois for further information. 


McCormick- Deering Industrial Tractor 
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The Development Service of 
Southern Railway System, 
Washington, D. C., will 
gladly aid in securing in- 
dustrial locations, farms and 
home sites in the South. 


ro 
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‘Towers of Southern Industry 
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REAT TOWERS of slender steel march Indian file up over wooded hills 
G and down through valley fields, carrying power and light to the farms, 
homes and factories of the South. 


The rapid increase in the production of electricity in the South, from water and 
steam power, is an outstanding industrial achievement of our time. It has risen 
more than 375% since 1912—in the rest of the country about 275%. 


Cheap and abundant electricity is a magnet to modern industry. It effects econ- 
omies and makes for better industrial methods. 


This is one of many advantages that are making the South a national manufac- 
turing center—that already have made the South the textile center of America, 


Railroad transportation has always been one of the cheapest things the 
American people buy. The charge on the Southern Railway System 
for hauling a car of 30 tons of freight one mile averages only 35c. 
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Next Day DELIVERY 
© W//>: a = yy 


7 YL A KE Zi, Py 
MICHIGAN 


L224. i 


Map showing points 

reached in Central 

Electric Railway 
Territory. 


Why should a shipment be one day in transit and 
two days in the freight yards at the terminal ? 


Route your shipments via THE ELECTRIC RAIL- 
WAYS at regular freight rates 


THE ADDED SERVICE COSTS NOTHING 


Address L. E. EARLYWINE Chairman 


Central Electric Traffic Association 
308 Terminal Building, INDIANAPOLIS, IND. 
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Efficient Transportation 
onthe © 


Great Northern Railway 


Best Equipment, both Freight andPassenger. 


Efficient and Courteous Attention to 
Business Entrusted to It. 
Its Officers and Men Prepared to 
Render the Best Service Possible 


sis eR Ny pnp 





It is proud to serve such cities as St. Paul, Minneapolis, Duluth, 
Superior, Sioux City, Winnipeg, Billings, Butte, 
Seattle, Tacoma, Portland, and the 
cities intermediate. 


Route of the 


New Oriental Limited 


The Finest Train Between Chicago and the Pacific Northwest 
No Extra Fare 


G. H. Smitton A. J. Dickinson 


Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 

Assistant General Freight Agent Western Traffic Manager 
Seattle, Wash. 


New York City 





Great Northern Railway 
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INDIANAPOLIS ? 
8 Merchants Bank Bldg. 


Majestic Bldg. 


@ DETROIT 


Hippodrome Bldg. 


@ CLEVELAND 


Southern Pacific Bldg. 


@® CHICAGO—FREIGHT DEPT. 
@® CHICAGO—PASSENGER 


Ellicott Square Bldg. 


@ BUFFALO 
@ CINCINNATI 






Woodward Bldg. 


@ BIRMINGHAM 
@ BOSTON 






@® ATLANTA 
Healey Bldg. 
@® BALTIMORE 





@ KANSAS CITY 


@ HAVANA 


Manzana de Gomez Railway Exchange Bldg. 


Boston Bldg. 


@ DENVER 


Dixie Terminal 


Old South Bldg. 


Union Trust Bldg. 








Where they reach 


DEPT., 33 West Jackson 


THE TRAFFIC WORLD 


SOUTHERN PACIFIC LINES 
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4, 
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Watsonville, California 


Watsonville, hub of the central coast 
counties of California and financial 
center of the Pajaro Valley, is the 
principal apple, berry and lettuce ship- 
ping point in California. 


Two thousand workers in nearly 
100 packing houses handle the apple 
output, which averages more than 
3,000 cars a year. Canneries, apple 
evaporators, fruit and vegetable de- 
hydraters and vinegar, cider, chili 
sauce and pickle plants are among the 
many prosperous manufacturing plants 
of the city. 


Watsonville has five banks with 
combined resources of $7,246,000 and 
deposits of $6,363,000, a large civic 
auditorium, excellent schools, two fine 
theatres, seven hotels and many wide- 
awake commercial, social and fraternal 
organizations. 


Within a morning’s drive are pic- 
turesque Monterey, old San Juan Mis- 
sion, Santa Cruz with its popular 
beach resort and famous redwoods, 
Carmel, the artist’s colony, with many 
quaint reminders of early Spanish 
days. 


For information 


Write, telegraph or ’phone 
® ‘‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


SOUTHERN PAciFic LINES 


Where to reach them 
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